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“Sorry I'm late for supper again but my truck 
was tied up in traffic all day!” 


© 1945 The Studebaker Corporation 


Will we let slow-poke streets slow up America’s postwar progress ? 


| res Americans never stop to 
think how traffic congestion 
hurts everybody, till they get stuck 
in a car that has to inch its way 
through a busy district. 

Lots of us put the blame on trucks 
and other commercial vehicles, yet 
serious thought tells us that no com- 
munity could keep going, if busi- 
ness transportation were ruled out. 

The plain truth is that we’re try- 
ing to make room for cars and 
trucks in streets and alleys that 
were largely laid out for horse- 
drawn times. And unfortunately, 
it’s only recently that many Cities, 
towns and villages have begun to 
open their eyes to the fix in which 
this puts them. 


Long-range planning needed 


Parking at the curb alone takes up 
five to six feet of the right-of-way 
on each side of a busy street—slows 


to a standstill the movement of 
through traffic for block after block, 
even if there were no cross-street 
vehicles or turn-offs to complicate 
matters. 

Obviously, with building lines 
already fixed, it isn’t possible to 
widen most streets or alleys in 
order to speed up vehicle move- 
ment. But many progressive mu- 
nicipalities are already at work on 
programs to ease the flow of traffic 
through their busier sections. 

Everyone’s help is urged 
Conveniently located off-the-street 
parking areas, parking meters, one- 
way routes—all help some. But 
what’s needed most is intelligent 
long-range planning for the day 
when two and even three times the 
motor cars and motor trucks we 
now have must be accommodated. 
As America’s pioneer and pace- 


maker in the manufacture of high- 
way vehicles, Studebaker is plan- 
ning to provide the public after the 
war ends, with cars and trucks that 
will be more maneuverable than 
ever before. 

But that will only help make 
driving easier—it won’t strike at 
the roots of traffic congestion. The 
cure for that must come from the 
public itself, through fostering and 
putting into effect sweeping im- 
provements in local vehicle-oper- 
ating conditions. Your co-operation 
can be very important in speeding 
the day of real relief. 


Stidebaker 


PEACETIME BUILDER OF 
FINE CARS AND TRUCKS 
Wartime builder of Cyclone engines for Boeing 
Flying Fortress—heavy-duty Studebaker military 
trucks — Weasel personnel and cargo carriers 
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CORRECT PACKING AND SHIPPING PROTECTION 
WILL GO A LONG WAY TOWARD DETERMINING 


BUSINESS PROFITS 


Many nationally-famous products are 
Signode Steel strapped in their safe journey to 
market. In most instances an effective and 
economical pack, designed to meet specific pro- 
tection requirements, has been developed through 
field engineering study. Research laboratory tests 
often reveal the correct type of container and 


the right way to strap it. 


This Signode service is available to any 


manufacturer interested in perfecting his present 

shipping procedure ...or one who may now be 

considering the merchandising of a new item. 
Pictured are a few Signode protected 


containers and products. They illustrate the ver- 


Soe PA TEE TET TERS Ara eh se 8p ee 


satility of Signode proven methods. 


SIGNODE STEEL STRAPPING COMPANY 
General Offices: 2613 N. Western Ave., Chicago 47, Illinois 


.)364 Furman St., Brooklyn 2, N. Y. 
eee Bryant St., San Francisco 7, Calif. 


illustrated Catalag show- 
ing Signode applications 
on many products, 
Your copy mailed 

on request, 


‘This embiem, worn only 
‘by discharged veterans, 
stands for honorable 
service to our country. 
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WHITE KNOWS TRANSPORTATION FROM THE GROUND UP 





ALL FORMS OF TRANSPORTATION require 
motor trucks to complete the services they render. 
That is why practically every commodity the public 
uses rides part of the way on trucks from its point 
of origin to its point of consumer use. 


| 


Whites have furnished the 
“ground link for aviation” for 
years. Above: 1911 Deperdus- 
sin monoplane en route to 
Buenos Aires airfield ona White. 
Below: Corsair Navy plane, 
» with 105 successful missions, 
being hauled over high- 

way by modern White 

Super Power unit. 


In the new field of air cargo, motor trucks are bound 
to play an indispensable part in furnishing the 
“ground link”. During the war, Super Power Whites 
have helped solve both transport and production 
phases of aviation that only the right truck could 
solve. And for the expansion ahead, White is prepared 
with trucks that will supply dependable and eco- 
nomical ground service for air freight’s development. 


THE WHITE MOTOR COMPANY - Cleveland 


FOR MORE THAN 45 YEARS THE GREATEST NAME IN TRUCKS 
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ERVICE BY THE TON 


Your truck is an important part of your service. The 
loads that it hauls keep you in business. Your trucking 
jobs demand equipment that will serve you satisfac- 
torily and economically. 


Low first cost, low operating cost and low mainte- 
nance cost are the main factors in successful truck 
operation. 

Chevrolet trucks, with their built-in values, are the 
most economical to buy, to operate and to maintain. 
They are built for tough truck work. They are built to 
last longer. They will serve your business for thousands 
of ton-miles. For these reasons, truck users bought more 
Chevrolet trucks than any other make in seven of the 
last nine prewar years. 

Your Chevrolet dealer can supply the right truck for 
your trade. He can increase the payload capacity, if 
you desire, by the installation of auxiliary axles, springs, 

bodies or trailers. 
ET Buy only as much truck as you need. Buy a Chevrolet 
— 5 truck. It's payload, not chassis weight, that pays profits. 


1 OUT OF EVERY 3 TRUCKS IS A CHEVROLET 


Keep on Buying War Bonds 
CHEVROLET MOTOR DIVISION, General Motors Corporation, DETROIT 2, MICHIGAN 
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EXTRA- MILEAGE 
PACKAGE 


COMPLETE... SCIENTIFIC 
TRUCK TIRE MAINTENANCE 





































THE EXTRA MILEAGE WAY TO MAKE 
YOUR TRUCK TIRE COSTS DROP 


@ General Tire Dealers...Coast-to-Coast...use a 
uniform, sczentific truck tire maintenance method 
that delivers thousands of extra miles from tires. 


The result... for hundreds of truck operators... 





is lowest cost tire mileage that ADDS directly 
to operating profits! 


General’s nation-wide network of Dealers offers 





this specialized service with factory-trained Truck 
Tire Engineers...the most modern equipment... 


and years of mileage-maintenance experience. 





See your General Tire Dealer for his exclusive 
Extra-Mileage Truck Tire Service ... and for 
the tire with built-in extra mileage ... the 


General Highway Tire. 


THE GENERAL TIRE & RUBBER COMPANY « Akron, Ohio 


one 
necafe 











2S. == 


wn Stresses O and ‘Strains 
Now Located 


ECTRONICS. / 


Trailmobile Engineers Create ELECTRO-DYNAMIC TESTING 
Permits New INFINITELY ACCURATE ANALYSIS, Correction of basic design 
BEFORE TRAILERS ARE PRODUCED ! 


Now every Trailmobile off the pro- 


This is a Trailmobile Strain- 


It is wartime ingenuity delivering 
full realization of the “Trailers we all 
hope to see Tomorrow”—Trail- 
mobiles!—with a combination of 
extra strength and lightness of weight 
unparalleled! —correctly engineered, 
in advance—by electronics! 
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duction-line is assured of being as 
vitally strong as modern metals can 
make it—yet utterly without super- 
fluous poundages of steel that cut 
payloads down! 

This new, complete Electron- 
ometer, on wheels, is hauled along by 
every experimental “pilot-model” at 
Trailmobile, while it undergoes vio- 
lent road-testing—light, loaded; 
while it is roughly coupled and un- 
coupled, subjected to long, terrific 
road-beating! 

Electron-ometer lines run to as 
many as 48 “strain-gauges” at one 
time, all temporarily “welded” to the 
trailer in as many critical “test-spots.” 

Then—and now by Electronics!— 
every deflection, however slight, oc- 
curring anywhere in the trailer, is 

























revealed completely by 


“charting” 
pens of the Oscillograph. 











discovered, computed, identified! — 


gauge. Minute special wires, 


fluctuating with deflections of 
the trailer are lengthened or 


shortened, having their cur- 
rent-carrying capacity altered. 
hese variations are easily 
recorded by Electronics. 





It puts the finger—“electronic fin- 
gers,” precisely on each spot, exactly 
where lighter or heavier metal, or 
different design is beneficial. It assures 
Trailmobile of positive design and 
engineering effectiveness impossible 
ever, for the industry, before! 


These are the qualities; this is the 
excellence, which Trailmobile 
endeavors to contribute to the 
entire Transportation Industry. 


DOREE SEER EEE EEE SEE ESE REESE ELSES EEE EEEH 
4 TRUCK DEALERS = 
= You will find it advantageous = 
to contact our nearest Trail- = 
“* mobile Branch, and to discuss = 
= Postwar Trailer Opportunities! = 
3 peed 
Mereeerengecgceecensececanseceneceesecetess ste 


The Trailmobile Company 


TRAILMOBILE™ 





Cincinnati 9, Ohio 


- ee 
Ne ome 
Ver seen 


 Padtedting tte (04 Near Feoditiion 


— 66 “Homefolks” Service Centers - 


COPYRIGHT 1945 


THE TRAILMOBILE COMPANY 
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ESE FEATURES 


SAVES MANPOWER—the powerful hy- 
draulic lift enables one man to load or un- 
load trucks One man now does the work of 
three 

CUTS LOADING and UNLOADING 
TIME—absence of chains permits “LIFT- 
GATE” to be loaded from all sides Stops 
automatically at body floor and ground level 
REDUCES PERSONNEL ACCIDENTS 
—Cylinder and valve, in one unit, directly 
connected to “LIFTGATE”’—no pins or 
cables to break. Control levers located for 
safest operation. 

LESSENS MERCHANDISE DAMAGE— 
Automatic valve prevents over-loading Ad- 
justable stop on control valve regulates max- 
imum lowering speed to prevent accidental 
dropping of load. “LIFTGATE” cannot 
lower while truck is in motion 

EASILY INSTALLED—on trucks now in 


service or on new trucks without extensive 


alteration to the truck body or mechanism 
**PERFORMANCE PROVED’”—in hun. 
dreds of installations all over the world. 


ARMY 


STREATOR | .{E 


READ WHAT USERS SAY 


“It is a necessary addition to our 
equipment "’ C Ew 


‘*Ordering two more next week " 
gk Rk OC 


‘‘Now operating 14 "' UPRR 


‘‘We would be glad to recommend 
the Anthony *LIFTGATE’ to any- 
one" BX I1&M CO 


“This LIFTGATE’ is working out 
in a very satisfactory manner, and 
in fact far exceeds our expectations 
Before, our driver could not unload 
the truck unaided—now he han- 
dies unloading without assistance “ 


Cc RL CO 


“de has performed flawlessly 
HFL 


‘‘Our damage claims have been 
practically nil "’ M FR 


**We would recommend the insta'la 
tion of such equipment on all trucks 
where loads of 150 lbs or over are 
handled *' BC 


*‘We have just put our third one 
into service "' M H CO 


'*We thought we only had a limited 
use for one. now we've found so 
many uses we couldn't do without 
hs ACO 


(Statements on file) 


ANTHONY COMPANY, inc. 


MANUFACTURERS OF HYDRAULIC HOISTS & BODIES & TRUCK EQUIPMENT 


“*< ILLINOIS 


WAVY 





WRITE—ATTENTION: DEPT. 6-D. 
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or 
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OY HEAVIER TRUCKS 
for LOWER HAULING COSTS 


No matter how you figure it . . . initial 
cost, maintenance, or trade-in value... 
heavy-duty trucks are the most econom- 
ical buy. Every day, more and more 
truckers are realizing this fact and are 
swinging to heavy-duty units. This is smart 
business because one big truck can do 
the work of several smaller vehicles, 
thereby effecting important savings. 

All Ward LaFrance motor trucks are 


designed, engineered, and manufac- 
tured for heavy-duty service. They are 
big trucks with pay load capacity rang- 
ing up to thirty tons, and they're built to 
take a beating and still stay on the job. 
For complete information about these 
heavy-duty trucks that are setting new 
standards, see your local Ward LaFrance 
dealer. If there is no dealer in your com- 
munity, write direct. 


NOW AVAILABLE to civilian users... 


a complete line of heavy-duty trucks .. . two, 
four, or six wheel drive. Before you invest, 
investigate the many advantages offered in 
a Ward LaFrance. 


© WARD LAFRANCE 


TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC., ELMIRA, NEW YORK 
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Delivering the “Pause that Refreshes” 
... with DIAMOND T reliability 


EADING operators like the Coca-Cola bot- 
tling companies, with years of experience, 
choose their trucks on a sound business basis. 
They demand dependability in performance and 
low cost in the “long run”. 


Diamond T has earned their preference—with 
an outstanding record for reliability ever since 
the first truck rolled off the production line more 
than thirty years ago. The trouble-free perform- 
ance, low maintenance cost and extra long life 


are the direct product of advanced engineering 
and heavy-duty construction. 

Diamond T pioneering and leadership will 
continue. The “post-war” models now on the 
drafting boards achieve important new gains in 
both performance and durability. They will carry 
a fine record even higher. 


Diamond T has been authorized to build a limited 

number of commercial trucks during 1945. See your 

Diamond T dealer if you qualify for O.D.T. approval. 
DIAMOND T MOTOR CAR CO. CHICAGO 


Established 1905 





DIAMOND T TRUCKS 








Cutting costs across the country 


,  pemnelens you see Highway Trailers, 
hitting it off along the open road or 
plying busily between metropolitan termi- 
nals, you can be sure they’re cutting hauling 
costs for owners. Economy of operation is 
engineered into every Highway “Clipper”’ 
and “Freightmaster” to cut your ton-mile 
hauling costs. 


More than a quarter-century of successful 
experience has taught Highway Trailer 
engineers where strength is needed, where 





weight can be saved, how to achieve maxi- 
mum ease of handling. That knowledge 
can be utilized fully, because the greater part 
of the manufacturing operation is done in 
Highway’s own modern plants. 

Learn how the new Highway “Freight- 
masters” and “Clippers” now coming off 
the production lines can help you cut costs. 
The ‘“Freightmaster” and “Clipper” book- 


lets give you all the facts. Write for your 
copies today. 


HIGHWAY TRAILER COMPANY 


Factory and General Offices, Edgerton, Wisconsin 
Truck Trailers and Bodies © Earth Boring Machines © Winches and other Public Utility Equipment 
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ON EVERY 
U. S. HIGHWAY 


HIGHWAY“ TRAILERS 
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—-»> Sure we're clock-watchers! Werailroad people prob- 
ably watch time as closely as any other single group of 
people in the world. As a matter of fact, if we weren't 
confirmed clock-watchers the railroads would be in 4 
terrible mess! 


For, you see, a8 4 train moves from here to there, 
thousands of different people must do thousands of dif- 
ferent things at specifi i _..yes, even seconds 
_..so that the train can roll along on schedule. 


On the Baltimore & Ohio, we've learned how to 
make every precious tick of the clock count for the most 
_.. and how to time 

jobs better and faster. Addin 

means speed and dependability in 

service - - - and an on time record we're very 


So, when you see a railroader look at his watch — 
particularly a B&O worker —you ll know he’s on the job 
_, . skilled and ready to do his important pit that helps 
keep today’s passenger and freight trains moving swiftly, 
safely . -- and on time! 
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ANOTHER 


Faces turned hopefully toward home and 
eyes smiled. The Great Moment had come 
when the world could say fervently, “Thank 
God, it’s all over!”’ 


All over? Not quite. There still remains a 
mighty big job to be done. Our sons and 
daughters in far places must be brought 
home. The thrill of victory, great as it was, 
offers no greater thrill than the glorious 
homecoming that millions look forward to. 


“North Western’’ realizes its responsibility; 


"CHICAGO and N 


SERVING AMERICA IN WAR AND 


Great Day 


TRAFFIC WORLD 


so does every other railroad. We will not 
fail our returning veterans. Our services 
are theirs to command —our trains are at 
their disposal. No one is more welcome 
than they. 


As General MacArthur has said, ““The mag- 
nificent men and women who have fought 
so well for victory will return to their 
homes... and resume their civilian 
pursuits. They have been good 
soldiers in war. May they be 

equally good citizens in peace.” 


PEACE FOR ALMOST A CENTURY 
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MAIN LINE 


MID-AMERICA 


THE THROUGH ROUTE— Through the heart of 
the productive middle land of the world’s richest 
nation runs the Illinois Central, the through route 
linking Chicago, the nation’s greatest inland city, 
with New Orleans, its greatest southern port. 


500 CONNECTIONS — All rail traffic between 
East and West crosses or moves over the Illinois 
Central, which connects at 500 points with 150 other 


y nd Forks 


railroads. Its Western Lines offer advantageous con- 
nections and through schedules East and West. 


SERVING 40 MILLIONS—In 14 rich mid-na- 
tion states, the Illinois Central serves the industrial, 
commercial and individual needs of 40 million persons. 

It’s with good reason that the Illinois Central’s 
6,600 miles of strategic railroad are called the Main 
Line of Mid-America. ~ 


ILLINOIS CENTRAL SYSTEM 


Central Antery of lhe Nation 
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ride safely in 
UTILITY LOADER CARS 
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It’s true! Anvils have the consignee uncrushed and unmarred. 


been “Utility-Loader- The general purpose Utility Loader grips the 





Teen «shipped” on top of —load...andthen locks the grip against vertical 
perishable millinery andlongitudinalmove- 

...and the millinery arrived unharmed. ment, vibration, shock 
When you ship a box-car load in a general _and shifting. No part 
purpose Utility Loader you can place any- ofthe grip-lockedload [iRgaas 
thing under anything... anything beside can drop on or slide par a 


—difficult toload safely—but "hy awe 
anything . . and still be sure it will reach 










in place to stay by the Evans 


into another part. Purpose Utility Loaden 





- ae 1 


Write for a copy of the Evans Manual today. It illustrates the manifold advantages of 
general purpose Utility Loader grip-locked loads to shipper, carrier and consignee alike. 
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FOR THE GOOD OF THE RAILROADS EVANS DETROI? PLANT 


FLIES ARMY-NAVY 


pain 
ej3 EVANS PRODUCTS COMPANY 


DETROIT 27, MICHIGAN 
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Self-Help for Traffic Men 


We have had occasion a number of times to discuss 

the future of industrial traffic management in large 
and small groups and have noted that, invariably, the 
discussions turn to the matter of the relationship of 
the individuals involved and the top executives of their 
eorporations. 

This seems to be the fact regardless of whether 
the discussion begins as one involving so-called profes- 
sionalization, the establishment of some sort of a insti- 
tute for traffic, or the need generally for recognition 
of traffic management on the part of industry. 

There are varying views on the first two. In the 
matter of professionalization, most of the views are 
uncertain, some of them vague, except for the compara- 
tively small group who are forthright in their advocacy 
of some sort of statutory designation of who is and who 
is not an industrial traffic manager. 

Those who are working toward the establishment 
of an institute for traffic management, along the lines 
of that proposed by G. Lloyd Wilson in the Traffic 
World last week, are concerned chiefly with the estab- 
lishment of some sort of minimum requirements for 
traffic managers by which their competency may be 
made known, the requirements to be set up and 
“policed,” so to speak, by those in the field. 

There is, however, no difference of opinion as to 
the need for and desirability of recognition by industry 
generally of the value of competent traffic management 
service; and the unanimity springs quite naturally from 
the fact that the problem is one faced individually by 
every traffic manager. 

Any discussion of it in any group, as we have al- 
ready noted, without exception gravitates to the par- 
ticular problenis of the individuals participating in the 
discussion. 


There are, of course, many large corporations in 
which the importance of the traffic function and the 
value of the traffic manager’s work is thoroughly un- 
derstood and fully appreciated. These, however, are in 
the minority. 

The individuals to whom we refer usually speak 
plaintively of their inability to persuade their own par- 
ticular top executives of the importance of the work 
they are doing. They want to know what can be done 
about it. 

Somewhere between himself and the top, one of 
them may say, stands an executive who prevents intel- 
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ligence of what is going on in the traffic department 
from getting to the president or the chairman of the 
board. 

Another may say that, although he has the reluc- 
tant ear of the top executive, that individual is one who 
still believes the handling of transportation in his or- 
ganization to be an unavoidable expense tc be held 
down to a minimum under all circumstances. 

A third will point out that his function with its 
tributory shipping room is still considered part of the 
production department and, as such, is merely one of 
the many operations supervised by a factory superin- 
tendent. No one of them seems quite sure what can 
and ought to be done about it. 

For the most part, industrial traffic men caught 
in those and similar toils, look hopefully for outside 
help. They await eagerly such projects as that under 
contemplation by the Associated Traffic Clubs of Amer- 
ica to “sell” industry generally on the importance of 
the traffic function and the need for admitting the traf- 
fic manager to plenary business conferences as an 
equal of other top executives. 


UST HOW they hope such a revolution may be 
wrought from the outside is not clear. They may 
feel that, someday, somehow, perhaps through listening 
to a speech, or reading some magically worded booklet 
or advertisement, the president of an industry may sud- 
denly reform and return to his office to call in his traf- 
fic manager, pat him on the back, double his salary and 
give him a seat at his right hand when next his chief 
subordinate executives gather around the conference 
table. 


Some widespread cooperative plan for exposing 
industrial executives to such speeches, booklets and 
advertisements is needed and we hope that when the 
Associated Traffic Clubs of America gets ready to an- 
nounce its plan it will contain that promise. What we 
are trying to say here, is that, however much good such 
a scheme of general promotion may do, the individual 
industrial traffic manager will not profit unless he does 
something about it himself. 

The field of industrial traffic management is still 
peopled with individuals and they vary in talent, train- 
ing, ability, industry and personality, just as do indi- 
viduals in any other group. Leaving out those occa- 
sional cases where real merit remains unappreciated, 
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LIFT AND LOWER cial 
is a 
YOUR LOADS WITH THE ona 
FRUEHAUF ELEVATING ENDGATE cha 
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by and large it is the good traffic man who rises to the 
top and the mediocre traffic man who remains the 
“slorified shipping clerk.” 


The whole consideration gives rise to one senten- 
tious question: “Of what. good will it be to try to per- 
suade the president of a corporation that traffic man- 
agement is as important in his business as production, 
purchasing and accounting, if, as a matter of cold fact, 
his traffic manager is just not so big a man as his pro- 
duction manager, his purchasing agent or his comp- 
troller?” 


HE SOLUTION of the problem is, then, for the traf- 
fic manager to be so big a man, or to make himself 
one. 

The head of any department in a business is a spe- 
cialist in the affairs of his department. The comptroller 
is an expert accountant; the general attorney, an expert 
lawyer; the factory manager, an expert in the me- 
chanics of production. But each must be something 
more if he hopes to be in the top councils of his firm. 

The attorney must know something about produc- 
tion problems; the manager must know something 
about cost accounting, and each of them must have 
some appreciation of general corporation problems; 
else his intelligence and advice will be of little use in 
formulating the broad policies and deciding the larger 
issues of the business. 

Here, then, is the traffic manager’s problem and 
his opportunity. We are past the stage of talking about 
the need for technical training—although it would be 
fatuous to say that all industrial traffic men are now 
even sufficiently trained in that respect. We are now 
at the stage where the traffic manager must acquire 


the knowledge and judgment that will make him val- 
uable at the conference table. 


One of the plaints frequently heard is that a large 
corporation sometimes selects the site of a new plant 
and goes ahead with its construction, only to discover 
that the transportation factors, both physical and from 
a rate point of view, have been overlooked. If the traffic 
man had been in on the consultations preceding the 
decision, the purchase of the site and the construction, 


the basic error would not have been made, it is pointed 
out. 


All that is true; and there have undoubtedly been 
heated sessions among high executives when such an 
error was discovered. The traffic manager should have 
been consulted, says one to the other. But no one 
thought of the traffic manager. The sad fact is that, 
apparently, no one considered him a big enough man, 
personally, to call into consultation. No one suspected 
that he knew anything except what went on in his own 
department. 

No one felt that, in considering the transportation 
factors in the selection of the site of the new plant, the 
traffic manager had a breadth of knowledge and experi- 
ence sufficient to appreciate such things as the modify- 


ing factors present in the local labor situation; the local 
| 
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building material costs; zoning and other legal problems 
involved—all things that would have to be taken into 
consideration in making the decision. 

Maybe he did have that knowledge and experience; 
but he can blame no one but himself for the fact that 
no one higher up knew that he had them. 

It might be well for the industrial traffic man who 
feels himself sidetracked to learn something about busi- 
ness administration. There was a day when, he, too, 
was a mere rate clerk. In that day he had his eye on 
the job above him and did his best to acquire the knowl- 
edge and judgment to fit him to fill that job. It was 
by such observation and self-education that, eventually, 
he climbed the ladder to what seemed, at first, the dizzy 
height of the traffic manager’s place. 

He is making a big mistake if he feels that he ought 
to be raised automatically from there into a seat in the 
corporation’s councils without continuing to observe 
and to learn—to learn about the things required in the 
larger job. 

Of course, there are places and circumstances in 
which the most able and ambitious man runs into a 
blank wall. When that happens while the man is on 
the lower rungs of the ladder, his alternative is to quit 
and seek work elsewhere. Such a course is not quite 
so simple for the man who has risen to the charge of 
transportation in a fairly large corporation. 

Nevertheless, there is no logic in remaining on a 
job where one feels that one has reached the end of 
one’s potentialities. Such a feeling naturally interferes 
with a man’s efficiency even on the job he is doing. It 
stifles loyalty; and loyalty is the first requisite of 
any job, low or high. If a man actually feels that he 
is being treated unfairly, he ought to get out quickly. 


N THE OTHER HAND, many a traffic man who 
feels that way might find the situation much dif- 
ferent from what he imagines were he to try intense 


application, complete loyalty and continued education 
for a while. 


‘Some organization or some group will probably 
eventually make a dent in the unawareness of industry 
generally of the value of the services of the traffic 
manager. But the individual traffic man will have to 
assume complete charge of the job of convincing his 
top executive of his own competency to take a place in 
the management councils of the business. 


FARGO-MOORHEAD FREIGHT ASSOCIATION 

Representatives of the railroad and over-the-road common 
carriers serving the Fargo-Moorhead area met August 13 to 
form a permanent organization, the Fargo-Moorhead Freight 
Carriers Association, organized to combat “the unnecessary in- 
crease in losses to carriers as well as shippers and consumers 
alike pee the loss and damage of merchandise being trans- 
ported.” 

Hugo Schnittgen, claim agent, Midnite Express, Inc., was 
elected president of the association. Other officers are: Vice- 
president, A. T. Knutson, agent, Northern Pacific Railway; and 
an Don Austin, agent, Dakota Transfer & Stor- 
age Co. 

Meetings are held monthly in the assembly hall of the 
Northern Pacific Railway administration building in Fargo, 
where shippers and receivers of freight discuss means to correct 
errors and omissions in the packing, marking, billing and han- 
dling of merchandise. 
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C. & O. Merger Plan 


The Chesapeake & Ohio Railway Company made public 
September 12, the details of its plan for integrating its family 
lines into a new system aggregating approximately 7,200 miles 
of right of way, third largest mileage in Eastern territory, and 
representing a $900,000,000 net investment in railroad property. 

Component lines of the proposed unified system are the 
Chesapeake & Ohio, the Nickel Plate Road, Pere Marquette 
Railway and the Wheeling & Lake Erie Railway. The Chesa- 
peake & Ohio board of directors voted its approval of a proposal 
to merge these properties at its meeting on Aug. 21 (see Traffic 
World, Aug. 25, p. 524). The boards of the other three roads 
embraced in the proposed unification are expected to act on 
the proposal at their forth coming meetings. 

These four roads, the C. & O. management states in its plan, 
will be welded together either through merger or consolidation. 
Although no decision has yet been made as to which method 
will be employed, “the proposal contemplates a physical unifi- 
cation of all of the properties, rights, franchises, and assets of 
the several companies involved, subject to the assumption of all 
of their existing obligations and liabilities,” the C. & O. says, 
continuing: 


If the plan is carried out through a merger, the existing The Chesa- 
peake and Ohio Railway Company will be the continuing company. If 
the unification is effected by a consolidation, the Chesapeake & Ohio 
Railway Company will cause a new corporation (to be known as Chesa- 
peake and Ohio Railroad Company) to be formed, which will take over 
all of the assets and assume all of the obligations and liabilities of the 
four constituent companies. The interest of the stockholders of the 
constituent companies in the unified company . .. will be the same 
under either method. 


Describing benefits expected to be derived from welding the 
roads together the C. & O. statement says: 


The unification of ownership and operation of the properties of 
these companies will make possible economies in operation, maintenance, 
general administration and debt service and will enable the unified 
company .O compete more effectively with the larger systems serving 
the same territory and to give improved service to the public by per- 
mitting operation over the shortest and most direct routes available 
over the lines of the constituent companies. 


The merger or consolidation would be accomplished through 
an exchange of preferred and common stocks for presently out- 
standing issues as follows: 


One share of new preferred and seven-tenths share of new common 
for each share of Nickel Plate 6 per cent preferred; nine-tenths share 
of new common for each share of Nickel Plate common; one share of 
new preferred and one-third share of new common for each share of 
Pere Marquette prior preference; eight-tenths share of new preferred 
and four-tenths share of new common for each share of Pere Marquette 
preferred; one-half share of new common for each share of Pere Mar- 
quette common; one and 15/100 share of new preferred for each share 
of Wheeling & Lake Erie prior lien stock; one share of new preferred 
for each share of Wheeling & Lake Erie 5% per cent preferred, and 


one and one-half shares of new common for each share of Wheeling & 
Lake Erie common. 


__ In the event of merger, holders of C. & O. common stock 
will retain their present stock, but in the event of consolidation, 
each share of common stock will be exchangeable for one share 
of common stock of the unified company. 


_ The new preferred stock will be entitled to receive cumu- 
lative dividends at a rate to be determined within the range of 
3% per cent to 4 per cent per annum (it being the purpose to 
fix a rate which will enable the preferred stock to sell at par 
when issued). It will be Soiennelie in whole or in part on any 
dividend payment date on 30 days’ notice at a price of $105 per 
share, plus a sum equal to the amount of all accumulated and 
unpaid dividends thereon to the redemption date. The C. & O. 
statement says: 


So long as accrued dividends on preferred stock shall have been 
paid for all past dividend periods, the company will annually set aside 
in a sinking fund an amount equal to 5 per cent of the remaining net 
earnings (if any) of the preceding year after payment of the dividend 
on the preferred stock and after allowing an amount equal to $3.50 
per share on the common stock; provided, however, that the amount 
in the sinking fund, including unexpended balances from prior periods, 
shall at no time exceed $1,000,000. Such fund shall be held by the com- 
pany, to be used on such occasions as the Board in its sole discretion 
may determine, for the purchase of preferred stock at not more than 
$105 per share. 


- preferred stock shall have equal voting power with the common 
stock. 


Upon the exchange of the stocks of the constituent companies for 
stocks of the unified company in accordance with the plan set forth 
above, there will be issued and outstanding 647,360 shares of preferred 
stock of the unified company and 8,326,131 shares of common stock. 
It may prove necessary in carrying out the plan to issue preferred and 
common stock for the shares held by constituent companies. If. such 
issuance is necessary, it is contemplated that the additional shares, 


‘ters the representation provisions of railway labor act, show 


when acquired by the unified company, will be cancelled so that the 
net capitalization of the unified company will be’ as stated above. 


In addition to board action, the plan of unification will have 
to receive the assent and approval of stockholders of each of 
the companies involved. Consummation of the plan is dependent 
upon authorization and approval of the Interstate Commerce 
Commission. 


Railway Labor Demands 


Officials of the seven railroad shopcraft unions have sum- 
moned general chairmen to meetings in Chicago on September 
12-14, to consider inauguration of a nationwide movement for 
higher wages covering about 375,000 shopmen. Sessions will be 
held at the Morrison Hotel. 

Negotiations between the five operating brotherhoods and 
individual carriers on union demands for wage increases and 
rule changes (see Traffic World, September 1, p. 559) have 
terminated. The brotherhoods are awaiting reports from repre- 
sentatives on each road before seeking national negotiations 
with the railroads. 

The Brotherhood of Maintenance of Way Employes has also 
wound up parleys with individual roads on its demands for 
standardization of wages and a 75-cents-an-hour minimum. The 
Train Dispatchers have completed a referendum on whether to 
launch a drive for a 6-hour day without reduction in pay, or for 
straight salary increases, but results of the vote have not been 
made public. 


Representation of Employes 


Efforts of District No. 50, described as the “catch-all’’ divi- 
sion of John L. Lewis’ United Mine Workers, to obtain authority 
to represent employes of railroads for collective bargaining 
purposes under the railway labor act are belittled in the Sep- 
tember 8 issue of “Labor,” the organ of the majority of the 
railroad unions and brotherhoods. ; 

District No. 50, through its “railroad workers’ industrial 
union,” according to “Labor,” has been trying to “raid” the Iron 
Horse for nearly three years, has spread propaganda “galore” 
among rail workers “and poured out money like water on or- 
ganization work—and the net result has been almost nil.” It 
said only “a couple of tiny unorganized terminals in the mining 
country, and a few other spots on the ‘fringe’ were brought in 
under the U. M. W. banner.” 

“Labor” made its statements about the U. M. W., it indi- 
cated, because, it said, some newspapers recently “fell” for the 
mine union’s “ballyhoo” with respect to representing rail work- 
ers. 

“Leaders of the regular unions are confident that, despite 
the new burst of publicity, district 50 will make no more prog- 
ress than it has in the past,” said “Labor,” adding that more 
than 90 per cent of the country's railroad workers were organ- 
ized either in the independent “operating” brotherhoods or the 
“nonoperating” unions affiliated with the A. F. of L. 


Records of the National Mediation Board, which adminis- 


that District 50 to date has requested determination of repre- 
sentation in approximately twenty instances, involving relatively 
few railroad employes. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,449,293 at the middle of 
August, an increase of 0.01 per cent over August of last year 
and a decrease of 0.13 per cent under July of this year, accord- 
ing to a rail employment compilation based on preliminary 
reports, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. The August, 1945, employment was 
reported as follows: 

Executives, officials, and staff assistants, 15,064; profes- 
sional, clerical, and general, 234,529; maintenance of way and 
structures, 320,354; maintenance of equipment and _ stores, 
390,011; transportation (other than train, engine, and yard), 
170,625; transportation (yardmasters, switchtenders, and host- 
oo and transportation (train and engine service), 
300,183. 


CHANGES IN DOCKET 

Hearing in MC 903, Sub. 18, assigned for September 11, at Lynch- 
burg, Va., was postponed to a date to be fixed. 

Hearing in MC 106015, assigned for September 15, at Panama City, 
Fla., was postponed to September 17, at City Hall, Panama City, Fla., 
before Jt. Bd. 99. 

Hearing in MC 23259, Sub. 12, assigned for October 25, at Des 
Moines, Ia., was advanced to September 14, at State Comm., Des 

Moines, TIa., before Examiner Angle. 
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rolled, or cast, said the Commission, the complainants sought 
rates not more than 112.5 per cent of the rates on commercial 


the fact that higher charges result from application of the 
l.c.l. rate to the actual weight of the shipment does not, of 
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itself, prove the 1. c. 1. rate unreasonable and that the matter 
of tariff provisions must be considered. 

According to the report, the complainant alleged that the 
rate charged on an 1. c. 1. shipment of paper sales checks or 
tickets, transported December 11, 1942, over defendants’ lines 
from Niagara Falls, N. Y., to Augusta, Me., was inapplicable 
or, if applicable, unreasonable; and the complainant sought 
reparation of $36.48. , 

“Upon the request of the complainant,” said the commis- 
sioner, “the local freight agent of The New York Central 
Railroad Co. arranged with that carrier’s contract truckman 
to pick up the shipment at the complainant’s plant at Niagara 
Falls. The shipment, which weighed 25,461 pounds, was 
hauled to the rail freight station, where the rail carrier loaded 
it into a merchandise car for shipment to Augusta. At destina- 
tion, the consignee took delivery from the car and made its own 
arrangements with a local trucking concern for transporting 
the shipment to its warehouse. No allowance was made by the 
delivering carrier in connection with this service performed by 
the consignee. 

“Under the governing official classification, the commodity 
was rated third class, in less than carloads, and 37.5 per cent 
of first class, minimum 36,000 pounds, in carloads. From 
Niagara Falls to Augusta the third-class less-than-carload rate 
was $1.06 per 100 pounds, and the carload rate was 57 cents. 
oa rates included the general increases authorized March 2, 

“Freight charges of $269.89 were collected at the less-than- 
carload rate of $1.06, based on actual weight. A transporta- 
tion tax of $8.10 was added, making the total collected, $277.99. 
The complainant seeks application of the carload rate of 57 
cents, based on the minimum of 36,000 pounds. As the carload 
rate did not include any charge for pickup service, loading, or 
unloading, the complainant would add charges per 100 pounds 
of 5.5 cents for the pick-up service and 3 cents each for loading 
and unloading, based on the actual weight of the shipment. 
The freight charges under the basis sought would be $234.48, 
which becomes $241.51 when the transportation tax of $7.03 
is added. The difference between the total charges collected 
and those contended for by the complainant is $36.48, the 
amount of reparation sought.” 


Commissioner Aitchison reproduced in the report pertinent 
provisions of Rules 14, 15 and 16 of the official classification, 
relating to carload and 1. c. 1. shipments, including a provision 
of section 1(a) of Rule 15 that “except as provided in section 2 
(of this rule), the charges for a less-than-carload shipment 
must not exceed the charge for a minimum carload of the 
same freight at carload rate” and a provision of section 1(b) 
of that rule that “the provisions of this rule will not apply on 
shipments on which pickup or delivery service has been per- 
formed, or on which an allowance has been made in lieu of 
pickup or delivery service.” 


He said that the consignment was “clearly” an 1. c. 1. ship- 
ment within the meaning of Rules 14 and 16, and so was accorded 
l. c. 1. service. He observed that, although an alternative was 
provided in rule 15, as between the charges accruing at the 
1. c. 1. rate, based on actual weight, and those predicated on the 
carload rate and minimum, plus certain charges to compensate 
the carrier for loading or unloading, “where either or both are 
performed by the carrier the application of that alternative 
is prohibited by section 1(b) of Rule 15, in those cases where 
pickup service has been performed by the carrier.” He added 
that the rate charged was applicable. 


The report continued, in part, as follows: 


In the absence of any provision permitting rail carriers in official 
territory to collect compensation for pickup services rendered, the 
complainant refers to a 5.5-cent pickup charge maintained by the 
western trunk lines, applicable when a carload rate is applied on a 
less-than-carload shipment, pursuant to an alternative provision of a 
tariff rule similar to section 2 of Rule 15 of the official classification. 
While the establishment by western carriers of a charge for pickup 
service gives some support for the basis of charges sought by the 
complainant, it does not, in and of itself, afford grounds for holding 
that the failure of other carriers to do likewise is unreasonable. The 
rail carriers in official territory have never held themselves out to 
perform pickup or delivery service on either carload traffic or less- 
than-carload shipments subject to carload charges. The effect of Rule 
15 is to require a shipper seeking the benefit of a carload rate on a 
less-than-carload shipment to make independent arrangements for get- 
ting his shipment to the carrier’s freight station. The complainant 
has adduced no adequate proof that such a requirement was or is 
unreasonable... 

The position of the complainant on the issue of reasonableness is 
vague. It is obvious, however, that the allegation of unreasonableness 
cannot be sustained unless it is found in principle that a reasonable 
charge for a less-than-carload shipment must not exceed the total 
charge for a minimum carload between the same points, plus separately 
determined maximum reasonable charges for whatever less-than-carload 
services are performed in addition to the services considered to be 
included in the carload rate. This record is too inconclusive to support 
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such a broad principle, and it does not afford a basis for the prescrip. 
tion of a reasonable charge for the pickup service. Consideration must 
be given to the fact that a delivery service at destination, even though 
not used by the consignee, was, nevertheless, available and was included 
in the less-than-carload rate assailed.... 

It is found that the rate charged was applicable, and that the 


applicable rate is not shown to have been unreasonable. The complaint 
will be dismissed. 


Tankage Rates, West to East 


The Commission, division 3, has found unreasonable certain 
rates on dry-tendered tankage, in carloads, from origins east 
of the Rocky Mountains to destinations in official territory, by 
a report and order in No. 29102, Darling & Co. vs. Ann Arbor 
Railroad Co., et al., embracing also No. 29106, Kentucky Chemi- 
cal Industries, Inc., et al. vs. Ann Arbor Railroad Co., et al. 

Reasonable rates were prescribed, effective December 12, 
reparation was awarded, and the defendant railroads were au- 
thorized to waive collection of outstanding undercharges. 

Complaints in these proceedings, said the division, were 
filed by tankage products manufacturers operating plants at 
various points in official territory, including Akron, Cincinnati, 
Cleveland, Columbus, and Germantown, O., Chicago and Na- 
tional Stock Yards, Ill., Detroit, Mich., Buffalo, N. Y., and Pitts- 
burgh, Pa. 

Said the division: 


We find: (1) That the rates assailed on dry-rendered tankage pro- 
duced in this country, in bulk or in bags, in carloads, from points in 
the United States east of the Rocky Mountains to destinations in offi- 
cial territory have been unreasonable since December 6, 1943, to the 
extent that they exceeded the corresponding contemporaneous rates 
maintained and applied on tankage n. o. i. b. n., or wet-rendered tank- 
age, whichever rates are lower, subject to a carload minimum of 
40,000 pounds for dry-rendered tankage; (2) that the rates assailed on 
dry-rendered tankage produced in this country, in bulk, in carloads, 
from the origins,;and to the destinations specified above will be unrea- 
sonable for the future to the extent that they may exceed the corre- 
sponding present rates on tankage n. o. i. b. n. or wet-rendered tank- 
age, whichever rates are lower, subject to a carload minimum of 60,000 
pounds for dry-rendered tankage; and (3) that complainants Darling & 
Co., Kentucky Chemical Industries, Inc., and Chemical Products Cor- 
poration received shipments of dry-rendered tankage as described and 
paid and bore the charges thereon at the rates herein found unreason- 
able; that they have been damaged in the amount of the difference 
between the charges collected and those which would have accrued at 
the rates and minima found reasonable in finding (1) above; and that 
they are entitled to reparation, with interest. Defendants are authorized 
to waive collection of such undercharges as may be outstanding. An 
order for the future will be entered. 


The division said Darling & Co., Kentucky Chemical Indus- 
tries, Inc., and Chemical Products Corporation should comply 
with the provisions of rule 100 of the general rules of practice, 
and might include shipments made in the pendency of the in- 
stant proceeding, accompanied by proof in affidavit form con- 
cerning the paying and bearing of freight charges. It said that 
if the defendants objected to that method of proof, a further 
hearing might be requested. 


Dry-Rendered Tankage Described 


The term dry-rendered tankage, as used in its findings, said 
the division, covered only that type of crude, dried -tankage 
(in pressed cakes or otherwise) that was derived from meat 
refuse and produced by the dry-rendering method, not ground, 
screened, or blended, and not processed in any other respect, 
beyond the original stage of manufacture, as an ingredient for 
animal or poultry feeds, or for fertilizer, or for any other pur- 
pose, except the removal of grease. 

It said the complainants asked the Commission to prescribe 
an appropriate tariff description for dry-rendered tankage, em- 
bodying provisions somewhat similar to the division’s descrip- 
tion. It said formal action on the request would not be taken at 
this time. 

The defendants, however, continued the division, in estab- 
lishing the prescribed rates, would be expected to adopt a uni- 
form description that would eliminate any future controversy 
as to the nature of dry-rendered tankage for transportation 
purposes, and which would be consistent with the conclusions 
expressed in the report. Such a description, said the division, 
substantially similar to the division’s description of dry-rendered 
tankage, should be included in the respective classifications, in 
pertinent exceptions thereto, and in all other tariff schedules 
published by the defendants and applicable to interstate ship- 
ments of dry-rendered tankage. Continuing, the division said: 


Although no rates are prescribed on.imported dry-rendered tankage, 
it should not be understood that the present rates and descriptions ap- 
plicable to the imported products, by inference or otherwise, are sanc- 
tioned in this report. Defendants should give immediate consideration 
to the advisability of extending to imported tankage the same rate 
levels as those accorded the domestic products. To obviate other con- 
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troversies which might arise with respect to tankage, defendants 
should revise their present descriptions applicable to wet-rendered 
tankage and should avoid the use, in their tariffs, of such indefinite and 
confusing terms as feeding tankage, meat scraps, and cracklings. 


Facts and Conclusions 


The division said the following important facts and conclu- 


sions, among others, were supported by the weight of the evi- 
dence: 


Dry-rendered tankage is a low-grade basic commodity having ex- 
ceptionally favorable transportation characteristics, particularly heavy 
loading and freedom from loss and damage claims. This is desirable 
traffic. The present value of dry-rendered tankage is only a little higher 
than that of wet-rendered tankage and is within the range of values 
of materials in the fertilizer list. It is a semi-processed commodity pro- 
duced from low-grade protein refuse and is itself a raw material from 
which other products are manufactured. Dry-rendered tankage, in the 
crude, unground condition in which it is received from the original 
renderer, and without further processing, is not a feed, a feed material, 
or feeding tankage. In this form it cannot be used for any commercial 
purpose. After further degreasing and other processing it is used or 
usable as an ingredient for animal and poultry feeds or for fertilizer, 
and has been used extensively for those purposes in the past. The pres- 
ent restricted use of fully processed dry-rendered tankage must be 
recognized as a temporary expedient, caused by war conditions. It is 
inappropriate to assume that dry-rendered tankage is used or useful 
primarily in the feed industry, merely because it is so used in this 
country at present. Inherently and for rate-making purposes, it is both 
a feed material and a fertilizer material. Dry and wet-rendered tankage 
are substantially similar, are derived from the same source materials, 
and their ultimate use, with some exceptions, is the same. From a 
transportation standpoint, there is no material difference between them. 
They should be accorded the same rates. 

Consideration of all the facts of record leads to the conclusion that 
the former rate position occupied by dry-rendered tankage should be 
restored, substantially as it was prior to December 6, 1943, but with 
modified tariff descriptions which will leave no room for doubt as to 
what is intended. The rate level should be the equivalent of that on fer- 
tilizer materials. For reparation purposes it is fair and proper that the 
minimum formerly in effect, 40,000 pounds, be applied, and that the 
commodity description cover dry-rendered tankage either in bags or in 
bulk. Complainants are agreeable to a minimum of 60,000 pounds for 
the future. The average loading of dry-rendered tankage is well in ex- 
cess of that figure and there are no commercial or other considerations 
which would necessitate a lower minimum. Clearly, the present mini- 
mum of 36,000 pounds is much too low. A minimum of 60,000 pounds 
will be prescribed for future application to dry-rendered tankage, in 
bulk. The findings will be limited to tankage produced in this country 
and originating at points in the United States east of the Rocky Moun- 
tains. The destinations will be resricted to official territory. No other 
relief is warranted on this record. Solely for convenience in tariff pub- 
lication, defendants will be permitted to include dry-rendered tankage 
in the list of fertilizer materials. Otherwise, by appropriate classifica- 
tion exceptions or other schedules, they should establish and maintain 


rates on dry-rendered tankage no higher than those on fertilizer 
materials. 


Coal Branch Line Construction 


By a report and certificate in Finance No. 14820, Carolina, 
Clinchfield & Ohio Railway et al. Construction, embracing 
Finance No. 14850, Chesapeake & Ohio Railway Company Con- 
struction, the Commission, division 4, has granted authority to 
the Clinchfield to construct, and to the Atlantic Coast Line and 
the Louisville & Nashville to operate, a branch line 14.5 miles 
ling in Dickenson county, Va., and has also authorized construc- 
tion by the Chesapeake & Ohio of a branch line about 14 miles 
long in Letcher county, Ky., and Wise county, Va., both lines 
having been proposed to serve coal mines of the Clinchfield Coal 
ee (see Traffic World, June 2, p. 1454, and June 9, p. 

The line to be built by the Clinchfield, according to the re- 
port, will extend from Fremont, Va., in a westerly and northerly 
direction up the waters of the Cranesnest River and Lick Fork 
Creek to a proposed coal mine near the headwaters of the latter 
stream. The line to be constructed by the C. & O. will be an 
extension of its Sandy Valley and Elkhorn subdivision from a 
point at Jenkins, Ky., to a proposed coal mine on Meade Fork 
of Bowlecamp Creek, Va. = 

The Commission said the cost of the~proposed-Clinchfield 
branch line had been estimated at $1,998,663, and that it would 
involve construction of a 160-foot tunnel. It said it was esti- 
mated that revenues from operation would amount to $450,000 
in the first year and would increase to $1,200,000 in the fourth 
year, with net railway operating income of $619,000 in the 
fourth year. The proposed C. & O. branch line, it said, would 
cost an estimated total of $2,775,000, including a 3,400-foot tun- 
nel, It added that total operating revenues on the new C. & O. 
branch were estimated to increase from $890,000 in the first year 
to $2,355,000 in the fourth year of operation, with net railway 
operating income in the fourth year of $320,000. The C. & O. 
branch, said the Commission, would serve “one or more com- 
munities which will be benefited by railroad service and may 
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be expected to contribute additional tonnage to the railroad 
operation.” 


Referring to a controversy between the C. & O. and the 
other group of applicants over the branch line construction 
proposals, the Commission said: 


The principal contentions of the Clinchfield Railroad herein are 
as follows: (1) That the entire coal area to be presently developed is 
naturally tributary to its line and can be more efficiently and economi- 
cally developed through a single mine at Lick Fork; (2) that sufficient 
tonnage is not available in the territory to be served to warrant the 
construction of two expensive lines of railroad; (3) that all the coal 
in the area involved should move to southeastern destinations or be re- 
served for consumption in that market and any movement thereof to 
northern markets will injure the southeast and the Clinchfield Railroad; 
(4) that in the event such coal is sold in northern markets an efficient 
and economical route is available over its line through Elkhorn City 
and the use of this route would be in conformity with the policy ex- 
pressed in our decision requiring the continuation of that gateway 
without discrimination in Clinchfield Railway Lease, 90 I. C. C. 113; 
and that we should carefully consider the relation existing between the 
coal corporation and the Chesapeake & Ohio and consider whether the 
application of the latter herein is not the result of that relationship and 
in violation of the commodities clause. 

All of the foregoing contentions are in effect challenged by the 
Chesapeake & Ohio and the coal corporation as being without merit or 
adequate support in the record. The latter contends that no duplication 
of facilities can exist where the service one carrier proposes to offer 
would cause the shipper to incur an additional expense of several mil- 
lion dollars and probably prevent a profitable operation of its entire 
enterprise; and that no invasion of territory is involved where the pro- 
posed lines of both carriers are almost identical in length, and each line 
is to extend into territory devoid of railroad service and to a mine en- 
tirely local to the railroad serving it. The Chesapeake & Ohio argues 
that the pulbic convenience and necessity clearly require the construc- 
tion of its line because (1) the territory through which it will extend 
is underlaid with an enormous volume of recoverable coal; (2) a large 
mine is to be opened immediately by a responsible coal operator who has 
requested Chesapeake & Ohio service; (3) the area to be served is 
naturally tributary to its line and the coal to be moved therefrom would 
move to markets which it normally serves; (4) a substantial public 
need would be served other than in connection with the movement of 
coal; and (5) the expenditure required is more than justified by the 
prospective volume of traffic to be handled. 

It is our duty herein to determine whether the public convenience 
and necessity require the construction of one or both lines. The testi- 
mony offered in many respects is conflicting but enough facts appear 
to be reasonably well established for certain basic conclusions to be 
drawn. Before proceeding to enumerate them we believe it desirable 
to comment briefly on the contention of the Clinchfield with respect 
to the possible commodities clause violation. The law with respect 
thereto in effect is that the mere ownership by a railroad company of 
stock in a mining corporation does not render it unlawful under the 
commodities clause for the former to transport in interstate commerce 
the products of the latter, but when such stock ownership is resorted 
ty by the railroad not for the purpose of participating in the affairs of 
the mining company in a manner normal and usual with stockholders, 
but for the purpose of making it a mere agent, or instrumentality, or 
department of the railroad company then the courts will look through 
the corporate forms to the reality of the relationship, United States vs. 
Reading Co. 253 U. S. 26. The record does not show that the Chesapeake 
& Ohio has made or attempted to make the coal corporation its agent 
of instrumentality. In any event so long as the stock of the Pittston 
Company is independently voted and so long as no interlocking direc- 
torates exist between the Chesapeake & Ohio and its affiliated com- 
panies, on the one hand, and the Pittston Company and its affiliated 
companies, on the other hand, there can be no question of the coal cor- 
poration being a mere instrumentality or agency of the raliroad and we 
so find. 


The Commission found that each of the applicants was to 
serve separately operated coal mines “in an area that may be 
considered to represent the practical dividing line between the 
respective tributary zones of the two railroads involved” and 
that each railyoad would serve intermediate coal areas tribu- 
j line. It said that the Clinchfield line alone could 





d not render service to the inhabitants of the Pould 
River Valley and in the development of large coal deposits in 
that area. 

The certificate authorizing the construction of the two 
branch lines was made effective 40 days from September 4, and 
contained requirements that the construction of each of the 
branch lines should be commenced on or before December 1, 
1945, and be completed on or before December 31, 1946. 


LOGSDON WATER APPLICATION 


By a report and order in W-321, Curtis Logsdon Common 
Carrier Application, the Commission, division 4, has dismissed 
the application. The division found the applicant not to have 
been engaged on January 1, 1940, and continuously since, as 
a common or contract carrier by water in the performance 
of transportation subject to part III of the interstate commerce 
act. 


The applicant, doing business as Logsdon Sand & Gravel 
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Co., of Beardstown, Ill., had asked authority to transport com- 
modities generally between ports and points on the Illinois 
Waterway and the Mississippi River from Peoria to Alton, I1., 
inclusive. The division said the applicant had used his vessels 
primarily in the transportation of his own property and marine 
construction, and that other operations—freighting that did not 
involve part of a continuous through movement to or from a 
point beyond Illinois, towage of empty and loaded barges and 
other floating objects, and salvage operations and chartering 
for storage—were not subject to regulation. 


VINALHAVEN PORT APPLICATION 


The Commission, division 4, by a report, certificate and 
order in W-917, Vinalhaven Port District Common Carrier 
Application, effective November 27, has granted the applicant 
authority to operate as a common carrier, by self-propelled 
vessels of not more than 100 tons carrying capacity, of com- 
modities generally in interstate or foreign commerce, between 
Vinalhaven, Me., and Rockland, Me. That portion of the appli- 
cation seeking authority to transport passengers was dismissed, 
the division saying that the applicant did not transport pas- 
sengers as part of through movements to or from points without 
the state of Maine. 


BRIDGEPORT & PORT JEFFERSON RIGHTS 


The Commission, division 4, by a report and order in 
W-271, Bridgeport & Port Jefferson Steamboat Co., has found 
the applicant entitled to continue seasonal operations as a 
common carrier by self-propelled vessels of commodities gen- 
erally between Bridgeport, Conn., and Port Jefferson, N.- Y. 
An amended certificate and order were issued effective No- 
vember 26, superseding the certificate and order of March 7. 

The amended certificate was issued pursuant to the Com- 
mission’s decision in Application of Part III to Transportation 
by Small Craft, 260 I. C. C. 155. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Grain to Cincinnati 


Fourth Section Application No. 20171, Grain to Cincin- 
nati, O. By division 2. Authority granted, by fourth section 
order No. 15376, effective November 30, to the Baltimore & 
Ohio to establish and maintain over its existing route through 
Fostoria, O., for the transportation of grain, grain products and 
grain by-products, carloads, from Chicago to Cincinnati on 
traffic from beyond Chicago, the lowest proportional rates that 
may be constructed over any line or route o1 the basis pre- 
scribed in Southwestern Millers’ League vs. Atchison, Topeka 
& Santa Fe Railway Co., 227 I. C. C. 795, 231 I. C. C. 130 
and prior reports, and to maintain. higher rates to intermediate 
points, provided that the rates to such higher-rated intermediate 
points shall not exceed rates constructed on the basis prescribed 
in that proceeding and shall in no case exceed the lowest com- 
bination of rates subject to the act. Temporary relief had 
been granted to the B. & O. and other carriers by fourth 
section order No. 13247, and continuing relief was authorized 
by fourth section order No. 13691, as supplemented (entered 
in Proportional Rates on Grain to Central Territory, 237 I. C. C. 
213), but the latter order prescribed circuity limitations to 
remain in effect until 60 days after decision of I. and S. No. 5092, 
Routing Grain Central Territory, which case was still pending, 
and the B. & O. route from Chicago to Cincinnati via Fostoria 
slightly exceeded the circuity permitted by fourth section order 
No. 13691 for the distance involved, the Commission explained. 
By terms of fourth section order No. 15376, the Commission 
vacated and set aside, effective November 30, fourth section 
order No. 13691 insofar as it affected the relief prayed by 
application No. 20171. 


Aluminum Articles 


Fourth Section Application No. 21039, Aluminum from 
Quebec to Wisconsin. By division 2. By fourth section order 
No. 15377, authority denied to carriers parties to Canadian Na- 
tional Railway Co. tariff I. C. C. No. E-366 and Canadian Pacific 
Railway Co. tariff I. C. C. No. E-2402 to establish and main- 
tain to Manitowoc and Two Rivers, Wis., for the transporta- 
tion of aluminum (billets, blooms, ingots, pigs or slabs, or 
granulated shot, (loose or in packages), carloads, minimum 
80,000 pounds, rates of 41 cents a hundred pounds from Shaw- 
inigan Falls and 46 cents from Arvida, Quebec, Canada, without 
observing the long-and-short-haul provision of section 4. The 
Commission said that “since there is no rail and water com- 
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petition at the present time, nor any evidence of record as to 
what the charges might be for such service if established, a 
conclusion that the proposed rates are now necessary to enable 
applicants to participate in the movement of this traffic to the 
above-named destinations (Manitowoc and Two Rivers) and 
that relief is justified to maintain higher rates to intermediate 
consuming points, is not warranted.” 


Gravel and Crushed Stone 


Fourth-Section Application No. 19575, Gravel and Crushed 
Stone to Champaign and Urbana, IIll., embracing also Fourth- 
Section Applications Nos. 19576 and 20378. By the Commis- 
sion, division 2. Authority denied, effective October 31, in 
application of New York Central, Illinois Central, and Wabash 
railroads to establish and maintain rates on gravel and crushed 
stone, in carloads, from points in Ind. and Ill. to Champaign 
and Urbana, IIl., without observing the long-and-short-haul 
provision of section 4, interstate commerce act. The report said 
temporary relief was granted by Fourth-Section Order No. 
14547, as supplemented, until the effective date of the further 
order to be entered after hearing, which had been held. The 
proposed rates, said the division, were substantially the same 
as those considered in Sand, Gravel, and Stone to Champaign 
and Urbana, IIll., 237 I. C. C. 773, decided March 25, 1940. It 
said that where relief was based on motor-truck competition 
the burden was on applicants to prove by complete evidence 
that the competition was of a character and of an extent that 
would justify granting the relief prayed. That truck com- 
petition was actual and compelling when named prior applica- 
tions were considered was obvious, continued the division, from 
the decision in 237 I. C. C. 773. To the contrary, however, it 
said, the evidence submitted in support of the instant applica- 
tions clearly indicated that in 1944 up to the time of hearing 
there was little movement of crushed stone by truck from Fair- 
mont, Ill. to Champaign; that existing or prospective con- 
struction jobs at the latter point were of minor nature; that 
there was a scarcity of trucks because of the war emergency; 
and that none of the interested shippers or dealers had been 
affected by truck competition from Fairmont in the last year. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


*MC 60749, C. D. McDougald, dba McDougald Transfer Co., 
Cheraw, S. C., embracing Sub. Nos. 2, 4 and 5, Same; MC 
61045, Sub. No. 5, Thomas G. Griggs, Ruby, S. C., and Sub. No. 
6, Same. On further hearing, findings in prior report, 42 
M. C. C. 531, modified. (Other reports, 32 M. C. C. 161, 41 
M. C. C. 199 and 41 M. C. C. 857.) Certificate granted in MC 
60749 and MC 61045, Sub. No. 5 to Thomas G. Griggs, as suc- 
cessor in interest to C. D. McDougald, for continuance of opera- 
tion as to general commodities, with exceptions, between 
Cheraw, S. C., and points within 50 miles there, on the one 
hand, and, on the other, Philadelphia and York, Pa., over ir- 
regular routes. Certificate granted also in MC 60749, Sub. Nos. 
2, 4 and 5 and in MC 61045, Sub. No. 6 to Thomas G. Griggs 
for extension of operation as to general and specified com- 
modities from, to and between described points in Del., Md., 
N. Y., N. J., N. C., Pa. and S. C., over irregular routes, travers- 
ing Va. and D. C. 

*MC 105390, Edward Kaney, dba Kaney Transport, Free- 
port, Ill. Permit denied. Petroleum products, in bulk, in tank 
trucks, from Coralville, Ia., to points in Carroll, Stephenson, 
Jo Daviess, Ogle and Winnebago counties, Ill., and from Whit- 


ing, Indiana Harbor and East Chicago, Ind., to points in Steph- | 
enson county, over irregular routes. The Commission said that, | 
on its own motion, it would consider the issuance of temporary | 
authority to the applicant for operation as a motor common car- | 


rier of petroleum products, in bulk, in tank trucks, from East 
Chicago to Freeport, Ill., over irregular routes, and of rejected 
shipments on return. 

*MC 95363, Sub. No. 1, Russell L. Bloom, Westminster, Md. 
Certificate granted. Malt beverages from Cumberland, Md., 
to Westminster, and rejected shipments of the same commodi- 
ties, and empty malt beverage containers, on return, over ir- 
regular routes. 

*MC 79774, Sub. No. 2, Vincent J. Sucato, dba Austin’s 
Express, Poughkeepsie, N. Y. Certificate granted. General com- 
modities, with exceptions, between Springfield and West Spring- 
field, Mass., on the one hand, and all points in Orange county, 
N. Y., on the other, over irregular routes. 

MC 668, Inter City Transportation Co., Inc., Paterson, N. J. 
embracing also MC 668, Inter City Transportation Co., Inc., 
Common Carrier Application; Same, Sub. 1, Lincoln Tunnel 
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Extension; Same, Sub. 4, Alternate Tunnel Routes; MC 1079, 
New Jersey-New York Transit Co., Inc., Common Carrier Ap- 
plication; Same, Sub. 1, Lincoln Tunnel Extension; Same, Sub. 
4, Alternate Lincoln Tunnel Routes; MC 668, Sub. 35, Inter 
City Transportation Co., Inc., Extension—Orient Way; Same, 
Sub. 36, Extension—Nutley, N. J.; MC 1079, Sub. 5, New 
Jersey-New York Transit Co., Inc., Extension—Orient Way; 
and Same, Sub. 6, Extension—Nutley, N. J. On further hearing 
in Nos. MC-668, MC-668, Sub. 1 and Sub. 4, MC-1079, MC- 
1079, Sub. 1 and Sub. 4, no finding made requiring holders of 
jointly-held certificates to elect which one is to receive an 
individual certificate in lieu of the jointly-held certificates. In 
MC 668, Sub. 35, passengers and their baggage, over a regular 
route, between the intersection of Erie street and Orient Way 
in Rutherford, N. J., and the junction of N. J. highways S-3 
and 3, in East Rutherford, N. J., serving all intermediate points. 
In MC 668, Sub. 36, passengers and their baggage, over a reg- 
ular route, between the intersection of Kingsland Road and 
Bloomfield Ave., in Nutley, N. J., and the intersection of Ruth- 
erford Avenue and Orient Way, in Rutherford and Lyndhurst, 
N. J., serving all intermediate points. In MC 1079, Sub. 5 and 
Sub. 6, denied. 


GOMMISSION ORDERS 


Finance 14001, Chicago, Milwaukee, St. Paul & Pacific R. R. trus- 
tees, abandonment. Petition of Brotherhood of Locomotive Engineers 
and Brotherhood of Railroad Trainmen for further hearing, dismissed 
on petitioners’ request. Order of January 18, reopening proceeding for 
further hearing, revoked and set aside. 

MC-F 1807, Dollar Lines, purchase, United Stages System, Inc. Ap- 
plicant’s petition for leave to file petition for reconsideration as pro- 
vided in Rule 101(e) filed as of August 29, and replies to said petition 
shall be due 15 days from August 29. 

MC-C 399, Lee Transportation Co. vs. Lawrence A. Elliott Truck 
Transportation, MC-C 399, Sub. 1, Dohrn Transfer Co. et al. vs. Same, 
and MC 40029, Lawrence A. Elliott Truck Transportation. Certificate 
issued November 17, 1944, in MC 40029 to applicant, revoked and can- 
celled as of August 29. 

MC-C 422, Earl M. Van Tassell, revocation of certificate, and MC 
53678, Van Tassell’s Express. Certificate issued October 10, 1942, in 
MC53678 to applicant, revoked and cancelled as of August 30. 

1. & S. M-2518, Petroleum products, Sinclair, Wyo., to Box Elder, 
S. D. Respondent under special permission having filed a tariff effective 
August 1, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2527, Minimum class rates, St. Louis, to Colorado and 
Wyoming points. Respondents under special permission having filed 
tariffs effective July 18, cancelling suspended schedules, proceeding 
discontinued. 

1. & S. M-2528, Packing house products, Chicago to Michigan. Re- 
spondents under special permission having filed a tariff effective July 
12, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2531, Coke, between Connecticut, Massachusetts and Rhode 
Island. Respondents under special permission having filed a_ tariff 
effective June 23, cancelling suspended schedules, proceeding discon- 
tinued. 

1. & S. M-2533, Petroleum products, Schaefer Oil Co. Respondent 
under special permission having filed a tariff effective August 7, can- 
celling suspended schedules, proceeding discontinued. 

1. & S. M-2546, Oil field equipment to and from Houston, Tex. Re- 
spondent under special permission having filed a tariff effective July 10, 
cancelling suspended schedules, proceeding discontinued. 

1. & S. 5327, Restriction import rates to W. T. L. Order of June 11, 
further modified to become effective October 22, on not less than one 
day’s notice, instead of September 17. 


MOTOR FINANCE CASES 


MC F-2941, E. N. Reinhardt—Control; The Reinhardt Transfer Co. 
—Purchase—Star Transit, Inc. (Paul R. Schnaitter, Receiver). Applica- 
tion for authority under section 210a(b) of The Reinhardt Transfer Co., 
of Portsmouth, O., for temporary operation of the motor-carrier rights 
of Star Transit, Inc. (Paul R. Schnaitter, Receiver), of Madison, Ind., 
denied, September 6. 

MC F-2947, Fred N. Dorn—Control; Dorn’s Transportation, Inc.— 
Purchase—Standard Express, Inc. Application for authority under sec- 
tion 210a(b) of Dorn’s Transportation, Inc., of Rensselaer, N. Y., for 
temporary operation of the motor-carrier rights of Standard Express, 
Inc., of Waterbury, Conn., granted September 6, with conditions. 

MC F-2171, Ben Dechert et al.—Control; Alamo Motor Lines, Inc.— 
Lease—J. S. Ponton. Lease by Alamo Motor Lines, Inc., of San An- 
tonio, Tex., of operating rights of J. S. Ponton, doing business as 
Ponton Truck Lines, of Junction, Tex., for a term expiring March 31, 
1948, and acquisition by Ben and Perry Dechert, W. H. Rankin, and 
J. T. Butts, of San Antonio, of control of said operating rights through 
said lease, approved and authorized. 

MC F-2939, T. M. Rinehart and Synthetic Products, Inc.—Control; 
Contract Cartage Co.—Lease—Motorcar Transport Co. Application for 
authority under section 210a(b) of Contract Cartage Co., of Pontiac, 
Mich., for temporary operation of the motor-carrier rights of Motorcar 
Transport Co., also of Pontiac, denied September 10. 

MC F-2907, Motor Freight Terminals, Inc.—Purchase—C. Paul and 
Charles H. Sandifur. Request for modification of order of August 14, 
1945, granted, and Motor Freight Terminals, Inc., of Seattle, Wash., 
authorized under section 210a(b), interstate commerce act, to lease 
certain motor-carrier rights and physical properties of C. Paul 
Sandifur and Charles H. Sandifur, partners, doing business as Cater 
Motor Freight System, of Spokane, Wash. Period for compliance with 
the conditions of said order of August 14, 1945, extended to expire 
September 23, 1945. 
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MC F-2925, Johnnie Aaron et al.—Lease—Bowen Motor Coaches. 
Application for authority under section 210a(b) of Johnnie Aaron, John 
D. Harvey, and E. C. Hightower, doing business as West Texas Trans- 
portation Company, of Eastland, Tex., for temporary operation of 
portions of the motor-carrier rights of Bowen Motor Coaches, of Fort 
Worth, Tex., denied. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14984, Chicago, Burlington & Quincy 
Railroad Co. Operation, and F. D. No. 14975, Great Northern Railway 
Co. Operation, authorizing acquisition (1) by the Great Northern Rail- 
way and the Chicago, Burlington & Quincy Railroad Companies of 
trackage rights over a line of the Northern Pacific Railway Co. between 
Billings and Laurel, Mont., and joint use of certain terminal facilities 
at those points, and (2) by the Great Northern Railway Co. of trackage 
rights. over a line owned jointly by the Northern Pacific Railway and the 
Chicago, Burlington & Quincy Railroad Companies at Billings. Approved. 

Report and order in F. D. No. 14985, Chicago, Burlington & Quincy 
Railroad Co. Operation, authorizing acquisition by the Chicago, Bur- 
lington & Quincy Railroad Co. of trackage rights over lines of the 
Northern Pacific Railway Co. between Huntley and Billings and Laurel 
and Fromberg, Mont., and joint use of incidental terminal facilities. 
Approved. 

Report and order in F. D. No. 14941, Central Pacific Railway Co. 
Purchase, authorizing purchase by the Central Pacific Railway Co. of 
the railroad properties of the Nevada-California-Oregon Railway. Ap- 
proved. 

Report and order in F. D. No. 14953, Arizona Eastern Railroad Co. 
Purchase, authorizing purchase by the Arizona Eastern Railroad Co. of 
lines of railroad of the Southern Pacific Co. in Maricopa, Pinal and Gila 
Counties, Ariz. Approved. 

Report and order in F. D. No. 15018, Arkansas Railroad Co. Note, 
granting authority to issue a promissory note for not exceeding $28,000, 
payable to the order of the Benton State Bank to evidence a loan of 
a like amount, the proceeds to be applied to the purchase of ties and 
track materials. Approved. 

Report and order in F. D. No. 14952, Southern Pacific Railroad 
Co. Purchase, authorizing purchase by the Southern Pacific Railroad Co. 
of certain through branch lines of the Central Pacific Railway Co. in 
Kern and Inyo Counties, Calif. Approved. 

Report and order in F. D. No. 14976, Great Northern Railway Co. 
Operation, authorizing acquisition of trackage rights, and incidental 
facilities, by the Great Northern Railway Co. over a line of the Northern 
Pacific Railway Co. between Tilden Junction and Great Northern Junc- 
tion, Minn. Approved. 

Report and order in F. D. No. 14987, Northern Pacific Railway 
Co. Operation, authorizing acquisition of trackage rights by the 
Northern Pacific Railway Co. over a line of the Great Northern Railway 
Co. between Snohomish and Lowell, Wash., and joint use of inci- 
dental terminal facilities. Approved. 

Report and order in F. D. No. 15014, Great Northern Railway Co. 
Bonds, granting authority to issue not exceeding $75,000,000 of gen- 
eral-mortgage gold bonds, consisting of $37,500,000 of 3% per cent 
series N, and $37,500,000 of 3% per cent series O, both series to be 
sold at 98.5679 and accrued interest to date of delivery, and the pro- 
ceeds, with other funds, used to redeem $86,956,000 of outstanding 
bonds. Approved. 


FINANCE APPLICATIONS 


Finance No. 15028, Supplemental. Northern Pacific Railway Co. 
asks authority to issue and sell $55,000,000 of collateral trust 4% per 
cent bonds, and to issue and pledge as collateral security therefor 
$82,500,000 of its refunding and improvement mortgage 4 per cent 
bonds, series E, due July 1, 2047. The supplemental application set 
forth the accepted bid of Morgan, Stanley & Co., of 98 per cent of 
the principal amount, and stated the estimated net savings from the 
refinancing at $96,510,938. 

MC F-2969, Eclipse Storage & Transfer Co., Inc., Bluefield, Va., 
‘asks authority to purchase certain operating rights and property of 
Lacy Sherman Burkett, dba Burkett Transfer, Bluefield, Va. 

Finance No. 6790, Supplemental. The New York Central Railroad 
Co., and the Chesapeake & Ohio Railway Co., ask authority jointly 
to lease an extension of the Peaser branch of the Nicholas, Fayette & 
Greenbrier Railroad Co., about 4.76 miles, construction of which was 
gga in Finance No. 14916, in Greenbrier and Nicholas counties, 

. Va. 

Finance No. 15043, Lehigh & New England Railroad Co. asks 
authority to acquire trackage rights over the tracks of the Central 
Railroad Co., of New. Jersey, between Hauto and Nesquehoning, Car- 
bon County, Pa., about 4 miles in length. 

Finance No. 15020, Supplemental. Southern Pacific Railroad Co. 
asks authority to issue not exceeding $150,000,000 first mortgage bonds, 
series A, B, C and D, and Southern Pacific Co. asks authority to 
assume obligation and liability as guarantor of the bonds, and for 
certain additional authority. The supplemental application records ac- 
cepted bids (see Traffic World, Aug. 25, p. 490), of 98 per cent for 
$25,000,000 series A bonds, to bear interest at 2% per cent; of 98 per 
cent for $50,000,000 of series B bonds, with interest at 3% per cent; 
and of 98 per cent for $50,000,000 of series C bonds, with interest at 
3% per cent; all bids being for a group represented by Kuhn, Loeb & 
Co. Under the original application, it was shown that Southern Pacific 
Co. would buy $25,000,000 of the bonds. The supplemental application 
said there would be an annual saving in interest of $1,270,190 on the 
$143,473,500 of bonds held by the puble and being redeemed. It said 
there would also be further reductions in fixed charges because of 
the operation of the sinking fund to be provided for in connection with 
the Series A, B, and C bonds. 

Finance No. 15045, Moore Central Railroad Co., of Carthage, N. C., 
asks authority to issue 43 shares of capital stock of a par value of 
$100, the proceeds of the issue to be used for the purchase of all of 
the assets, franchises and affairs of the Moore Central Railway Co. 
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Finance No. 15046, Wilson McCarthy and Henry Swan, as trustees 
of the Denver & Rio Grande Western Railroad Co., ask authority to 
assume obligation and liability with respect to $2,610,000 of D. & R. G. 
equipment trust certificates, series J, to be dated December 1 and to 
bear dividends at a rate not to exceed 3 per cent a year. The proceeds 
are to be used to pay part of the cost of 500 box cars and three diesel- 
electric locomotives. 


MC F-2970, Harrison Motor Freight, Hillside, N. J., asks authority 
to purchase certain operating rights of John T. Cramer, of Westfield, 
N. J., and temporarily to operate. 


PETITIONS FOR REHEARING, ETC. 


No. 29156, E. J. Stanton & Son vs. A., T. and S. F. et al. Com- 
plainant asks for reconsideration and complete reversal of decision 
of August 1. 

MC-F 2685, Homer W. Fitterling, control, The White Owl Express, 
Inc., and MC-F 2686, Homer W. Fitterling, control, Central Freight Sys- 
tems, Inc. Applicant asks for permission to withdraw his applications, 
filed October 30, 1944. 


No. 29244, Sub. 1, Jasper Stone Co. et al. vs. C., B. & Q. et al. 


Baltimore and Ohio R. R. Co., defendant asks that complaint be 
dismissed. 


MC-F 1807, Dollar Lines, purchase, United Stages System, Inc. 
Applicants ask Commission to reconsider, reverse and set aside report 
and order of November 2, 1944. 

No. 29199, Diamond T. Motor Car Co. vs. B. & O. et al. Com- 
plainant, and Ernest Holmes Co., intervener, ask for reopening, re- 
hearing, oral argument and reconsideration. 

1. & S. 5269, Iron and steel to Iowa, Minnesota, Michigan, and Wis- 
consin, and related cases. Defendants ask for clarification of order of 
July 9, and for postponement of effective date of order for a period 
of not less than 90 days from October 29. 

W-377, River Terminals Corp., applications. Applicant asks for 
leave to, file petition requesting modification of certificate granted 
to applicant March 9, 1944, so as to provide additional rights as 


a common carrier by towing vessels in performance of general 
towage. 


MC-F 1108, Keeshin Freight Lines, Inc., issuance of notes. Ap- 


plicant asks Commission to enter an order authorizing assignment 
and transfer of certain notes. 


Railroad Abandonments 


M. H. & S. H. R. R. 


The Commission, division 4, by a report and certificate 
in Finance No. 15009, Mine Hill & Schuylkill Haven Railroad 
Co., et al., Abandonment, has permitted the M. H. & S. H. to 
abandon, and the Reading Co., lessee, to abandon operation 
of, a portion of the former’s Richardson branch, extending 
1,515 feet from a point near Richardson Junction to the end 
of the branch, in Cass township, Schuylkill county, Pa. Trains 
had not operated over the line since 1929, according to the 
application in the instant proceeding. 


Rock Island 


Abandonment of a line extending 17.62 miles from a 
point near Floris, Davis county, to a point near Paris, in the 
same county, all in Iowa, and construction of a line extending 
16.19 miles along a different route between the same points, 
has been permitted by the Commission, division 4, by a report 
and certificate in Finance No. 14960, Chicago, Rock Island & 
Pacific Railway Co. Trustees Abandonment, etc. 


Y. N. Ry. Co. 


In Finance No. 15040, the Youghiogheny Northern Rail- 
way Co., the Pittsburgh, McKeesport and Youghiogheny Rail- 
road Co., and the Pittsburgh & Lake Erie Railroad Co., ask 
authority for the Youghiogheny Northern to abandon a line 
of railroad extending from a connection with the Broadford 
branch of the P. M. & Y. at Broad Ford, Pa., to a connection 
with the Everson & Broad Ford branch of the Pennsylvania 
Railroad Co., at Summit Transfer (Owensdale), Pa., about 
2 miles, located in upper Tyrone township, Fayette county, Pa. 
The P. M. & Y., and the P. & L. E. ask authority to abandon 
operation of the line. The applicants said the line should be 
abandoned because the coal and coke industry in Morgan 
Valley, to serve which, they said, the railroad had been con- 
structed, had been worked out and there was no traffic available. 


A. C. L. 


Application of the Atlantic Coast Line Railroad Co. for 
permission to abandon certain lines in Sumpter, Lee, and 
Darlington counties, S. C., has been denied by. the Commission, 
division 4, by a report and order in Finance No. 14717, Atlantic 
Coast Line Railroad Co. Abandonment. 

The line proposed for abandonment, said the division, ex- 
tended northeasterly from Sumter, through Elliott, to Darling- 
ton, 37.78 miles, together with another line reaching north- 
westerly from a connection with the first named line at Elliott, 
to a connection with the Seaboard Air Line railway at Bishop- 
ville, 9.56 miles. It said the lines had been operated more than 
50 years. 


The division said its finding was made without prejudice 
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to renewal of the application after expiration of one year from 
September 4, the date of its order, if it could be shown that 
conditions then existing warranted such action. 

The proposed abandonment, said the division, was opposed 
by shippers, business interests, and municipalities. The pro- 
testants, it continued, had shown an urgent public need for 
the transportation facilities afforded by the branch. Its oper- 
ation, said the division, should be continued at least until the 
trucking situation in the tributary territory had been materially 
remedied. 

Commissioner Mahaffie did not participate in disposition 
of the proceeding. 


WISCONSIN CENTRAL REORGANIZATION 


Postponement until October 30, of a hearing previously 
scheduled for September 24, in Finance No. 14720, Wisconsin 
Central Railway Co. Reorganization, has been announced by 
eg Bartel, of the Commission (see Traffic World, July 

, P. 232). 

The hearing has been reassigned for October 30, at 9:30 
a. m., at the United States court house, Marquette Ave. and 
Third Street, Minneapolis, Minn., before Examiner Kirby. 

In an order of the Commission by Commissioner Porter, 
chairman of division 4, it was stated that the protective com- 
mittee for holders of the Superior and Duluth division and 
terminal first-mortgage four-per-cent bonds requested a 60-day 
postponement of the hearing in order that certain studies might 
be made by it as a basis for the presentation of evidence. 

The order stated that all parties to the proceeding who 
might desire to present exhibits at the hearing were requested 
to forward three copies to the Commission, retaining the orig- 
inal copy for introduction at the hearing, and to serve copies 
on all parties to the proceeding not later than October 15. It 
also directed trustees of the debtor to publish a notice of hear- 
ing in certain New York, Chicago, Minneapolis, and Milwaukee 
newspapers. 


UNION PACIFIC TEMPORARY AUTHORITY 


An application proceeding of the Union Pacific railroad for 
temporary authority to transport general commodities by mo- 
tor vehicle between specified Idaho and Oregon points, has 
been reopened for formal hearing by the Commission, division 
5, in MC 102745 (Sub. No. 2 TA), Union Pacific Railroad Co. 
Temporary authority. 

The hearing, said the division, would be held before Ex- 
aminer F. Roy Linn, September 20, at 9:30 a. m., at the Public 
Utilities Commission, Boise, Idaho. 

The applicant railroad, said the division, petitioned for 
reopening to receive new and additional evidence. It said the 
temporary authority involved a service auxiliary to and sup- 
plemental of the Union Pacific railroad freight service. 


LIQUEFIED PETROLEUM GAS RATES 

The Commission, by Commissioner Porter, has postponed 
from September 11, to December 11, the effective date of its 
order in I. and S. No. 5271, Liquefied Petroleum Gas in South 
and Southwest. 

The effect of the order was to permit emergency rates, 
established to meet pipeline, water, truck, and market compe- 
tition, lower than the rates based on No. 1700, Part 4-A, Re- 
fined Petroleum in the Southwest, 171 I. C. C. 381, to apply 
to Florida destinations. 

The postponement was asked for by the respondent car- 
riers (see Traffic World, Sept. 1, p. 552). 


WATER RIGHTS TRANSFER 

The Commission, division 4, has issued an amended certifi- 
cate and order in W-525, Coast Transportation Co., Inc., Com- 
mon and Contract Carrier Application, and a certificate in 
W-924, Panama City Transit Co., Inc., to effectuate transfer of 
a portion of the Coast rights to Panama. 

The amended certificate and order in W-525, effective Octo- 
ber 12, authorized Coast to operate as a common carrier by 
water by self-propelled vessels and by non-self-propelled ves- 
sels with the use of separate towing vessels in that transporta- 
tion of commodities generally over the Gulf Intracoastal Water- 
way and the Gulf of Mexico, and connecting waters, between 
New Orleans, La., and Tampa, Fla. (including Port Tampa and 
East Tampa, Fla.), and intermediate ports east of and includ- 
ing Apalachicola, Fla., but not including transportation between 
New Orleans and Apalachicola. 


The certificate in W-924, also effective October 12, author- 
izes operation by Panama as a common carrier by water by 
self-propelled vessels and by non-self-propelled vessels with the 
use of separate towing vessels, over the Gulf Intracoastal Water- 
way and the Gulf of Mexico, and connecting waters, between the 
ports of New Orleans, La., and Apalachicola, Fla., that authority 
having been transferred to Panama in Finance No. 14570, Coast 
Transportation Co., Inc., Certificate Transfer, 260 I. C. C. 423. 
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Dual Operation Question 


Joint Board No. 142, in a proposed report in MC 11112, 
Sub. 11, Murphy Motor Freight Lines, Inc., Extension—Minne- 
sota Highway 23, has recommended that the Commission grant 
a certificate in the instant proceeding and find that dual opera- 
tions, involving that certificate and a permit in MC 10910 would 
be consistent with the public interest and the national trans- 
portation policy. 

In MC. 10910, decided June 26, the joint board said, the 
Commission, division 5, found among other things, that the 
applicant, of St. Paul, Minn., was entitled to a permit to con- 
tinue operations as a motor-vehicle contract carrier of mer- 
chandise dealt in by wholesale, retail, and chain grocery and 
food business houses, and equipment, materials, and supplies, 
used in the conduct of such business, between specified Minne- 


‘sota and Wisconsin points, over irregular routes. The division 


also found, said the board, that the dual operations would not 
be consistent with the public interest and national transporta- 
tion policy and that the contract-carrier application should be 
denied, unless a segregation of common and contract carrier 
operations was accomplished. The board said the applicant was 
given 90 days in which to make an election in the matter of 
dual operations. 

“In the circumstances,” continued the board, “we are 
agreed that a conflict in applicant’s operations as a common 
and as a contract carrier within the same general territory 
might arise, but we are of the view that since the authority 
sought in the instant application is for operating convenience 
only in connection with applicant’s presently authorized regular 
route service between Minneapolis and Superior, such a grant 
of authority would not affect the conclusion reached by the 
Commission in MC 10910 that dual operations by applicant 
within the same general territory as a common and contract 
carrier would be inconsistent with the public interest and the 
national transportation policy.” 

The board proposed the granting of a certificate to the 
applicant for transportation of general commodities, with ex- 
ceptions, between Duluth, Minn., and junction of U. S. highway 
61 and Minnesota highway 23, over Minnesota highway 23, for 
operating convenience only in connection with the applicant’s 
presently authorized regular-route operation between Superior, 
Wis., and Minneapolis, Minn., over U. S. highway 61, serving 
no intermediate points. 


Proposed Reports 


Lunch Boxes 


I. and S. M-2536, Lunch Boxes, Children’s Vehicles—in the 
East. By Examiner M. B. Driscoll. Recommends finding unjust 
and unreasonable proposed commodity rates to apply in lieu 
of applicable lower class rates on lunch boxes and children’s 
vehicles between New York, N. Y., and Philadelphia, Pa., and 
on children’s vehicles between New York and Trenton, N. J., 
that proposed schedules be ordered cancelled without prejudice, 
and that the proceeding be discontinued. By schedules filed to 
become effective May 10, carriers parties to Middle Atlantic 
States Motor Carrier Conference, Inc., tariffs, proposed to 
establish commodity rates in lieu of lower class rates. On 
protest of the Economic Stabilization Director and the Price 
Administrator, the schedules were suspended until December 10. 
Observing that the traffic had the characteristics common to 
light and bulky traffic, the examiner said it was concluded 
that respondents had shown good and sufficient reasons for 
demanding increased compensation. A table showed present 
rate on lunch boxes as 69 cents and proposed rate as 276 cents; 
and, on children’s vehicles, 59 cents and 207 cents, respectively. 
As the suspended rates, in the form published, were not de- 
fended or justified at the hearing, he said, they must be found 
lawful, but that, in the new form, as proposed at the hearing, 
they represented just and reasonable increases. The proposed 
rate on lunch boxes, having a density of two pounds a cubic 
foot, equal to four times first class; and the rate on children’s 
vehicles, having a density of three pounds a cubic foot, the 
rate being equal to three times first class, were in keeping 
with the formula approved in I. and S. M-2404, Incandescent 
Lamps or Bulbs, decided May 14, said the examiner. He added 
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that since no good reasons were shown for having minimum 
weights, any rates published in conformity with the report 
should be on an any-quantity basis. 


Demurrage 


No. 29318, Staples Coal Co. vs. New York, New Haven & 
Hartford Railroad Co. By Examiner Leland F. James. Recom- 
mends finding demurrage charges for detention of cars con- 
taining frozen coal at Fall River, Mass., in January, February, 
and March, be found unreasonable in part, and that repara- 
tion be awarded. The examiner said the demurrage charges 
on the 47 cars involved were $11 or more a car, and averaged 
approximately $67 a car, $8.80 being for 4 days at $2.20 a day 
after 4 days’ free time, and additional amounts being based 
on $5.50 a day for days of detention after the first 4 days 
on which demurrage accrued. Because of the weather conditions 
in those months, and following Chrysler Corporation vs. New 
York Central R. Co., 234 I. C. C. 755, the examiner said the 
Commission should find the demurrage charges unreasonable 
to the extent that they exceeded $2.20 a day, but that they 
were not otherwise unreasonable. 


Nut Shell and Fruit Pit Charcoal 


No. 29201, Barneby-Cheney Engineering Co. vs. Atchison, 
Topeka & Santa Fe Railway Co. et al. By Examiner J. P. 
McGrath. Recommends finding rates on nut shell and fruit 
pit charcoal, in carloads, from Los Angeles and Stockton, Calif., 
to Columbus, O., unreasonable for the future to the extent they 
may exceed 93 cents, minimum 80,000 pounds, but not unrea- 
sonable for the past. The examiner said charges were collected 
at the applicable joint commodity rates of $1.33 until May 15, 
1943, and $1.25 since that date, minimum 40,000 pounds. Com- 
plainant contended those rates were unreasonable in the past 
to the extent they exceeded 74 cents, minimum 40,000 pounds, 
plus the authorized general increase prior to May 15, 1943, and © 
that they were and would be for the future unreasonable to 
the extent they exceeded or might exceed 74 cents, minimum 
80,000 pounds. The examiner said complainant’s evidence that 
the charcoal weighed approximately 40 pounds a cubic foot, 
was nonhazardous, was not subject to limitation if prepared and 
shipped in accordance with defendants’ tariff requirements, 
and could readily be loaded to 80,000 pounds in a standard 
40-foot box car generally in use, was not refuted by the de- 
fendants. He added that complainant was entitled to reasonable 
rates on the commodity based on such loadings for the future. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 

Illinois (New Athens)—-MC 19945, Sub. 1, John A. Behn- 
ken, extension. Certificate proposed. (1) Agricultural commod- 
ities, excluding livestock,. from all points and places within 
10 miles of New Athens, Ill., with specified exceptions, to 
St. Louis, Mo.; (2) seeds, grain, and soy beans from New 
Athens and Lenzburg, IIl., to St. Louis; (3) agricultural imple- 
ments and machinery and‘parts therefor, seeds, and animal 
and poultry feed from St. Louis to points and places within 
10 miles of New Athens, with specified exceptions; and (4) 
seeds, grain, soy beans, and animal and poultry feed, St. Louis 
to New Athens and Lenzburg, over irregular routes. 

Indiana (Cannelton)—-MC 10391, Sub. 4, R. H. Sterett, Inc., 
extension. Permit proposed. Kerosene, in bulk, in tank trucks, 
from Evansville, Ind., to Hanesville, Hartford, Owensboro, and 
Lewisport, Ky., over irregular routes. 

Indiana (South Bend)—MC 55778, Sub. 5, E. E. Mills 
Trucking Co., Inc., extension. Certificate proposed. General 
commodities, with exceptions, between Detroit and Ann Arbor, 
Mich., and return, over a described route, serving the inter- 
mediate point of Ypsilanti. The report said the aforementioned 
recommended authority was for the purpose of making perma- 
nent the corresponding temporary authority now held. 

Kansas (Wichita)—-MC 30605, Sub. 49, Santa Fe Trail 
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Transportation Co., extension. Certificate proposed. General 
commodities, with exceptions, from Toronto, Kan., to Madison, 
Kan., over a described route, serving all intermediate points, 
subject to such specific conditions as the Commission in the 
future might find it necessary to impose in order to restrict 
applicant’s operation to service that was auxiliary to, or sup- 
plemental of, rail service. 

Kentucky (Liberty)—-MC 102578, Sub. 2, Sanders Trucking 
Co., Inc., extension. Certificate proposed. General commodities, 
with exceptions, serving (1) points in Ohio within the Cincinnati 
commercial zone, as off-route points, and (2) Danville, Ky., 
as an intermediate point, in connection with applicant’s pres- 
ently authorized regular-route operations between Cincinnati 
and Liberty, Ky. 

Missouri (St. Louis)—-MC 44609, Sub. 32, Missouri Pacific 
Railroad Co.—Guy A. Thompson, Trustee—Extension. Certifi- 
cate proposed. General commodities, between California, Mo., 
and junction Missouri highway 87 and county road “Z” (ap- 
proximately four miles west of Enon, Mo.), over Missouri 
highway 87, serving no intermediate points, for operating con- 
venience only in connection with presently authorized regular- 
route operations, subject to conditions, including one that the 
service would be limited to that which was auxiliary to, or 
supplemental of, rail service of the Missouri Pacific railroad. 

Nebraska (Omaha)—MC 73381, Harris Truck Lines, Inc., 
common carrier, embracing also Same, Sub. 2, Extension- 
Denver-Omaha-Chicago. In MC 73381, denial of certificate or 
permit, except to extent previously granted by order of divi- 
sion 5, December 17, 1938, proposed. General commodities, 
between Chicago, Ill., Terre Haute, Ind., St. Louis, Mo., Denver 
and Pueblo, Colo., and Omaha, over regular routes. On further 
hearing in Sub. 2, denial of certificate proposed. Fresh meats, 
packinghouse products, frozen poultry, eggs, dairy products, 
canned goods, oleomargarine, hides, and pelts from Denver to 
Chicago, from Chicago to Omaha, and from Omaha to Denver, 
and of all these commodities, except canned goods and oleo- 
margarine, from Chicago to Denver, all over irregular routes. 

New York (Valley Stream)—-MC 105742, John Reising & 
Sons, Inc., contract carrier (Corrected Report). Permit pro- 
posed. Fertilizer and fertilizer materials, from Philadelphia, 
Pa., to points in Nassau, Queens, and Suffolk counties, N. Y., 
over irregular routes. 

Oregon (Dufur)—MC 28648, Sub. 2, James A. Hunt, com- 
mon carrier. Certificate proposed. Fresh fruits and vegetables, 
from The Dalles, Ore., to Vancouver, Wash., over irregular 
routes, with return of empty fruit and vegetable containers, 
subject to the condition that service would be restricted to 
shipments moving in the period from June 1, to September 30, 
inclusive. 

Oregon (Milwaukee)—-MC 105062, Sub. 2, W. J. Kelly, 
common carrier. Certificate proposed. Ground limestone, in 
bulk and in sacks, from Oswego, Ore., to points in six Wash- 
ington counties, over irregular routes. 


Texas (Fort Worth)—MC 1968, Sub. 31, David C. Hall, 
extension—Oklahoma City, Okla., embracing also Same, Sub. 
32, extension—Tulsa, Okla. General commodities, with excep- 
tions, (1) between Shreveport, La., and Oklahoma City, Okla., 
and (2) between Shreveport and Tulsa, Okla., over described 
routes, and return, serving no intermediate points on either 
route. 

Alabama (Roanoke)—MC 82230, Sub. 5, East Alabama 
Coach Lines, Inc., extension. Certificate proposed, with condi- 
tions. Passengers and their baggage, and newspapers, mail, 
and express in the same vehicle with passengers, between 
Opelika, Ala., and Columbus, Ga. 

Illinois (Du Quoin)—-MC 15909, Sub. 1, Wilford E. Owens, 
extension. Certificate proposed. General commodities, with 
. exceptions, between junction U. S. highway 51 and [Illinois 
highway 14 (approximately three miles south of Du Quoin) 
and Carbondale, Ill., over U. S. highway 51, for operating con- 
venience only, in connection with presently authorized regular- 
route operations, serving no intermediate points. 


Michigan (Holland)—-MC 59206, Sub. 2, Holland Motor 
Express, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, serving (1) Wilders, Ky.; (2) all 
points in the Cincinnati, O. commercial zone except Cincinnati; 
(3) all points in the Chicago, Ill. commercial zone except 
Chicago, Calumet City, Cicero, Clearing, Forest Park, Harvey, 
Maywood, and Riverdale, Ill.. and Hammand, East Chicago, 
Whiting, Gary, and Indiana Harbor, Ind.; and (4) Steger, and 
Waukegan, Ill., and specified points in Cook, Du Page, and 
Lake counties. Ill.. and Lake county, Ind., that were not in- 
cluded in the Chicago commercial zone, as intermediate or off- 
route points in connection with applicant’s presently authorized 
regular-route operations. 


Washington (White Salmon)—MC 77283, Sub. 4, Donald 
H. Schmidt, extension. Certificate proposed. Lumber and lum- 
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ber mill products, between points in Klickitat county, Wash., 
over irregular routes. 

California (Ramona)—MC 4363, Sub. 1, Harry W. Rae and 
Lillian Eileen Rae. Certificate proposed, by Commissioner Lee. 
General commodities, with exceptions, between junction of 
applicants’ present route and a new unnumbered highway just 
north of Lakeside, Calif., and junction of Mount Woodson Road 
and applicants’ present route at a point just north of Shady 
Dell, Calif., over the unnumbered highway from Lakeside Bridge 
to its junction with Mount Woodson Road, and thence over 
Mount Woodson Road to junction of applicants’ present route 
near Shady Dell, serving all intermediate points. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2579, from September 8 until April 8, operation 
of certain schedules published on original page 54D to tariff 
MF-I. C. C. No. 13 (Consolidated Freight Lines, Inc. Series) 
of Consolidated Freightways, Inc., Portland, Ore. The sus- 
pended schedules propose to establish. minimum rate restric- 
tions on traffic from Boston, Mass., New York, N. Y., and 
Philadelphia, Pa., to points west of the Rocky Mountains, and 
in the reverse direction, when moving in connection with Mid- 
States Freight Lines, Inc., and interchanged at Chicago, Il. 

In reporting action taken by the Commission in its first 
supplemental order in I. and S. M-2501, in the September 8 
issue of The Traffic World, page 607, it was said the Commis- 
sion had postponed from September 7 to April 7, 1946, the effec- 
tive date of suplement No. 2 to tariff MF-I. C. C. No. 2 of 
Matthew Mahon dba Mahon’s Express, of Newark, N. J. The 
supplement was suspended, and not postponed. 

By order entered in I. and S. M-2580, from September 13, 
until April 13, 1946, the operation of certain schedules pub- 
lished in supplement No. 14 to MF-I. C. C. No. 2 of Wyoming 
Trucking Association, Agent, Casper, Wyo. The suspended 
schedules propose to establish new or increased charges on 
empty equipment between the carrier’s terminal and the point 
where used, on trailers used in performing special services, and 
for the unloading or loading of pipe from or into railroad cars. 


Asphalt Rate Reductions 


Following a protest by Skelly Oil Co., Kansas City, Mo., 
against certain tariff items relating to rates on asphalt sched- 
uled to become effective September 15 (see Traffic World, Sep- 
tember 1, p. 551), the Commission received additional protsts 
against the proposed asphalt rate reductions from Mid-Con- 
tinent Petroleum Corporation, Tulsa, Okla., Lion Oil Co., 
El Dorado, Ark., Derby Oil Co., Wichita, Kan., Kanotex Re- 
fining Co., Arkansas City, Kan., Talco Asphalt and Refining 
Division of the American Liberty Oil Co., Dallas, Tex., and 
Anderson-Prichard Refining Corporation and Col-Tex Refining 
Co., Oklahoma City, Okla. 

From the Carter Oil Co., Tulsa, Okla., the Commission re- 
ceived a petition in behalf of the proposed rate changes, and 
from the Union Pacific, the Burlington, and the North Western 
railroads, it received an answer to several of the aforementioned 
protests. 

The protested tariffs, said Mid-Continent Petroleum Cor- 
poration, carry substantial reductions in the present rates on 
“(asphalt) (asphaltum), (road oil), natural, by-product, or 
petroleum,” in tank cars, carloads, from Casper and other speci- 
fied Wyoming points, and from Billings and other specified 
Wyoming points to destinations in Iowa, Minnesota, Nebraska, 
South Dakota, and Wisconsin. It said that more than 1,200 points 
was a conservative estimate of the number of destinations to 
which the reductions would occur if the protested schedules 
were allowed to become effective. It continued: 

The protested reductions in the rates on asphalt from the Casper 
and Billings groups to the points located with the above described vast 
area, range from 3.5 cents to as high as 7 cents a 100 pounds, while 
the average short tariff route distances from the two groups range 
from approximately 800 to 1,000 miles, respectively, to 1,200 to 1,400 
miles, respectively, a difference of some 400 miles in the shortest 
and longest average distances from each group. 


Mid-Continent said it offered “by way of substitution” the 
present rates that the Commission had heretofore found to be 
“entirely lawful” in its decision in No. 28817, which was con- 
solidated for decision with No. 28760, 258 I. C. C. 75. 

Carter Oil Co. Supports Rates 

On the other hand, Carter Oil Co., asking the Commission 

to permit the rates published in a number of tariff items to 
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September 15, 1945 


become effective September 15, as scheduled, said the rate 
reductions on asphalt from Montana, Wyoming, Colorado, and 
South Dakota refining points were published as a result of con- 
ferences held between representatives of several of the oil com- 
panies doing business in those states and the Montana lines 
committee. It added: 


Petitioner respectfully asks that the Commission permit these rates 
to go into effect in order that the Montana-Wyoming refineries may 
remain in business and that the rail carriers serving this area may be 
able to handle this traffic for comparatively long distances by rail. 
Otherwise the investments in refineries in Wyoming and Montan will 
be made worthless. . 


The proposed rates, said the Carter company, were in no 
way unlawful and had been published by the carriers “exer- 
cising their managerial discretion.” It said a study would show 
that in all instances where present changes had been made, 
there still was a differential in favor of the “group 3 refiners.” 
The Carter company continued: 


At the present time your petitioner has an extensive expansion 
program in Montana and Wyoming in exploration work. It is felt 
that many more crude oil deposits will be found, and if this work is 
to continue, there must be adequate freight rates to move products 
from refineries located in this area. The railroads have realized this 
fact and are endeavoring to protect the only oil producing territory on 
their lines. Comparisons with first-class rates, as well as comparisons 
with percentages of the refined oil rates, are no criteria in establishing 
rates on asphalt from the Montana-Wyoming refineries to points in 
western trunk line territory. The measure is the differential that 
exists, Montana-Wyoming versus group 3. 


The Commission has refused to suspend the tariffs carrying 
reductions in rates on asphalt. 


SOUTHERN TRUCK INCREASE CASE 


Reporting that the respondents, under special permission, 
filed tariffs effective August 4, canceling the schedules under 
suspension, the Commission, division 2, has discontinued the 
proceeding in I. and S. M-2557, Emergency Charges Between 
Central & Southern States (see Traffic World, July 28, p. 227). 

The Commission had suspended to February 22, 1946, the 
operation of certain schedules published in supplement No. 137 
to joint tariff MF-I. C. C. No. 58, and others, issued by Central 
and Southern Motor Freight Tariff Association, Inc., Agent, 
Louisville, Ky. 

The suspended schedules proposed to add so-called emer- 
gency charges of 5 cents a 100 pounds on shipments subject to 
less-truckload and any-quantity rates and 2 cents a 100 pounds 
on shipments subject to volume rates moving between points 
in various central and southern states. 


TRUCK “DEMURRAGE” PROPOSAL 


The Commission, division 2, has discontinued its proceed- 
ing in I. and S. M-2524, Detention Charges—Motor Carrier 
Equipment, in which it had suspended to November 16, the 
operation of certain schedules published in supplement No. 44 
to tariff MF-I. C. C. No. 80 of Central States Motor Freight 
Bureau, Inc., Agent, Chicago (see Traffic World, April 21, p. 
1041, and April 14, p. 976). 

The suspended schedules proposed revisions for determin- 
ing the charges for detention of motor-carrier equipment at 
points on the lines of Consolidated Freightways, Inc., and 
Lecrone-Benedict Ways, Inc. 

Under special permission, said the division, the respondents 
filed a tariff effective July 12, canceling the schedules under 
suspension. 


Charges for Car Heater Service 


The Secretary of Agriculture and shippers of the north- 
west have asked the Commission either to deny the petition of 
J. J. Quinn, chairman of the National Perishable Freight Com- 
mittee, to extend for one year the time limit in which carriers 
may establish “carriers’ protective service” within eastern ter- 
ritory and from the Pacific northwest in connection with No. 
20769, Charges for Protective Service to Perishable Freight— 
Protective Service Against Cold, or to allow only a reasonable 
time for negotiation (see Traffic World, Sept. 1, p. 553). 

The Commission had given the carriers six months in 
which to establish the protective service, or until October 2. 
The Secretary of Agriculture said the Commission’s report 
indicated that further delay in supplying the service was not 
to be permitted. In answer to Mr. Quinn’s statements concern- 
ing lack of heater equipment, the Secretary, as an alternative 
request, said the carriers should be allowed “only a brief 
period to renegotiate their supply and equipment difficulties 
on a postwar basis.” 

After touching on the equipment situation, the shippers of 
the northwest, members of the Northwest Perishable Traffic 
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Bureau, said, in answer to Mr. Quinn’s plea of inability to 
arrive at a determination of the carriers’ needs because they 
had not conducted the necessary negotiations with apple and 
pear shippers, said those shippers had at all times since the 
report of the Commission held themselves ready for such nego- 
tiations. They said they felt that “this phase of the prepara- 
tion for service should have been disposed of long ago.” 


Class Rate Developments 


Official and western trunk line railroads have petitioned 
the Commission in No. 28300, Class Rate Investigation, 1939, 
to modify and clarify its report and order, and the Commis- 
sion, division 2, by orders in Nos. 28300 and 28310, has per- 
mitted intervention by the Mountain-Pacific States Conference 
of Public Service Commissions, the State Corporation Com- 
mission of New Mexico, the Public Utilities Commission of 
the State of Idaho, George H. Flagg, Public Utilities Commis- 
sioner of Oregon, Paul Rexelle, director, Department of Trans- 
portation of Washington, and the Board of Railroad Commis- 
sioners of the State of Montana (see Traffic World, Sept. 8, 
p. 611, and Sept. 1, p. 546). 

The Official and western trunk line railroads asked for 
modification so as-to permit the continuation of rates between 
extended zone C and Illinois-Official territory on the same 
basis of rates as existed today, that is, they said, such rates 
should be permitted to be increased 10 per cent instead of re- 
quiring them to be reduced 10 per cent. The petitioners con- 
tinued: 


Geographically and historically, that part of extended: zone C in 
Wisconsin has been considered a part of western trunk line territory. 
However, rates applicable between points in Wisconsin located in ex- 
tended zone C and Illinois freight and official territories have been since 
December 3, 1931, on lower and different bases than those prescribed for 
application within western trunk line territory, also between Illinois- 
Official territory on the one hand and western trunk line territory on 
the other. 

Since the rates applicable between extended zone C and Illinois 
Official territory have been constructed on the same basis as those 
applicable between zone C in Michigan and Illinois-Official territory, 
they should be subjected to the same consideration as the rates pre- 
scribed between zone C, in Michigan and Illinois-Official territory which 
were found by the Commission in the instant proceeding to result in 
undue preference and advantage to official and Illinois freight terri- 
tories, and the shippers and receivers of freight located therein, and 
to subject western trunk line, southern, and southwestern territories 
and shippers and receivers of freight located therein to undue and un- 
reasonable prejudice and disadvantage. In fact, rates applicable be- 
tween that part of zone C embracing lower Michigan and official terri- 
tory are condemned by the Commission’s order in the instant proceed- 
ings. 

If such finding was warranted by the record as to the rates between 
Illinois freight and official territory, the same reasons are present for 
condemning the rates between that part of extended zone C embracing 
Wisconsin on the one hand and Illinois freight and official territories 
on the other. 


The petitioners said that if the rates between extended 
zone C and Illinois freight and official territory were not 
subjected to the same consideration, the effect would be a dis- 
turbance of the adjustment as prescribed by the Commission 
in Western Trunk Line Class Rates, 164 I. C. C. 1, Certainly, 
they continued, there was nothing contained in the record as 
made in the instant proceedings that would justify the Com- 
mission in disturbing the rates as prescribed between zone C 
and Illinois-Official territory. 


Ask Exclusion of Low Rates 


Respondent rail carriers in the western district have peti- 
tioned the Commission in No. 28300 “to modify the findings 
in part IIT on sheet 273 of its mimeographed report and the 
second ordering paragraph as entered May 15, 1945, by ex- 
cluding therefrom class rates applying within and between 
southwestern and western trunk line territory where such 
rates are lower than the class rates prescribed by the Com- 
mission.” 

The requested modification, said the carriers, pertained 
to class rates applying within and between southwestern and 
western trunk line territories, published in compliance with 
orders of various state commissions or voluntarily established 
for relatively short distances to meet motor carrier and other 
competition. They listed the tariffs in which the involved rates 
were published as follows: 


S. W. L. tariff 216-E, Agent D. Q. Marsh’s I. C. C. 3627; S. W. L. 
Tariff 217-E, Agent D. Q. Marsh’s I. C. C. 3628; S. W. L. Tariff 220, 
Agent D. Q. Marsh’s I. C. C. 3631; W. T. L. Tariff 253-D, Agent L. E. 
Kipp’s I. C. C. A-3121; W. T. L. Tariff 261-D, Agent L. E. Kipp’s I. C. C. 
A-3309; W. T. L. Tariff 262-H, Agent L. E. Kipp’s I. C. C.. A-3437; 
W. T. L. Tariff 275-M, Agent L. E. Kipp’s I. C. C. A-3582; W. T. L. 
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Tariff 276-F, Agent L. E. Kipp’s I. C. C. A-3418; and W. T. L. Tariff 
298-F, Agent L. E. Kipp’s I. C. C. A-3402. 


In a discussion of the rates referred to, the carriers said 
that “‘certainly the Commission did not contemplate that these 
subnormal rates should be reduced 10 per cent and the Com- 
mission’s report and order should specifically except such sub- 
normal rates from consideration.” 

The petition also called attention to the situation touched 
on by the Official and Western Trunk Line railroads when 
they asked permission to continue rates between extended 
Zone C and Illinois-Official territory. 


A further situation was referred to by the Western carriers 
as follows: 


Unless the Commission modifies its report and order, the rates via 
the west side route will be approximately 20 per cent less than via the 
east side route (east and west of Lake Michigan) because the east side 
route rates are to be increased 10 per cent and the west side route rates 
will be reduced 10 per cent. This situation should not be brought about 
in view of the fact that the only reason why the rate via the west side 
route was reduced was to equalize the rates applicable via the east side 
route. In this and similar situations the rates applicable via west side 
routes should be treated the same as rates via east side routes. 


As to motor carrier rates, the petitioners said that the 
only rates affected by the instant report and order were rail 
rates. Rates of motor carriers, they said, were not to be 
reduced as a result of this proceeding. 


“If the reductions as prescribed by the Commission are to 
be applied to the subnormal rates and the motor competitive 
class rates,’ they continued, “the Commission would require 
the railroads to establish rates lower than necessary to meet 
such motor carrier competition, and your petitioners are reliably 
informed that the motor carriers -have no intention of reducing 
their present rates between the points in those areas where 
the carriers have established subnormal rates to meet such 
motor truck competition.” 


Tariff Circular Relief Sought 


Agent B. T. Jones, on behalf of respondents in No. 28300, 
“and all other carriers,” has asked the Commission in a special 
permission application, for relief, from the provisions of tariff 
circular No. 20, in order to accomplish certain publishing objec- 
tives. The application’ said the permission was necessary “to en- 
able the establishment and application of increased and reduced 
rates” pursuant to the Commission’s order, with the notice and 
on the effective date required by the order, and to accomplish 
the following: 


(a) By publication and filing of class rate tables containing the 
revised class rates to apply only in connection with ratings or other 
provisions in the Official, Illinois, Southern or Western classifications 
except as may otherwise be provided in connection with said class rates. 

(b) By amending the application of existing class rate tables to 
provide that the rates contained therein will apply only in connection 
with ratings and other provisions in exceptions to Official, Illinois, 
Southern or Western classifications except as may otherwise be pro- 
vided in connection with said class rates. 


(c) By the publication in supplements to tariffs of additional rate 
bases sections together with rate tables applying in connection there- 
with, such rate bases sections to contain rate bases numbers to apply 
between specified points and to rate tables published for application 
in connection therewith, such class rate tables to apply only in connec- 
tion with ratings or other provisions in the Official, Illinois, Southern 
or Western classifications except as may otherwise be provided in 
connection with such class rate tables. 


(d) By the publication of class rate tables which will supersede class 
rate tables now published in such tariffs and provide that class rates 
so designated will apply in connection with ratings and other provisions 
in exceptions to the Official, Illinois, Southern or Western classifica- 
tions, and that class rates so designated will apply only in connection 
with ratings and other provisions in the Official, Illinois, Southern or 
Western classifications, except as may otherwise be provided in con- 
nection with said class rates, and to make similar publication of such 
class rates where published as minimum charge rates in tariffs applying 
on interterritorial traffic. 


(e) Within Western Trunk Line Territory publication to be accom- 
plished by reducing the first class rates 10 per cent and by restricting 
such publication to traffic which moves on the full classification basis. 
Issue a new tariff which will reproduce the short line mileages used 
to determine I. C. C. Docket 17000, Part 2 rates, calling such mileage 
rate bases numbers and include in the new tariff the Appendix 10 
scale prescribed in I. C. C. Docket 28300. The new tariff will be 
described as a minimum class rate tariff. Provide an application in 
the present tariffs, by supplement, to state, in effect, that the new 
rates on traffic moving on the full classification basis will be on the 
reduced rates shown, subject to minima to the rates in the new 
minimum class rate tariff just described and as maxima to the present 
rates in the original tariff and intervening supplements. 

(f) The permission requested in paragraphs (a), (b), (c), (d) and 
(e) of this application to remain in effect so long as the interim 
adjustment prescribed by the Commission in I. C. C. Docket 28300 is 
in effect and said publications to omit symbols indicating increases, 
reductions or no change and to waive the requirements of said circular 
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as to form of publication, volume of supplemental matter, number of 
effective supplements and number of alternating sections. 


Wants Action on Classification 


Sherman Rogers, of the Commission, has written Thomas 
P. Healy, Frank Gwathmey, and Wallace T. Hughes, represent: 
ing carriers in Official, Southern, and Western territories, re- 
spectively, in connection with the preparation of a uniform 
classification in accordance with the Commission’s findings in 
No. 28310, urging them to “proceed more promptly with the 
task in hand.”’ He observed that more than 60 days had elapsed 
since the southern. railroads, acting after the railroads in the 
other territories, notified the Commission that the task of 
tendering a uniform classification would be undertaken but 
added: “Yet no tangible progress seems to have been made 
toward setting up an organization to carry on the work, or 
toward outlining the procedure to be followed.’ He said the 
magnitude of the task made it all the more necessary to avoid 
unnecessary delay. 


Northwest Grain Investigation 


The Board of Trade of Kansas City, Mo., has petitioned 
the Commission in No. 29335, Grain and Products from Oregon, 
Idaho, and Utah to Pacific Coast, to enlarge the scope of the 
investigation by adding Missouri River market points as des- 
tinations. 

In a revised order in the proceeding, the Commission, 
which instituted the investigation on its own motion, entered 
on an investigation concerning the lawfulness of rates, charges, 
rules, regulations and practices, including transit, from Oregon, 
Idaho and Utah to Puget Sound and Columbia River ports 
and to points in California (see Traffic World, Sept. 8, p. 645). 
The proceeding has been assigned for hearing in Pocatello, Ida., 
before Commissioner Lee and Examiners Arthur R. Mackley 
and George J. Hall. 

In support of its petition, the Kansas City board said fts 
miller members were in competition for grain from the in- 
volved origins with dealers and millers located at the involved 
destination points, and that “their ability to draw said grain 
is determined in large degree by the measure of the rates 
from said points of origin to Kansas City and the relationship 
of such rates to those from the same points of origin to Pacific 
Coast cities.” 

It observed that rates from the involved points of origin 
were the same as the corresponding rates to other named 
Missouri River cities and that the Union Pacific system served 
most of the points of origin and reached with its own rails 
Pacific Coast terminals as well as Missouri River points. It 
continued: 


“The rates on grain and its products from the points of 
origin . . . to Pacific Coast ports have heretofore been deter- 
mined at the same time as the rates from the same origins 
to Missouri River points and with due consideration for a proper 
relationship between the respective groups of destinations, 
Ogden Grain Exchange vs. A. & S. Ry., 122 I. S. C. 691, decided 
March 15, 1927; Ogden Grain Exchange vs. A. E. R. R., 126 
I. C. C. 255, decided May 10, 1927; Grain and Grain Products 
within the Western District and for Export, 205 I. C. C. 301, 
decided October 22, 1934.” 


Released Rates on Engines 


Opposing the application of the National Classification 
Board of the American Trucking Associations in MC C-442, 
Released Ratings and Rates on Engines, reply briefs of the 
Secretary of War, the Price Administrator and the Aircraft In- 
dustries Association of America, Inc., contend that the appli- 
cant failed to justify the proposal for released value ratings and 
rates on engines, particularly airplane engines and, in the case 
of the association, that the carriers desired to be relieved of 
responsibility for their employees’ negligence. 


The Price Administrator said many loss and damage claims 
were the result. of gross negligence and inefficiency on the part 
of certain carriers. The Secretary of War said, in concluding 
his brief, that the law of the case, according to the carriers, 
was not the decision of the Commission in Released Rates on 
Stone in the Southeast, 93 I. C. C., 90, “but the ability of public 
funds to bear an expense which the record shows has been 
caused in every important instance by the carriers’ own negli- 
gence.” 

The Aircraft Association said that, prior to 1915 common 
carriers were relieving themselves of liability for negligence by 
means of released rates, and that Congress had put an end 
to the practice by enacting the Cummins amendments to the 
interstate commerce act. It was, said the association, against 
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sound public policy to revive that scheme of rate making “here,” 
and the application should be denied. 

In a joint reply brief of the classification carriers and the 
Southwestern Motor Freight Bureau, Inc., the carriers, among 
other things, countered the “attempt to attribute negligence to 
the carriers in connection with particular claims or losses.” 
Such an argument, they said, in no way related any more to 
engines than to other commodities and had no place in a pro- 
ceeding of this type. 

The carriers, after discussing the decision in Released Rates 
on Stone in the Southeast, supra, briefly, said, further, that this 
was a rail case “where the incidence of a particular catastrophe 
of the proportions here involved would not be comparable with 
that of such a catastrophe on motor carriers.” It was perfectly 
clear, said the carriers, that “the motor carrier industry must 
be treated with greater emphasis on the security of the individ- 
ual carrier than the railroads, and that rail holdings in cases 
of this kind are inapplicable.” 

“In general,” they continued, “the case does, as pointed 
out in the classification carriers’ main brief, sustain applicants’ 
position by holding appropriate and mandatory released rates 
relief where ‘the wide range in the value of the commodity 
makes the amount of any claim that may arise difficult to esti- 
mate,’ leaving the carrier at great disadvantage.” 

They said they “emphasize the life and death nature of the 
question involved for all carriers with excess value cargoes 
exceeding normal limits, particularly the smaller carriers and 
those with low net worth,” and that, with railway express rates 
approaching the truck level of rates, “the unlawful situation 
where competitors for the same commodity will be enabled to 
cut rates because of low liability while motor carriers cannot, 
must be prevented.” 

The carriers said it was not a matter of embargoing any 
traffic, but of making the traffic desirable for the carriers to 
handle by making it bear its full share of the transportation 
burden, adding that “approval of these applications will un- 
doubtedly stimulate the free flow of high-value engine traffic, 
in the interest of commerce and in fulfillment of the national 
transportation policy.” They continued: 


Applicants seek flexible relief in accordance with the regular pro- 
cedure whereby ratings may be readjusted without further modification 
of the authority issued herein; they also seek broad relief, covering all 
types of high-value engines. ... 


Central of Ga. Reorganization 


Parties to Finance No. 12950, Central of Georgia Railway 
Co. Reorganization, in which the Commission approved a plan 
of reorganization providing for new capitalization of about 
$84,408,798 (see Traffic World, July 21, p. 153), have filed 
briefs, a petition, and suggestions, calling for changes in the 
plan as approved. 

Merrel P. Callaway, trustee of the railroad, suggested that 
there be a re-allocation of cash and securities by reason of the 
fact that the circuit court of appeals for the fifth circuit, re- 
versing the lower court, had ruled that the St. Clair county 
coal lands owned by the railroad were not covered by mort- 
gages of the debtor, thus making it necessary to re-allocate 
the cash and securities distributable under the plan. The trus- 
tee said the coal lands had been appraised at $143,248. 

The New York Life Insurance Co., and the Prudential In- 
surance Co. of America, jointly, petitioned the Commission to 
reconsider and modify its report and order, and to grant re- 
argument before the entire Commission. They asked that the 
report and order, allocating to holders of collateral trust bonds 
$500,000 in cash and $2,141,188 in new first mortgage bonds, be 
modified so that there would, instead be allocated cash or its 
equivalent for the bonds remaining unpaid, $2,589,400, and in- 
terest to the effective date of the plan, $51,788. Their ground 
for asking the modification was that the overdue collateral 
trust bonds were over-secured by saleable stock of Ocean 
Steamship Co. of Savannah, which, they said, had total cash 
assets of $2,722,243.87, and total assets in excess of liabilities 
of $6,336,877.22. 

The bankers Trust Co., trustee under the debtor’s consoli- 
dated mortgage, asked for a supplemental report and order 
embodying seven modifications, on the theory that the ap- 
proved plan was unduly favorable to the holders of the col- 
lateral trust bonds and of South Western Railroad Co. stock. 
They asked that the modifications be made to provide “fair and 
equitable” treatment of the claims on the consolidated mort- 
gage bonds. Particular objection was raised to the use of earn- 
ings subject to the consolidated mortgage for a rehabilitation 
program. 

_ The Chemical Bank & Trust C.o, trustee under the refund- 
ing and general mortgage of the debtor filed a brief in which 
it offered no objection to the report as filed, but reserved the 
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right to reply to objections by others and the furtehr right to 
make objections to the plan, if changed by the Commission, 
before the district court. It also asked an opportunity to be 
heard if the Commission set the matter down for argument. 

The Liberty National Bank & Trust Co. of Savannah, trus- 
tee of the debtor’s first mortgage, has filed a petition in Finance 
No. 12950 for modification of the approved plan. The trustee 
asked reduction to $2,595,550 of income bonds, $2,595,550 pre- 
ferred stock, and $1,038,220 common stock, in allocations to 
the South Western Railroad, and corresponding increases in 
allocations to “the earning mortgage lines.” 

It also asked reduction to $2,148,225 first mortgage bonds, 
and $492,963 income bonds, in the allocation to the collateral 
trust bonds, with allocations to the earning lines correspond- 
ingly increased. Among further requests, it asked that’ the 
effective date be fixed at the earliest at January 1, 1946, of 
preferably on the first day of the January, April, July or 
October next preceding the consummation date, and that the 
5 per cent redemption premium provided in the plan of the 
road’s trustee on the new first mortgage bonds, but reduced 
in the report to 2 per cent, be restored. 


Greyhound Control—West Ridge 


Denying the examiner’s assertion that the proposed acqui- 
sition would promote monopoly, the Greyhound Corporation 
has filed exceptions to Examiner Crowley’s proposed report in 
MC F-2571, Greyhound Corporation—Control—West Ridge 
Transportation Co. 

In that report the examiner recommended denial by the 
Commission of Greyhound’s application for authority to control 
West Ridge Transportation Co., Girard, Pa., and to control in- 
directly West Ridge’s subsidiary company, the Buffalo & Erie 
Coach Corporation, of Fredonia, N. Y., through purchase from 
F. X. Bowman, West Ridge vice president, of West Ridge’s out- 
— capital stock, for $747,125 (see Traffic World, July 21, 
p. ‘ 

Greyhound would have a practical monopoly of motorbus 
transportation over the considered routes, if consummation of 
the proposed transaction was permitted, the examiner said. 

Greyhound quoted three reasons why the examiner believed 
the proposed acquisition would promote monopoly, as follows: 


(1) The acquisition would enable the applicant to secure and re- 
tain traffic to the detriment of other carriers. 

(2) It is a step toward the elimination of all effective competition 
throughout the nation. 

(3) Before the elimination of effective competition all carriers would 
become absolutely dependent upon Greyhound for interchange traffic— 
a condition which is largely true today. 


The examiner’s three reasons, said Greyhound, revealed 
the fact that he was looking at this case from the standpoint of 
the effect that he alleged it would have on the national system 
of transportation by motorbus. 

“It is proper for him to explore that field but in the doing 
he committed grievous error in misconstruing the evidence of 
record and in making assumptions which are contrary to fact,” 
continued Greyhound. “Let us remember that if this proposed 
acquisition would result in or contribute to the establishment of 
a nation-wide monopoly, then, by definition, it must be shown 
that Greyhound would either approach or attain a position 
whereby it would be the exclusive operator or have the power 
to enforce its will on all other operators. We submit that 
neither result could possibly occur.” 

Greyhound asserted that the record in the proceeding dem- 
onstrated beyond question that the proposed acquisition would 
result in a better service to the public in the considered area 
and that no motor carrier of passengers would be prejudiced 
thereby. It also said ample provision had been made for West 
Ridge employes. It continued: 


We contend that the proposed acquisition has been shown to be 
consistent with the public interest; will further the national transpor- 
tation policy; and is a lawful and desirable transaction. We earnestly 
urge the Interstate Commerce Commission to approve the proposal and 
grant the application. 


PREMIER CARLOADING TRANSFER 


Jay Weil, of New Orleans, president of Douglas Shipside 
Storage Corporation, has applied to the Commission for author- 
ity to acquire the operating rights of Premier Carloading Cor- 
poration, New York, granted in FF-10. 

Premier Carloading, said the application was adjudged 
bankrupt on March 14. By an order dated July 24, it continued, 
Peter B. Olney, referee in bankruptcy of the federal district 
court, southern New York district, authorized the sale and 
transfer of the instant permit for $5,700 which amount has been 
paid to the trustee of Premier Carloading. By amended order 
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dated August 23, said the report, the sale of the rights was 
authorized to be made to Jay Weil. 

The involved rights under FF-10, said the report, embraced 
Freight-forwarder operations from all points in Connecticut, 
Delaware, Illinois, Indiana, Iowa, Maine, Maryland, Massachu- 
setts, Michigan, Minnesota, Missouri, New Hampshire, New 
Jersey, New York, Ohio, Pennsylvania, Rhode Island, Vermont, 
West Virginia, Wisconsin, and the District of Columbia, to all 
points in Arizona, Arkansas, Louisiana, New Mexico, Oklahoma, 
Texas, and to St. Louis, Mo. 

The report also said that prior to regulation Mr. Weil 
owned and operated the Pelican Freight Forwarding Co., New 


Orleans, and that he sold the operation to Acme Fast Freight. 
Inc. 


PIPE LINE DISCONTINUANCE 

The cessation of hostilities and “availability of tankers in 
the near future” have resulted in the filing of a special permis- 
sion application with the Commission by N. W. Guthrie, as 
agent for Plantation Pipe Line Co., for authority to issue a 
notice of cancellation of the company’s tariff I. C. C. A-3, cov- 
ering transportation of gasoline and its products through an 
extension of the Plantation line running from Greensboro,-N. C., 
to Richmond, Va. 

Plantation operated the line prior to July 1 for Defense 
Plant Corporation, and after that date for the Reconstruction 
Finance Corporation. Title to the line remains in the govern- 
ment. 

The company quoted a telegram from the office of the 
deputy director of the Office of Defense Supplies, R. F. C., 
approving cancellation of the tariff on completion of deliveries 
at Richmond, and directing the company to “displace the line 
with water.” The application said the matter had been dis- 
cussed with all shippers using the line and that they had ad- 
vised that tenders would be completed September 8. 

At the R. F. C. it was explained that “displacing the line 
with water” meant emptying all gasoline products in the line 
by pumping it full of fresh water. 


INTERSTATE AUTOMOBILE RATES 


John J. Fitzpatrick, general attorney of the Chesapeake & 
Ohio and the Pere Marquette, in a letter to Secretary Bartel, 
referring to the reply brief of the C. & O. and six other rail- 
roads designating themselves as the “eastern proponents’ in 
No. 28190, New Automobiles in Interstate Commerce (see Traf- 
fic World, June 9, p. 1521, and Sept. 1, p. 552), has corrected 
a statement in the reply brief that ‘except for The Alton Rail- 
road, the railroads included in the response of The New York 
Central Railroad Company have not heretofore filed 
documents in this proceeding since the Commission rendered 
its decision of February 6, 1945.” 

Mr. Fitzpatrick said his attention had been called to the 
fact that counsel of eastern railroads had addressed a letter, 
dated April 13, 1945, to Secretary Bartel, urging, among other 
things, extension of the effective date of the Commission’s 
order in No. 28190 for a period of 90 days from June 6. That 
communication, he said, had been overlooked in the preparation 
of the ‘eastern proponents’ ”’ reply. 

“The position set forth in the letter of April 13, 1945,” he 
continued, “had been authorized on April 12, 1945, by the 
Traffic Executive Association of eastern lines by a divided vote, 
and several days thereafter four of the eastern carriers decided 
upon a course at variance with that set forth in the letter of 
April 13, 1945. Later, this group of four was enlarged to include 
the seven eastern proponents that,'on May 23, decided to follow 
the independent course which is reflected in the petition they 
filed with the Commission on May 31, 1945. 


PORTLAND POWER REORGANIZATION 


Thomas W. Delzell and R. L. Clark, independent. trustees 
of the Portland Electric Power Co., Portland, Ore., have sub- 
mitted to the Commission for its approval copies of three sep- 
arate reorganization plans filed with the federal district court, 
Oregon district. 

The trustees submitted an amended plan, and first and 
"second alternate amended plans of reorganization that they 
said were based on their original applications made to the 
Commission in August, 1942. 

The debtor company, said the trustees, operates an inter- 
urban railway doing a general freight and passenger business 
in Multnomah and Clackamas counties, Ore. 


CONTINENTAL OIL VALUATION 
By-.a report in valuation docket No. 1281, Continental Oil 
Co. (of Delaware), Pipe Line Department, the Commission, 
division 2, has found the final value for rate-making purposes 
of the property of the aforementioned company, owned and 














TRAFFIC WORLD 


used for common-carrier purposes, to be $1,675,000, as of De- 
cember 31, 1941. It also found such final value of property 
owned but not used, out of service, to be $237,000, and of prop- 
erty used but not owned, leased from railroad companies or 
private parties, $357. 


WISCONSIN CENTRAL REORGANIZATION 


By an order in Finance No. 14720, Wisconsin Central 
Railway Co. Reorganization, the Commission, division 4, has 
permitted Henry Offerman and Henry A. MacDonald, as a 
protective committee for holders of the first and refunding 
mortgage gold bonds due April 1, 1959, of the debtor, to 
intervene in the proceedings. 





ARKANSAS RAILROAD CO. LOAN 


The Arkansas Railroad Co. having requested that approval 
of a loan of not to exceed $63,039 by the Reconstruction Finance 
Corporation be cancelled, the Commission, division 4, by an 
order in Finance No. 14585, Arkansas Railroad Co. Reconstruc- 
tion Loan, has revoked its certificate of October 7, 1944, as 
modified, in which the loan was approved. 


1. C. C. ACCIDENT REPORT 


At 5:15 a. m., August 6, a Denver & Rio Grande passenger 
train, while moving at an estimated speed of 25 miles an hour, 
struck a freight train standing on the main track of the Denver 
& Salt Lake at Sulphur, Colo., resulting in the injury of 11 
passengers, 8 Pullman employes, one dining car employe and 
two train-service employes, according to a report of the acci- 
dent made public by the Commission. The report was written 
by Commissioner Patterson. 

The report said the accident was caused by failure properly 
to control the speed of the following train moving within yard 
limits, in which limits, it said, trains were required to be so 
controlled that they could be stopped short of a train or an 
obstruction. 


Refrigeration of Vegetables 


The Commission, division 3, has further revised its service 
order restricting refrigeration of vegetables in certain western 
areas. By second revised service order No. 346, effective Sep- 
tember 12 to October 20, the Commission required the suspen- 
sion of all tariff provisions in conflict with the revised order, 
and made it subject to special and general permits issued by 
the director of the Commission’s Bureau of Service, at Wash- 
ington, D. C 

The pertinent portions of the revised order follow: 


It is ordered, That: 

(a) Definition of the term vegetables. The term ‘‘vegetables’’ as 
used herein means all fresh or green vegetables as described in Item 
1132, Agent J. J. Quinn’s tariff I. C. C. No. 22, supplements thereto, or 
reissues thereof, under the heading ‘‘VEGETABLES.”’ 

(b) Bunker icing restricted on vegetables. No common carrier by 
railroad subject to the interstate commerce act shall initially bunker 
ice, or reice in transit in bunkers, any railroad freight car loaded with 
vegetables originating at any point or points located in the states of 
Montana, Wyoming, Colorado, or New Mexico, or west thereof, also 
that part of Texas north of an air line from the southeast corner of 
New Mexico through Sierra Blanca to the Rio Grande River, when such 
car has been top iced or retop iced. 

(c) Retop icing restricted on vegetables. 

(1) No common carrier by railroad subject to the interstate com- 
merce act, on any railroad freight car loaded with vegetables originat- 
ing at any point or points located in the states of Montana, Wyoming, 
Colorado or New Mexico, or west thereof, also that part of Texas north 
of an air line from the southeast corner of New Mexico through Sierra 
Blanca to the Rio Grande River, shall retop ice such a car in transit 
more than once at any point west of the Mississippi River, éxcluding 
St. Louis, Missouri, and Avondale, La. 


(2) Exemption of Nampa, Idaho. The restriction on retop icing shall 
not apply at Nampa, Idaho, on shipments originating at, and initially 
top iced at, stations in Idaho Group B or Oregon Group B described in 
Agent J. J. Quinn’s tariff I. C. C. No. 22. 


(3) Exemption of Los Angeles, California. The restriction on retop 
icing shall not apply at Los Angeles, California, on shipments originat- 
ing on Pacific Electric Railway Co., and on Southern Pacific Co., from 
and including Canoga Park and San Fernando south to Los Angeles and 


between and including Los Angeles and San Pedro and between Los 
Angeles and Tustin. 


General Permits 


By second amended general permit under revised service 
order No. 346, Director Clinger, of the Commission’s Bureau 
of Service, has authorized railroads, effective September 11, 
and applying on cars billed on or after that date: 


To disregard the provisions of revised service order No. 346 in so 
far as it applies to initial bunker icing only on straight carloads of 
carrots, celery, broccoli or cauliflower, also mixed carloads of broccoli 
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with cauliflowers, also any shipment of fresh or green vegetables when 
loaded in a refrigerator car having a height of less than seven (7) feet, 
inside measurement, originating at points in California. 


By his general permit No. 8, the director permits railroads, 
effective September 11: 

To disregard the provisions of revised service order No. 
346 in so far as it applies to initial bunker icing only on straight 
carloads of carrots originating at points in Oergon, Washing- 
ton, Idaho, Utah, Arizona, New Mexico or Nevada. 

Waybills are to show reference to the general permits. 


Potato Refrigeration Restrictions 


By second revised service order No. 345, Refrigeration Re- 
strictions on Potatoes, the Commission, division 3, effective from 
September 12 to October 20, has made further changes in the 
original order (see Traffic World, Aug. 11, p. 373). In addition 
to making the place of icing optional on the part of the railroad 
at the first icing station on either side of the place designated 
by the shipper and the usual requirement that suspension of 
tariff provisions in conflict with the order be announced by the 
carriers, the order as revised is as follows: 


It is ordered, that: 

(a) Initial and two reicings. 

No common carrier by railroad subject to the interstate commerce 
act, on any refrigerator car intended to be loaded with potatoes origi- 
nating at any point or points located in the states of Idaho Utah Ari- 
zona and west thereof shall furnish or supply imitial bunker ice until 
such car is completely loaded nor after the first or initial icing accord 
more than one reicing in the territory west of the eastern boundaries 
of Minnesota, Iowa, Missouri, Arkansas and Louisiana (west of the 
Mississippi River), or more than one additional reicing in the terri- 
tory east (see exception) of the Mississippi River including the state 
of Wisconsin. 

Exception: The second and final reicing in transit may be ac- 
corded at Clinton, Ia., by the C. & N. W. Ry., at Oelwein, Ia., by the 
Cc. G. W. Ry., or at Waterloo, Ia., by the I. C. R. R., when such reicing 
is so ordered by shippers of the cars to be reiced at these points. 

(b) Initional and one reicing. 

No common carrier by railroad subject to the interstate commerce 
act, on any refrigerator car intended to be loaded with potatoes origi- 
nating at any point or points located in the states of Montana, Wy- 
oming, New Mexico, Colorado, North Dakota, South Dakota, Nebraska, 
Kansas, Oklahoma, Texas, Minnesota, Iowa, Missouri, Arkansas and 
Louisiana (west of the Mississippi River) shall furnish or supply initial 
bunker ice until such car is completely loaded; nor shall furnish bunker 
ice in excess of the following amounts: Initial icing 8,000 pounds; one 
reicing at any point in the United States, 8,000 pounds. 


O. D. T. and Agricultural Transport 


The Office of Defense Transportation has revoked two in- 
dustry transportation plans, and orders dealing with the trans- 
portation of agricultural commodities, as follows: 

As of November 1, the O. D. T. issued a revocation of its 
recommendation for industry transportation plans for the trans- 
portation of agricultural commodities and products, as amended, 
dated March 22, 1943, at the same time revoking and vacating 
all approvals and directions it had issued, and dissolving all 
industry transportation committees and all industry advisory 
committees selected pursuant to the plan. Under the terms of 
the revocation, any participant in an industry plan approved 
by the O. D. T. may withdraw at any time by serving written 
notice on the administrator of the plan. The last named provi- 
sion was made effective September 10. 

Administrative order A. O. 19 Revocation revoked admin- 
istrative order O. D. T. 19, limiting deliveries of dairy products 
by commercial vehicles, effective November 1. 

The O. D. T. also issued a revocation of its recommenda- 
tion for transportation of livestock program, dated August 20, 
1943, vacating and revoking all directions and actions taken by 
it under the plan, and dissolving all area livestock industry 
transportation advisory and industry transportation commit- 
tees selected pursuant to the plan. These provisions were made 
effective November 1, and a provision permitting withdrawal 
of any participant on written notice to the administrator of any 
plan was made effective September 10. 

Administrative order O. D. T. 26 Revocation revokes ad- 
ministrative order O. D. T. 26, effective November 1. The 
original order governed the transportation of farm products by 
commercial vehicles from producing areas. 


FRUIT AND VEGETABLE DELIVERIES 


Extension of a general permit to authorize six wholesale 
deliveries of fresh fruits and fresh vegetables by motor truck 
each week in the month of October was announced by the 
Office of Defense Transportation. 

A permit, O. D. T. 17-31, was previously issued for the 
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months of June, July, August and September, and applied to 
the operations of trucks employed exclusively in transporting 
fresh fruits and vegetables. All restrictions on local deliveries, 
wholesale and retail, by commercial motor vehicles, will be 
lifted Nov. 1, the O. D. T. observes, when the revocation of 
General Order ODT-17 becomes effective. 


Johnson on War Transport Record 


In an address before the Women’s Traffic Association of 
Washington, September 11, Director Johnson, of the Office of 
Defense Transportation, declared that, in view of the coopera- 
tive and unselfish performance of the nation’s transportation 
agencies in World War II and of the accomplishments thereby 
attained, he was not uneasy about the difficulties that were 
now confronted by those agencies, particularly the railroads. 

Implying that there was a need for maintenance in peace- 
time of a transportation plant geared to the needs of a sudden 
war emergency, he said that the oceans that once served to 
protect this country against aggression were now a menace, 
and that “war hereafter, if it comes, will burst as daylight 
does.” No longer could this country depend on war raging two 
or three years abroad before it was itself prepared for war, 
he added. 

Director Johnson reviewed wartime dislocations of trans- 
portation that resulted in the placing of a tremendous burden 
on the railroads—the transfer of merchant ships from coast- 
wise and intercoastal services to transoceanic routes in war 
service, movement of vast quantities of petroleum products by 
tank cars, limitations on truck service due to equipment short- 
ages, and movement of shipments from South America to the 
interior from the southernmost boundaries of the United States. 

Within the last three weeks, he said, the O. D. T. had 
cancelled over 1,000 orders. He commented. that, of all the 
years of his life, the last three had been “the most interesting.” 
He said he had found the American people the most cooperative 
people on earth; that the railroads had forgotten in the war 
period the competition that normally existed among them; that 
rivalry between various forms of competition had been put 
aside, and that teamwork had prevailed. 

He recounted that the railroads in World War II had 
600,000 less freight cars, 18,000 less passenger cars, 22,000 less 
locomotives and 400,000 fewer employes than they had in the 
first World War, yet, with the assistance of the shippers’ ad- 
visory boards, there had been no “storage” in rail freight cars 
and not one congested port in the United States, nor any port 
threatened with congestion, except in the period of extremely 
severe winter weather around the Great Lakes. All this had 
ben done, he said, because “we forgot our rivalries and worked 
like a team.” 

In the postwar years, he said, there would be more high- 
ways, with separation of passenger automobiles and freight 
trucks; high class freight as well as passengers would move by 
air at speeds undreamed of, and there would be railroad cars, 
tracks and locomotives undreamed of, “else the railroads are 
in for a very unhappy existence, and we’ll be an unhappy peo- 
ple.” He added that the railroads were yet, and for “time un- 
known” would be, an absolute necessity. 


Motor Vehicle Rationing 


In announcing that the rationing of all new commercial 
motor vehicles, including trucks, truck-tractors and trailers, 
would be terminated December 1 (see Traffic World, September 
8), Guy A. Richardson, director of the highway transport de- 
partment of the Office of Defense Transportation, said that after 
that date a free market would then obtain in the purchase and 
delivery of commercial motor vehicles. 

“Truck sales will be a matter involving buyer and seller 
except as regulated by agencies other than O. D. T.,” said Mr. 
Richardson. 

The termination of rationing was effected through the revo- 
cation and periodic elimination of various sections of general 
order O. D. T.-44A and administrative order O. D. T.-27A. The 
O. D. T. explained that the steps by which the rationing con- 
trols and procedures will be lifted are as follows: 


Effective Sept. 22, 1945, persons desiring to obtain a new commercial 
motor vehicle will no longer be required to file an application with the 
O.D.T. They may simply place a firm order for the desired vehicle 
with the dealer of their choice, provided that the dealer will accept 
such order. 

Effective Oct. 1, 1945, the O. D. T. will no longer issue certificates 
of transfer covering new commercial motor vehicles, but during the ~ 
period of Sept. 22 to Sept. 30, 1945, inclusive, the O. D. T. will issue 
certificates of transfer on approved applications submitted prior to 
Sept. 22, 1945. 

During October, 1945, dealers are prohibited from transferring new 
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commercial motor vehicles except to holders of valid certificates of 
transfer. The O. D. T. urged holders of such certificates to place firm 
orders with dealers of their choice before Nov. 1, 1945. 

During November, 1945, dealers are required to give preference in 
delivery of new commercial motor vehicles to holders of valid certifi- 
cates of transfer who have placed a firm order with them on or before 
Oct. 31, 1945. 

Dealers may, during November, 1945, deliver vehicles to any person 
not a holder of a certificate of transfer, provided they have not made 
commitments to a holder of such a certificate who shall have placed a 
firm order with them prior to Nov. 1, 1945. 

All certificates of transfer, which will not expire until a date sub- 
sequent to Nov. 30, 1945, shall cease to be of any force or effect on and 
after Dec. 1, 1945. 

Rationing of commercial motor vehicles was put into effect on 
March 9, 1942. From that time to July 31, 1945, the O. D. T. released 
401,118 trucks, trailers and bus chasses for civilian use as follows: trucks 
—light, 56,128; medium, 205,293; heavy, 64,945; total 326,366; trailers— 
truck, 54,436; bus, 110; total, 54,546; bus chasses (adult)—light, 126; 
medium, 5,175; heavy, 987; total 6,288; school bus chasses—light, 95; 
medium, 12,850; heavy, 973; total 13,918. 


Return of T. P. & W. 


The order of Director Johnson, of the Office of Defense 
Transportation, terminating government possession, operation 
and control of the Toledo, Peoria & Western Railroad, October 
1, is brief (see Traffic World, Sept. 8, p. 617). The material 
part of the order terminating control follows: 


1. Termination of possession, operation, and control. Possession, 
operation, and control by the United States of the Toledo, Peoria & 
Western Railroad, and of all real and personal property, franchises, 
rights, and other assets of the Toledo, Peoria & Western Railroad not 
heretofore returned, are hereby terminated and relinquished effective 
at 12:01 o’clock a. m., C. W. T., October 1, 1945. No further action 
shall be required to effect the termination of government control and 
operation and the relinquishment of possession hereby ordered. 


Paragraph 2 of the order says that communications con- 
cerning the order should be addressed to the Office of Defense 
Transportation, Washington 25, D. C. 

In connection with the return of the T. P. & W. properties, 
General Counsel Roddewig, of the Office of Defense Transpor- 
tation, said that cash on hand of approximately $7,000,000, would 
not be returned to the management. That cash, he said, was 
earned by the government as the result of its operation of the 
T. P. & W. line. 

The railroad, he said, would be entitled to compensation 
for the period during which it was operated by the government, 
and it would be up to the corporation to determine whether or 
not to press further claims for compensation, over and above 
what might be allowed by the government, in the U..S. Court of 
Claims. Mr. Roddewig said he thought the corporation would 
make further claims for compensation. 


TRAVEL CURTAILMENT 


The ban on conventions, group meetings and trade shows 
will be removed as of October 1, the War Committee on Con- 
ventions has announced. 

The restrictions were lifted on recommendation of the Office 
of War Mobilization and Reconversion at whose instance they 
were imposed effective Feb. 1, 1945. The committee set up to 
consider convention applications was composed of Director John- 
son, of. the Office of Defense Transportation, chairman; and rep- 
resentatives of the Army, Navy, War Production Board and 
War Manpower Commission. 

Until Aug. 17, permission of the War Committee on Con- 
ventions was required for the holding of any meeting of non- 
local character or with more than 50 non-local participants. The 
recent liberalization increased the attendance limit to 150 per- 
sons and permitted state-wide gatherings of any size. 

Director johnson expressed his thanks to the convention and 
trade groups and to the nation’s hotels for their cooperation dur- 
ing the period the restrictions have been in effect. 

He said that the lifting of the ban by the War Mobilization 
director was not an invitation to travel “nor can it be corsidered 
an assurance that transportation capacity will be available.” 
The O. D. T. director asked sponsors of conventions, group 
meetings and trade shows to defer meetings whenever possible 
and to keep necessary meetings small until after the peak of the 
troop movement which will come early next year. 


“DON’T TRAVEL” AND TRAFFIC SOLICITATION 

Though the Office of Defense Transportation has made no 
announcement as to government-sponsored “Don’t Travel” ap- 
peals by carriers, and as to traffic solicitation discouraged by 
the O. D. T. in the war period, carriers have been advised by 
their representatives in Washington that radio and space an- 
nouncements of “Don’t Travel” appeals are now a thing of the 
past and that solicitation and advertisements by the railroads 
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and airlines seeking traffic will not meet with objection from 
the ©: BD: T. 

Railroads have been advised that the radio and publication 
“Don’t Travel” programs carried on through the Office of War 
Information and the War Advertising Council have been or 
will be shortly terminated after publication of matter it was 
not possible to stop when hostilities with Japan ceased. 

Railroads have been advised that O. D. T. Director Johnson 
in a letter addressed to the Association of American Railroads, 
the American Short Line Railroad Association, the Civil Aero- 
nautics Board, and the Air Transport Association, said he would 
interpose no further objection so far as solicitation and adver- 
tisements by the railroads and the airlines were concerned and 
that transportation agencies might now enjoy a free hand in 
matters of this sort. 


TRAVEL BUREAU BAN LIFTED 


The removal of all restrictions on group travel and on the 
activities of travel agencies or bureaus, effective Oct. 1, 1945, 
has been announced by the Office of Defense Transportation. 

The restrictions were lifted through the revocation of gen- 
eral order O.D.T. 57. The order, which went into effect July 21, 
prohibited organized group travel and the sale of railroad ac- 
commodations to travel agencies. On August 17, the order was 
partially revoked by making it non-applicable to ‘business travel. 
It is now revoked in its entirety. 


RETURN OF MIDWEST TRUCK LINES 


Asked about the return of the midwestern truck lines taken 
over by the government on account of labor disputes, in order 
to keep transportation necessary to the war effort in operation, 
Clare M. Roddewig, general counsel of the Office of Defense 
Transportation, said that there were problems to be worked 
out with each individual line, and that they would be returned 
as individual lines and not as a group. 

He said about 35 lines had been turned back to their owners, 
and that other lines would be turned back shortly, as rapidly 
as arrangements could be made with the carriers to assure 
meeting the remaining needs for their facilities. 

Government possession and control of three more midwest- 
ern truck lines was terminated at 12:01 a. m., Sept. 12, the 
Office of Defense Transportation announced. 

The firms released from O. D. T. control were the Hennepin 
Transportation Co., of Minneapolis, Minn.; Merchants Motor 
Freight, Inc., of St. Paul, Minn.; and Consolidated Freight- 
ways, Inc., of Portland, Ore. 

Thirty-eight of the companies involved have now been 
returned to private operation. 


SUBSTITUTED RAIL FOR MOTOR SERVICE 


The Office of Defense Transportation has withdrawn, effec- 
tive November 1, certain of its certificates permitting substitu- 
tion of rail for motor common carrier service, where, in the 
interests of motor conservation, such substitution was permitted 
where the rail and motor routes were substantially parallel. 
The certificates withdrawn were: S-1; S-3; S-4; S-5; S-6; S-7; 
S-8; S-9; S-10 and S-11. 


O. D. T. HIGHWAY OFFICES TO CLOSE 


Decision to close all district offices of the highway trans- 
port department of the Office of Defense Transportation on or 
before November 1 (see Traffic World, September 8), said Guy 
A. Richardson, director of the department, was in line with 
O. D. T.’s policy of lifting motor transportation controls as fast 
as could safely be done. 

Five offices will be closed October 15, and the remaining 
54 offices on November 1. Closing of 48 district and field offices 
on or before September 22, was recently announced, said the 
O. D. T., adding: 


The five offices to be closed on Oct. 15, include three district offices 
located at Duluth, Minn., Roanoke, Va., and Harrisburg, Penna., and 
two field offices at Norfolk, Va., and Madison, Wis. The staffs 
of the remaining 53 district offices and the regional office staffs will be 
reduced to skeleton forces as of Oct. 15. Through the closing of the 
five offices and the staff reductions approximately 550 employes will be 
released. 


WENTWORTH BUS LINE ORDER 


Director Davis, of the Office of Economic Stabilization, has 
issued a directive ordering withdrawal by the Office of Price 
Administration of its order of June 30, denying use of any ra- 
tioned commodity by the Wentworth Bus Lines, of Dover, N. H. 
The Stabilization Director also ordered withdrawal by the 
Office of Defense Transportation of its order canceling the Cer- 
tificate of War Necessity that the O. D. T. had issued to that 
bus line. These actions had been taken against the bus line 
because of its alleged refusal to comply with orders of the Na- 
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tional War Labor Board (see Traffic World, July 7, p. 26, and 
Aug. 18, p. 430). The Stabilization Director said, in his order, 
that it now appeared that, with minor exceptions, priority and 
allocation controls affecting this company had been withdrawn 
as a result of the surrender of Japan. 





TRANSPORT CONSTRUCTION BAN LIFTED 


The War Production Board has announced further relaxa- 
tion of its general construction order, L-41, and revocation of 
the order limiting highway construction (L-4le). Revocation 
of the latter order, it said, also revoked all specific action di- 
recting individual builders to stop construction. 

“Transportation facilities now permitted without authoriza- 
tion include airports or airway facilities, bridges, railroad tracks, 
railroad stations and repair shops, bus and truck terminals, oil 
and gas pipelines, including terminal, loading and unloading 
facilities,” said W. P. B. 


COTTON PERMIT AGENTS 

Director Clinger, of the Commisison’s Bureau of Service, 
has announced the appointment of two permit agents and one 
alternate permit agent and the revocation of two permit agent 
appointments under service order No. 249, Movement of Cot- 
ton Under Permits (see Traffic World, Nov. 11, 1944, p. 1237). 

M. S. Senton was named alternate permit agent at Laurel, 
Miss., to issue permits, and C. J. Bobbitt and B. E. Zook were 
appointed permit agents at Magnolia, Ark., and Lepanto,. Ark., 
respectively. The appointments of W. P. Miles, Magnolia, and 
S. D. Moss, Lepanto, were revoked. 















Oo. D. T. EXPORT PERMITS FOR AFRICA 


Charges that the Office of Defense Transportation was at- 
tempting to perpetuate itself by continuing its system of per- 
mits to be obtained before shipments destined for south and 
east Africa could move from inland points to the ports for 
export, were answered at the O. D. T. with the statement that 
postwar conditions at African ports and in the Mediterranean 
made the permits necessary. 

The permit requirements for exports to South America, 
Central America, the Caribbean area and Bermuda were abol- 
ished, it was explained at the O. D. T., because ships to those 
areas are “frozen” in their trade, with nothing to interfere with 
their orderly handling at the ports of call. 

In contrast, it was said, African ports, and particularly 
north African ports, were still subject to war-created condi- 
tions, with a heavy flow of traffic, and that it was necessary to 
continue the permit system in order that there might be no 
confusion or congestion. 


















oO. D. T. PERSONNEL 


Carroll Brown has been appointed acting director of the 
division of materials and equipment, Office of Defense Trans- 
portation. Mr. Brown, who has been assistant director since 
joining the O. D. T. in February, 1942, succeeds H. H. Kelly. 

Mr. Brown is an engineer by profession and was engineer 
of the Richmond, Va., airport before going to the O. D. T. He 
served with the late Joseph B. Eastman when the latter was 
cing coordinator of transportation. He resides in Cleveland, 

hio. 
















R. F. C. SALE OF RAIL LINE 


The Reconstruction Finance Corporation, designated by 
the Surplus Property Board as the disposal agency for surplus 
producers’ and capital goods, has announced that it is offering 
for sale a line of railroad track approximately five miles in 
length in Alcasieu parish, La. 

It said the line, including a 100-foot right-of-way, together 
with certain interchange, spur and side tracks, extended from 
a connection with a track owned by the Kansas City Southern 
Railway Co. at a point adjacent to U. S. highway 90, near 
West Lake, La. 

One of the conditions precedent to the sale of the line, said 
the R. F. C., was that the purchaser must agree to furnish com- 
mon carrier service at rates generally the same as those pres- 
ently in effect by common carriers serving Lake Charles. It 
said the purchaser also must agree to furnish complete infor- 
mation with.respect to the proposed methods of operating the 
line and to obtain, if required by law, the approval of state 
and federal bodies. , 

The R. F. C. said persons desiring further information re- 
garding the line might obtain details from its railroad division, 
Washington 25, D. C. 




























MILWAUKEE ROAD EQUIPMENT PURCHASE 
Federal Judge Michael L. Igoe, Chicago, on September 11 
granted authority to trustees of the Chicago, Milwaukee, St. 
Paul & Pacific Railroad to re-equip 550 automobile cars with 
Evans loaders, at an estimated cost of $127,600. 










REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Ninth Circuit.) In railroad’s 
action against freight forwarder under Interstate Commerce 
Act to recover freight undercharges, District Court had juris- 
diction under statute conferring jurisdiction of suits arising 
under any law regulating commerce. Jud. Code, Sec. 24(8), 
28 U. S. C. A. Sec. 41(8); Interstate Commerce Act, Sec. 6(7), 
49 U.S. C. A. Sec. 6(7). 

An appeal from judgment for railroad in its action against 
freight forwarder under Interstate Commerce Act to recover 
freight undercharges was within jurisdiction of Circuit Court 
of Appeals under statute. Jud. Code, Sec. 128, 28 U. S.C. A. 
Sec. 225; Interstate Commerce Act, Sec. 6(7), 49 U. S. C. A. 
Sec. 6(7). 

A railroad could recover from freight forwarder freight 
undercharges resulting from arrangement whereby railroad 
would furnish two 40-foot cars and would bill forwarder for 
one 50-foot car ostensibly ordered. Interstate Commerce Act, 
Sec. 6(7), 49 U. S. C. A. Sec. 6(7). 

In railroad’s action under section 6(7) of Part I of Inter- 
state Commerce Act against freight forwarder to recover 
freight undercharges resulting from arrangement whereby rail- 
road would furnish two 40-foot cars and charge for one 50-foot 
car ostensibly ordered, court was not in effect deprived of 
jurisdiction by section 419 of, Part IV of Act providing that no 
person shall be liable under act on account of any prior act in 
connection with establishment, etc., of rates of freight for- 
warders, or joint rates or divisions between freight forwarders 
and common carriers by motor vehicle. Interstate Commerce 
Act, Secs. 6(7), 419, 49 U. S. C. A. Sec. 6(7), 1019. (White vs. 
Atchison, T. & S. F. R. Company, 149 Fed. Rep. 2d 919.) 





(Circuit Court of Appeals, Eighth Circuit.) Where shipper 
and railroad agents conspired and erroneously classified cotton 
for a lower freight: rate, and, after shipper “prepaid” shipment 
consigned to himself, purchaser under an f. o. b. sale, paid 
drafts, presented bills of lading, and received cotton, purchaser 
became obligated to railroad to pay any uncollected balance of 
the freight charges, including the undercharges. Interstate 
Commerce Act Sec. 6(7), 49 U. S. C. A. Sec. 6(7). 

Where shipper and railroad agents conspired and erro- 
neously classified cotton for a lower freight rate, and, after 
shipment consigned to himself, purchaser under f. o. b. sale, 
paid drafts, presented bills of lading, and received cotton, pur- 
chaser was conclusively presumed to know the correct freight 
rate, and could not claim that it was deceived by false repre- 
sentations about the rate. Interstate Commerce Act Sec. 6(7), 
49 U.S. C. A. Sec. 6(7). (F. Burkhart Mfg. Co. vs. Fort Worth 
& D. C. Ry. Co., 149 Fed. Rep. 2d 909). 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Nebraska district, Norfolk division, at Norfolk. David 
Elwood Couchman was fined $150 and costs, August 24, follow- 
ing entry of his plea of guilty to an information charging him 
with operating as a motor common carrier of property in inter- 
state commerce without having on file a tariff naming rates 
for such transportation and with failing as an owner-driver 


to keep drivers’ logs as required by the Commission’s regula- 
tions. 


Cc. & W. I. VS. ERIE 


_The Chicago & Western Indiana Railroad Company’s suit 
against the Erie Railroad Company has been set for trial be- 
for Federal Judge Barnes of Chicago, on November 28. The 
suit, docketed as 379, was initiated in 1939. The C. & W. L 
seeks judgment for $114,071, together with costs, as the bal- 
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ance due on management expenses as provided under leases 
and agreements. 


ROCK ISLAND EQUIPMENT PURCHASE 


Federal Judge Sullivan of Chicago on September 7 granted 
the request of trustees of the Chicago, Rock Island & Pacific 
Railway Co. to place orders for 40,000 gross tons of new rails 
for 1946 delivery. 


GOODYEAR JUDGMENT AGAINST SANTA FE 


Federal Judge Michael L. Igoe on September 11 awarded 
a judgment for $95,364.44 to the Goodyear Aircraft Corporation 
against the Atchison, Topeka & Santa Fe Railway, for the loss 
of an observation balloon control car that was destroyed by 
ya — railroad car in the Mojave desert, Calif., in Novem- 
er, 1943. 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Nebraska.) The liability of a contract 
carrier, other than for negligence, for loss or damage to prop- 
erty being transported is a matter of contract between the 
parties. 

In the absence of a contract provision on the subject, a 
contract carrier is liable only for damage or loss occasioned 
by carrier’s negligence. 

The liability of a common carrier is in effect that of an 
insurer against loss from whatever cause, except an act of God, 
of the public enemy, or of the owner of the goods. 


When a contract carrier agrees to haul merchandise as 
directed by consignee, fact that initial haul is made by his 
agent who is a common carrier does not increase liability of 
contract carrier for loss or damage not occasioned by contract 
carrier’s negligence even though a bill of lading was issued by 
initial carrier. 

Where loss of merchandise was sustained while merchan- 
dise was in legal custody of contract carrier, but without neg- 
ligence on part of contract carrier, and there was nothing in 
contract between consignee and carrier to indicate an intent to 
make carrier an insurer of the goods, carrier was not liable for 
the loss. (Lincoln Drug Co. vs. Harman, 19 N. W. Rep. 2d 566.) 


Cc. S. M. F. B. Annual Meeting 


At the annual meeting of the board of directors and central 
committee of the Central States Motor Freight Bureau, Inc., 
held September 11 at the Palmer House, Chicago, Chester G. 
Moore was re-elected chairman of the board and general man- 
ager. Walter F. Mullady, president, Decatur Cartage Co., Chi- 
cago, was re-elected first vice-chairman. Al Mathews, president, 
Consolidated Freight Co., Saginaw, Mich., was elected second 
vice-chairman. E. G. Minor, vice-president, Western Trucking 
Co., Inc., St. Louis, was elected secretary. Ed. J. Buhner, presi- 
dent, Silver Fleet Motor Express, Inc., Louisville, was re-elected 
treasurer. 

The following were elected as directors or alternates for 
the indicated terms: 


Ohio: J. W. Dippie, Commercial Motor Freight, Inc., Columbus (3 
years); alternate, R. G. Boyd, Norwalk Truck Line Co., Norwalk; Max 
Bergman, Lyons Transportation Co., Inc., Cleveland (2); alternate, Bert 
Dickinson, B. & N. Transportation, Inc., Columbiana; J. B. Conroy, 
Haeckl’s Express, Inc., Hamilton (1); alternate, H. D. Franks, B. & F. 
Transfer Co., Wooster; R. L. Kellogg, Motor Express, Inc., Cleveland 
(1); alternate, H. J. Hall, H. J. Hall Trucking Co., Wadsworth; F. H. 
Thompson, Jr., Liberty Highway Co., Toledo (1); alternate, P. M. 
Shepherd,. Haeckl’s Express, Inc.; executive committee member, John 
Dippie. 

Eastern-central: M. J. Zimmerman, Freight, Inc., Akron; Owen O. 
Orr, Motor Cargo, Inc., Akron; alternate, P. G. Whitmore, Shippers 
Freight Forwarding Co., Akron. ; 

Louisville: H. C. Deutsch, Huber & Huber Motor Express, Louis- 
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ville (3); alternates, L. C. Wilson, Huber & Huber, and George Wood- 
yard, Huber & Huber; executive committee member, H. C. Deutsch. 

Indiana: E. J. Buhner, Silver Fleet Motor Express, Inc., Louis- 
ville, Ky. (3); alternate, Frank Gerlach, Commercial Motor Freight, 
Inc., Indianapolis; C. J. Pearson, General Motor Express, Inc., Indian- 
apolis (2); alternate, C. R. Whistler, Lafayette-Indianapolis Transit, 
Indianapolis; J. H. Adkins, Sr., Adkins Transfer Co., Indianpaolis (1); 
alternate, Leonard C. McDaniel, McDaniel Freight Lines, Crawfords- 
ville; E. Williams, O, I. M. Transit Corporation, Fort Wayne (1); alter- 
nate, E. W. Krause, Security Cartage Co., Fort Wayne; C. L. Jones, 
Clemans Truck Line, South Bend (1); alternate, C. E. McCauley, Tucker 
Freight Lines, South Bend; N. Clem Wickett, Motor Distributing Cor- 
poration, Richmond (1); alternate, Samuel Grant, J. A. Grant & Sons, 
Rensselaer; member of executive committee, Harry Growcock, Days 
Transfer, Elkhart. 

Michigan: L. D. Boulton, Kramer Bros. Freight Lines, Inc., De- 
troit (3); alternate, H. A. Fischer, Caldwell Motor Freight, Inc., De- 
troit; John Cooper, Holland Motor Express, Inc., Holland (2); alternate, 
John Van Dyke, Rooks Transfer Lines, Inc., Holland; J. Robert Cooper, 
Red Star Transit Co., Inc., Detroit (1); alternate, V. Parker, Red Star 
Transit Co., Inc., Detroit; A. F. Mathews, Consolidated Freight Co., 
Saginaw (1); alternate, A. C. Scott, George F. Alger Co., Detroit; 
member on executive committee and nominee for director-at-large, 
William J. Seitz, Michigan Motor Freight, Detroit. 

Pennsylvania: James Merriman, M. & H. Transportation Co., Pitts- 
burgh; Samuel Schreiber, Schreiber Trucking Co., Pittsburgh. 

St. Louis: E. G. Minor, Western Trucking Co., Inc., St. Louis; 
alternate, William Beech, Viking Freight Co., St. Louis; C. C. Feld- 
mann, Consolidated Forwarding Co., St. Louis; alternate, S. G. Rain, 
Anderson Motor Service Co., St. Louis; J. F. Walsh, Husmann & 
Roper Freight Lines; alternate, L. M. Dean, Lee Transportation Co.; 
executive committee member, E. G. Minor; nominee for director-at-large, 
C. F. Weilbacher. 

Illinois: Barney Cushman, Cushman Motor Delivery Co., Chicago 
(3); Harry F. Chaddick, American Transportation Co., Chicago (2); 
Carl H. Ozee, Hayes Freight Lines, Inc., Mattoon (2); Alex K. Scherer, 
Scherer Freight Lines, Ottawa (1); Walter F. Mullady, Decatur Cartage 
Co., Chicago (1); H. M. Sell, Keeshin Motor Express, Inc., Chicago (1); 
Charles Dohrn, Dohrn Transfer Co., Rock Island (1); Ernie Warskow, 
Lake Shore Motor Transit Lines, St. Joseph, Mich. (1); A. E. Sicilia, 
O. K. Motor Service, Chicago (1); executive committee member, Harry 
F. Chaddick; nominee for director-at-large, R. J. Olson. 

Wisconsin: C. John Viking, Webber Cartage Line, Inc., Waukegan, 
Till. (3); alternate, Hy Lewensohn, Checker Express Co., Milwaukee; 
Fred Leicht, Northern Transportation Co., Green Bay (2); alternate, 
George Bailey, Olson Transportation Co., Green Bay; Ed Dowe, Yellow 
Truck Lines, Inc., Madison (1); alternate, Herbert Ahlberg, Briggs 
Transfer Co., Eau Claire; executive committee member, Fred Leicht; 
nominee for director-at-large, John McGrath, Gateway City Transfer, 
La Crosse. 


Emergency Charge Resolution 


The meeting recommended to the board of directors the 
following: 


“That an emergency does exist in this territory by virtue of the 
fact that a large number of carriers are taking exception to the emer- 
gency charges, and that they take suitable action to remove the emer- 
gency charges or to advance the effective date of that supplement to 
January 1, 1946. 

‘“‘And that notwithstanding action taken by the board in advancing 
the expiration date that the standing rate committee is authorized to 
receive and consider without prejudice any dockets which propose re- 
tention of any portion of the emergency charges beyond January 1, 1946. 

“It is understood that this does not preclude the standing rate 
committee from receiving and considering any docket proposal which 
would have the effect of increasing revenue.’’ 


A resolution embodying the above proposals was adopted 
by the board of directors. 


AUTOMOTIVE COUNCIL DISSOLUTION 


The voluntary dissolution of the Automotive Council for 
War Production as of October 1 was announced September 16 
by its president, Alvan Macauley, Detroit. Formed immediately 
after Pearl Harbor, the council embraced a total of 654 manu- 
facturing companies, responsible for about one-quarter of the 
national output of weapons and material during the war. ‘The 
council was formed for the purpose of arming our country more 
effectively,” said Mr. Macauley, “and the termination of the 
council’s cooperative activities at this time is in keeping with 
both the letter and spirit of the charter that was drafted by 
the members when the organization was created. ... It is our 
hope that we may perform our productive and constructive 
parts in a period of peace and prosperity which may become 
the enduring pattern of human life.” 


U. S. RUBBER CO. ON NYLON 


A B-29 bomber tire used enough nylon cord to make 750 
pairs of sheer ladies’ hose, and military cut-back will speed 
the release of vast quantities of nylon for civilian use, accord- 
ing to Dr. Sidney M. Cadwell, assistant general manager of 
United States Rubber Co.’s tire division. Shortly after Pearl 
Harbor, the government allocated ten million pounds of nylon 
to the construction of airplane tires, Dr. Cadwell said. 









Chic 
the « 
mun 
Traf 
of tl 
of cc 
and 
rese’ 
upor 


mini 
ture 
pore 
ing 
bare 
20,0 
Ame 
as t 
few 
ther 
yeal 
mad 
are, 
are 
the 
extr 
the 
simi 
the 
rate 


that 
Mr. 
to ¢ 
effec 
eral 





RLY 


Wood- 
eutsch. 
Louis- 
‘reight, 
Indian- 
"ransit, 
lis (1); 
wfords- 
; alter- 
Jones, 
Tucker 
ig Cor- 
~ Sons, 
» Days 


c., De- 
ic., De- 
ernate, 
Cooper, 
ed Star 
ht Co., 
Yetroit; 
t-large, 


, Pitts- 


Louis; 
. Feld- 
+ Rain, 
lann & 
on Co.; 
't-large, 


Chicago 
g0 (2); 
scherer, 
Cartage 
igo (1); 
arskow, 
Sicilia, 
, Harry 


ukegan, 
vaukee; 
ternate, 

Yellow 

Briggs 
Leicht; 
ransfer, 


ors the 


» of the 
e emer- 
e emer- 
ment to 


ivancing 
rized to 
pose re- 
1, 1946. 
ng rate 
1 which 


idopted 


icil for 
aber 16 
diately 
manu- 
of the 
»,. “The 
‘y more 
of the 
1g with 
fted by 
t is our 
tructive 
become 


ake 750 
1 speed 
accord- 
ager of 
r Pearl 
f nylon 





September 15, 1945 


Heavy Loading Rate Cuts 


At Public Hearing of Traffic Executive Association on 
Proposal to Establish Higher Carload Weights Ship- 
pers Generally Suggest Higher Incentive Rates 
and Lower Minimum Weights; Most of 
Industries Approve Plan in Principle 


By N. C. HUDSON 


The Traffic Executive Association of the eastern railroads 

opened its public hearing Sept. 13 at the Palmer House, 
Chicago, on proposals to establish rates 10 per cent lower than 
the existing rates on domestic shipments of higher carload mini- 
mum weights of specified commodities in Official Territory (see 
Traffic World, September 1, p. 542). E. H. Burgess, chairman 
of the association, in opening the hearing declared that the list 
of commodities to which the proposals would apply is not closed, 
and that the figures set forth in the association’s proposals rep- 
resent the association’s first judgment and are tentative, based 
upon a study of the situation. 


Iron and Steel 


On the association’s proposal to establish a higher carload 
minimum of 100,000 pounds on iron and steel articles, manufac- 
tured, E. G. Plowman, vice-president, traffic, U. S. Steel Cor- 
poration, opened the discussion with a general statement. Dur- 
ing the last four years, he said, the railroads have obtained 
barely enough new cars to replace the old cars. There are 
20,000 old cars in bad order, requiring major repairs. The 
American railroads do not have as good a fleet of freight cars 
as they had before the war, and in 1946 the railroads will have 
fewer cars than in 1941. Inasmuch as 1946 may be a boom year, 
there may be fairly severe car shortage in the summer of that 
year. The rulings of the Office of Defense Transportation have 
made it possible for four cars to do the work of five cars. There 
are, he said, several possibilities: First, the O.D.T. orders, which 
are scheduled soon to expire, may be left in effect; secondly, 
the railroads could pay either the shippers or consignees the 
extra cost involved in the heavier loading of freight cars; thirdly, 
the railroads could raise all minimum weights generally and 
simultaneously without reducing freight rates; and fourthly, 
the railroads could adopt an incentive plan, offering reduced 
rates in return for the heavier loading of cars. 

The carriers are deserving of high praise for initiating steps 
that will make the O.D.T. rulings unnecessary or undesirable, 
Mr. Plowman said. He said that the possibilities of allowances 
to encourage heavier loading deserve more discussion. Every 
effort must be made to aid the railroads in maintaining op- 
erating efficiencies, said he. 

H. A. Hollopeter, speaking for the Continental Steel Cor- 
poration, said in part: 


We are not opposed to the principle of this plan, but we urge upon 
the carriers that your heavier loading proposal will not accomplish what 
you want. The heavier loading of iron and steel, and other commodi- 
ties, requires considerable additional shipping expense, plus an addi- 
tional inconvenience in unloading. The shippers do need an inducement 
to adopt heavier loading. 


Mr. Hollopeter said that one shipper had informed him that 
in the heavier loading of one freight car he had incurred extra 
costs of $63. 

The Central Freignt Association has a proposal docketed 
that would go fvriner than that now proposed, he said. It would 
provide for a 15 per cent reduction in rates for the first 50 per 
cent increase in weight, for all commodities. For the next 100 
per cent increase in loading, it would provide for another 25 
per cent reduction in rate. The carriers’ gross ton mile revenue 
would not be increased with heavier loading, he said, but the 
car mile revenue would be increased. 

The shippers are facing the need for economy measures, he 
said, and we must study not only the exact added cost to the 
shipper involved in heavier loading, but other disadvantages 
which the shipper will incur. 

While not opposed to the carriers’ proposal, Mr. Hollopeter 
said it should not be put into effect in the belief it is concurred 
in by those whom he represents. , 

In response to a question as to the Central Freight Asso- 
ciation proposal, Mr. Hollopeter said it was outlined in the 
bulletin of September 4, No. 3293, docketed as 78565. 

Frank B. Townsend, director of traffic, Minneapolis Traffic 
Association, said that the railroads could not have handled the 
war-time traffic without the benefit of O.D.T. 18-A. He said the 
need for higher loading in the future is indicated, but that the 
shippers cannot bear the higher costs involved, especially the 
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smaller shippers in the west. The benefits of heavier loading 
should be divided between the railroad and the shipper or con- 
signee, he said. 

In place of the association’s proposal for a 100,000-pound 
minimum for iron and steel, Mr. Townsend advocated a system 
of multiple minima, based on weights of 40,000, 60,000, and 
80,000 pounds. He continued: 


I am interested particularly in the industries in Duluth and the 
Twin Cities, which use much iron and steel. Our manufacturing has 
increased greatly during the war and we expect it will continue at 
higher levels. . . . The Cargill shipyards at Savage, Minn,, expect to 


continue to produce ships, and the war industries, generally, will turn 
to commercial business. _ 


Mr. Townsend proposed that such commodities as wire 
Should have a minimum of 60,000 pounds, and that other steel 
commodities should have a minimum of 80,000 pounds. Instead 
of a 10 per cent reduction in rates, he advocated a rate of 85 
per cent of the present carload rate. 

In 1939, he said, the average loading was 51 tons. By 1943, 
this had increased to 60.34 tons per car in the west, 58.29 tons 
in the east, and in the nation as a whole, was 58.41 tons. In 
1944, he said, the average was slightly lower. 


He was, he said, interested particularly in the rates on 
commercial steel. In Official Territory, the commercial steel 
rates average from 27.5 per cent to 32.5 per cent of first class, 
which is high in relation to the rates on pig iron, blooms, and 
billets, he said. He suggested that the carriers give first con- 
sideration to reducing the rates on manufactured iron and steel 
rather than the rates on billets, rails and rods. 


In his summary Mr. Townsend said that the railroads need 
to preserve the fullest loading of freight cars. O.D.T 18-A will 
expire in the near future. The shippers and consignees bear 
the burden of the additional expense involved in heavier load- 
ing. He again urged that a system of multiple minima be 
adopted. 

T. R. Bellmar, general traffic manager, Northwestern Steel 
& Wire. Co., said his company manufactures wire, wire nails, 
and a hundred other items from steel wire. He submitted to the 
association a copy of a letter he sent to jobbers on January 1, 
1945. Of the 50 jobbers receiving the letter, most of them 
answered that they favored’ increasing the minimum weights in 
return for receiving rate reductions. Loads of 80,000 pounds 
are about the most that can be obtained for wire products, Mr. 
Bellmar stated. His letter, entitled “Lower Distribution Costs 
Increase Volume and Extend Territories,” read in part: 


For years trading territories of jobbers have been shrinking. But 
the cost of doing business hasn’t shrunk. The jobbers’ average cost of 
doing business is approximately 22 per cent, and 50 per cent of this is 
transportation and distribution. To save distribution costs, the jobber 
has turned to trucks. . . . Now motor carriers may be economical for 
mixed merchandise and short distances, but how is it motor carriers 
have successfully competed with railroads for heavy tonnage? The 
railroads ... instead of stressing low costs and large volume movement 
which is profitable to them even at low rates, (have) repeatedly re- 
duced carload minimum weights in attempting to compete with the 
small volume, high cost trucker. ... 

Higher carload minimums and lower rates is something which 
would decrease the jobbers’ overhead and increase trade territory. It 
is something which would also lower railroad handling costs, switching, 
billing, car use, etc. Double carload minimums and make rates which 
will save jobbers’ overhead and with which trucks can’t compete on 
heavy tonnage items like nails, wire, bale ties, and fencing. 

On lighter loading bulky merchandise such as radios, the jobber 
orders a big van-load and saves nothing under the rail freight rate. 
Why not some rate concessions for use of large box cars or two cars 
for one instead of the usual penalties? Again this would defeat truck 
competition and decrease jobber overhead. Jobbers, manufacturers, and 
railroads alike can expect only the keenest of competition in the post- 
war period. The ultimate consumer will be king. Lower rates, larger 
volume, lower distribution costs are needed to reach the consumer and 
make him buy in quantities large enough to keep us all prosperous. 


A. Randall, traffic manager, Continental Roll & Steel 
Foundry Co., East Chicago, Ind., was the next speaker. His 
Company, he said, which manufactures steel castings and other 
commodities, started heavier loading before the O.D.T. 18-A 
order was issued. During the first six months of 1945, he said, 
his company averaged loads of 42.5 tons for steel castings; 
53.5 per cent of the loadings were over 80,000 pounds, said he. 

E. G. Stewart, traffic manager, Lukens Steel Co., Coates- 
ville, Pa., the next speaker, opposed the association proposal. 
“Our commodities do not lend themselves to heavier loading,” 
he said, suggesting that the proposals be withdrawn. During 
the war, his company attained at the peak an average loadin 
of 52 tons per car, but is now back to a normal basis of 40-4 
tons per car. “I oppose any increase in the carload minimum,” 
he stated. 

H. C. Crawford, general traffic manager, Bethlehem Steel 
Co., had prepared a paper on the proposal, which was read. The 
statement said in part that the proposal would do violence to 
































































































































































































































































































































682 


the manufacture, sale and distribution of iron and steel articles. 
The proposal was initiated by the railroads so that they might 
retain the benefits of the heavier loading introduced during the 
war. 
rates and is unalterably opposed to the proposition. The car- 
riers, in setting the minimum at 100,000 pounds, have set an 
absolute ceiling for some items, and have far exceeded the 
possible minimums for other items, such as wire, and pipe. 
Many commodities, said Mr. Crawford, are shipped in 
standard packages, but iron and steel moves in a wide variety 
of shapes and dimensions, and is loaded in various types of 
cars. Many iron and steel items cannot be combined in a car 
with other items, without damaging the shipment. He did not 
oppose heavier loads, he said, believing that such loads would 
prevail where possible. The present proposal, he said, would 
increase the carriers’ revenue, but any rate reduction to the 
shippers would more than offset certain disadvantages, such as: 


1. Extra handling and extra storage requirements at the mills. 

2. Complications of invoicing would be vast. 

3. Small single-purpose mills would be unable to build up a heavy 
load at the lower rate. 

4. The relationship in rates applying to manufactured steel articles 
and semi-manufactured products is important. In certain cases under 
the present proposal, the rates on the latter would be lower than those 
on the former. 

5. Fabricators located at or near the mills would be at a dis- 
advantage to fabricators located near the final destination. 

6. There would arise difficult problems of transit. 

7. The small producer and small buyer who cannot handle more 
than 40,000-50,000 pounds would be discriminated against. 


To summarize, Mr. Crawford said that while he believes 
in heavier loading, he. is opposed to the dual basis of rates. 
The present proposal would disturb present commercial prac- 
tices, would seriously handicap the smaller producers and buy- 
ers, and would require a considerable increase in storage space. 

A spokesman for the fabricators stated that the previous 
speaker had expressed the fabricators’ viewpoint perfectly. 
“We want to see the carriers get as much tonnage in each car 
as is commercially possible, but a minimum of 100,000 pounds 
is too high,” he said. 

H. H. Huston, representing the American Can Co., said his 
firm was interested particularly in tin plate. He said, in part: 


Prior to the war, our loading of tin plate averaged about 80,000 
pounds. We are heartily in favor of the carriers’ proposal. ... It would 
increase the car mile revenue 25 per cent, for the railroad would load 
in four cars what it normally loads in five cars. We have a substantial 
between-factory movement during the canning season. The incentive 
of a 10 per cent reduction as proposed would encourage us to load such 
movements to 100,000 pounds. 


Tin plate, he said, was sold not at a delivered price, but 
F.O.B. mill. 

W. E. Fowler, general traffic manager, Youngstown Sheet 
& Tube Co., outlined the position of his company in part as 
follows: 


This proposal . . . has been given very careful consideration by 
our company. We think the 100,000 pound minimum is entirely too 
high and do not believe it is practical for iron and steel and especially 
so since this minimum would increase above 100,000 pounds when longer 
than standard cars are used. 

During the war period . . . our average car loading of ordinary 
commercial steel did not reach 50 tons. During this period orders were 
larger than usual and the type of steel shipped was entirely different 
than during peace time. ... 

Pipe and tubular goods, which represent almost 40 per cent of our 
carload shipments, cannot, except in rare cases, be loaded up to 100,000 
pounds for several reasons. ... 

As an indication of how difficult it is to reach a loading of 100,000 
pounds I give you below the average loading of different kinds of steel 
shipped from our plants during the first six months of 1945 under war- 
time conditions when there was every incentive to load heavily and 
every opportunity to load heavily because of the large orders for thou- 
sands of tons of steel products: 


(I I oad. 416.01: sbi Sie are. bi esiersiadi bia’ eid 9:ave-ord.ofeWiele wien 36.3 tons 
IESG TS SESSION TREC RRR Br aa a ne a Ee ee er eT 46 tons 
RRS ERG I 2 ETA ete oe a ee eT ee eT et 52 tons 
Teme, WHATS WINE TROTOROME DOOGUCES.... occ ccc cece cecccccccwcscnes 46 tons 
Ss, Me NEI 5.0.0.6: 0 .0:0:55010:0.8:6,6-4.0:0 0: 6:0100:0 50-60d,0 0100 swe 62 tons 
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For the year 1944 our average carload of all kinds of steel was 
44.6 tons and bear in mind that this includes a large number of car- 
loads of plates and semi-finished steel. . . 


We recognize the extreme desirability of continuing heavy car 
loading from the railroad standpoint. We also recognize the effect the 
continuance of heavy car loading might have on the future freight rate 
structure. However, in view of our own experience in loading, we 
believe our figures show that 100,000 pounds is too high and we also 
believe that any dual minimum which might be established for iron 
and steel would cause so many complications in the commercial rela- 
tions between steel companies and their customers that it would be of 
no particular benefit to the steci industry... . 


To a question asked of the chairman, Mr. Burgess replied 
that the proposal coniemplates the loading of standard cars 


Bethlehem has always resisted a dual basis of freight 


TRAFFIC WORLD 


as described in the classifications. Mr. Fowler, replying to a 
question by Mr. Burgess, said that if the figures were reduced 
to an 85,000-pound minimum and a rate reduction of 15 per 
cent, “we would want to study the matter.” 


W. F. Morris, Jr., speaking for U. S. Steel, said: 


We are 100 per cent in favor of the carriers’ proposal. We under- 
stand that the 100,000-pound minimum is tentative, and that the car- 
riers do not expect the impossible of the shipper. We use different 
rates according to weight in water transportation. With the modifica- 
tions that will be made, we are with the railroads 100 per cent. 


J. A. Brough, traffic manager, Crane Co., said his company 
was very much in favor of the proposal as presented by Mr. 
Burgess. He said the buyer was entitled to some of the benefits 
of heavier loading, as were the seller and carrier. 

Merle D. Perry, general traffic manager, Pittsburgh Screw 
& Bolt Corporation, said his company had considered a mini- 
mum of 60,000 pounds. He said he didn’t see how it would be 
possible to reach the 100.000-pound minimum. Car loadings of 
his company averaged about 43,000 tons, he said. To a question 
from Mr. Burgess as to whether receivers would be inclined 
to accept larger loads at a reduced selling price, Mr. Perry 
answered that a survey of the jobbers showed the answer was 
in the negative. Jobbers want to keep down their inventories. 

C. W. Gottschalk, general traffic manager, Jones & Laugh- 
lin Steel Corporation, said: 


We feel the iron and steel rates are too high. We favor the pro- 
posal in principle, but feel the 100,000-pound minimum is too high. 
The heavy loading during the war, accounted for by tremendous war 
orders, is not likely to continue in peace. Heavy loading of some 
materials results in damage and hazard. If the proposal is adopted, 
we would favor a minimum of 80,000 pounds. 


R. K. Keas, traffic manager, Laclede Steel Co., asked Mr. 
Burgess about switching rates on iron and steel. and the chair- 
_ answered that, though it had not been considered, it would 

C. Hershey, traffic manager, Worth Steel Co., said he ap- 
proved of the position presented by Bethlehem. He said he 
spoke for the smaller steel companies, and had written Mr. 
Burgess September 6. opposing the provosal because it would 
be unfair to the smaller producers and receivers, and would 
discriminate in favor of the large consumers and manufactuers, 
who would be in a position to load mixed carloads. “Though we 
always try to load to the limit, our average load runs about 45 
tons to the car,” he said. 

F. F. Morton, speaking for Fisher Body, said that the car- 
riers should be commended for their proposal of incentive load- 
ing. 

Michael F. Douzherty. Sharon Steel Corporation, said his 
company appreciated the carriers’ timely proposal, but that he 
wanted the differential rate to fully compensate the shipper 
for the extra storage costs that would be involved. 

H. D. Rhodehouse, general traffic manager, Republic Steel 
Corporation, said that he favored the general proposal. but that 
he opposed the minimum weight and the rate reduction pro- 
posed. “A weieht of 100.000 nounds is imnossible for many 
commodities. The cost of loading and bracing in accordance 
with loading rules is very high. I suggest a minimum of 80,000 
pounds, and an incentive rate reduction of more than 10 per 
cent.” 

Stating that his firm was a large fabricator of light struc- 
tural steel, he brought up the attitude of the Commission to the 
pronosal. The Commission in the past has onnosed such dual 


_minima, he said. but under circumstances where the shippers 


proposed it and the carriers onposed. Mr. Rhodehouse, in an- 
swer to a avestion from the chair, said he advocated a mini- 
mum of 80 000 pounds, and a rate reduction totaling 85 per cent 
of the present rate. The carriers. he said, should consider 
means and devices which would aid the carriers to achieve 
heavier loading, as the Evans loader has done for auto cars. 

George W. Hamilton, traffic manager, Seeger-Sunbeam 
Corporation, said his company favored the proposal in principle. 


Butter and Cheese 


First speaker to address himself to the association’s pro- 
posal to establish a minimum of 50,000 pounds for butter and 
cheese was E. F. Scott, appearing for the American Butter 
Institute and the National Butter & Egg Association. ‘The pro- 
posed minimum is so impractical that most of our members 
would not reply to our queries on the matter,” he said. Due to 
the large number of small plants throughout the United States, 
and the variation of the producing seasons, most companies 
would find it impossible to load 50.000 pounds except for two 
or three weeks of the year. Any change in the minimum at 
this time, when O.P.A. ceilings are in effect. would disrupt the 
marketing of butter, he said. The greatest objection lies in the 
impossibility of loading to the minimum. Jobbers and distribu- 
tors have insufficient cooler space to accommodate such ship- 
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ments. Besides, 50,000-pound loads of butter will not carry 
safely, he said. Mr. Scott proposed a minimum not higher than 
30,000 pounds, announcing that on this point he spoke only for 
himself. 

W. H. Ott, general traffic manager, Kraft Cheese Co., said 
that time did not permit the cheese industry to voice a uniform 
opinion on the proposal. “I look with favor on the dual minima 
principal,” he said. “Bulk American cheese won’t load more 
than 40,000 pounds in a standard car. Package cheese would 
go to 60,000 pounds if there were a rate inducement.” 

Mr. Ott suggested retention of the 24,000 minimum and 
establishment of a 40,000 minimum for bulk, and higher for 
other cheeses. The 10 per cent rate reduction proposed, he said, 
was entirely inadequate to compensate for higher loading, stor- 
ing and packing costs. 

Harry L. Baker, traffic manager, Shefford Cheese Co., Inc., 
spoke in favor of a minimum of 40,000 pounds. 

L. Z. Whitbeck, traffic manager, Great Atlantic & Pacific 
Tea Co., suggested a minimum on butter of 30,000 pounds, and 
a minimum on cheese of 40,000 pounds. 

C. S. Decker, Borden Co., concurred in the minimum weight 
for cheese as suggested by Messrs. Ott and Whitbeck, as being 
practical commercially. Other speakers concurred in the 40,000- 
pound minimum for cheese, stating the impossibility of obtaining 
heavier loading cheese in loaf form. Even loads of 40,000 pounds 
bring the load up to the roof and hamper adequate air circula- 
tion, it was said. 

Mr. Talley, assistant traffic manager, Swift & Co., said he 
supported Mr. Scott’s statement, and that his company opposed 
a dual rate. Small producers of butter would have to accumulate 
the butter for two to four weeks before they could attain the 
minimum, and the product would be too old, he said. He pro- 
posed one rate and one minimum to enable all the shippers and 
receivers to receive identical treatment. 

A spokesman for Cudahy stated that Mr. Scott’s presenta- 
tion covered his views and that he agreed with the previous 
speaker in opposing dual minimums. He stated that cheese could 
take a 36,000-pound minimum, but he proposed an incentive 
rate about 25 per cent under the present rate. 

L. A. Newell, Armour & Co., opposed the 50,000-pound 
minimum for butter and cheese as impractical. “We have had 
complaints on heavy loading during the war,” he said. “We 
favor salvaging all the benefits possible from heavier loading. 
We oppose a dual minima, and favor one minimum for butter, 
and one for cheese.” 

Mr. Newell suggested a 30,000-pound minimum for butter, 
and a 30-36,000 pound minimum for cheese, and that the rate 
reduction for heavier loads should be 25 per cent. 

M. A. O’Connor, Wilson & Co., favored a 30,000-pound mini- 
mum for both cheese and butter. 


Canned Milk, Canned Goods 


Following a recess for luncheon, the hearing resumed to 
consider the association’s proposal to establish a minimum of 
70,000 pounds for canned milk and canned goods. 

E. S. DePass, director of traffic for the milk association, 
said that, unlike the iron and steel industry, the proposal of the 
railroads is non-controversial on his industry, all being in accord 
among themselves, and with the rest of the canning industry. 
He said in part: 


Average car loading has increased enormously during the war, but 
it will fall with the coming of peace unless a substantial incentive is 
offered. From the shipper’s viewpoint, more sales effort and grief is 
involved in loading cars heavier than 36,000-40,000 pounds. We suggest 
a more liberal rate reduction than the 10 per cent proposed. ... All 
of the expenses and grief involved in heavier loading is placed on 
the shippers. 


B. M. Angell, speaking for the Canned Goods Shippers Con- 
ference, embracing practically all the canners in the United 
States, said his conference had met three times to consider the 
railroads’ proposal, adding: 


Having given consideration to the subject matter and appreciating 
the economical benefits derived from heaviest practical loading of 
railway cars, we feel that the carriers may continue to enjoy such 
benefits provided proper dual minima rates are established which may 
not basically affect the carriers’ revenue per gross ton mile but as 
will increase the carriers’ revenue per car... . 

An analysis of dual minima rates on canned goods throughout the 
United States discloses that while there does not appear to be any 
fixed relationship between the different minimas, such as 60,000 pounds 
alternating with rates at 36,000 or 40,000 pounds (as the case may be) 
reflects a range of 89 per cent to 57 per cent of such prevailing at the 
basic minimas of 36,000 or 40,000 pounds, and the general average 
higher minima rates reflect approximately 78 per cent of the lower 
minima rates. 

While the prevailing tariff basic minimas are 36,000 or 40,000 pounds, 
the actual loading of canned goods originated by all carriers in the 
United States averaged for the pre-war 1939 and the war year of 1943 
as follows: 
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--Average Loading per Car— 


Originating in: 1939 1943 
a a ay ora 43,940 65,360 
SEER POE 5k ochre sds ssn casas eens 44,320 65,440 
Hast GF Miasiasinnl Rivers... . 2... cccccccvce 44,140 65,400 


West OF MEIRMASIO! TAVCR.. 0.55.50 0500:.00.00:00 58,000 69,200 

Dual minima rates have chiefly prevailed west of the Mississippi 
River which is reflected in the heavier average loading per car, both 
in the pre-war year of 1939 and war year of 1943, therefore, it is clearly 
exhibited that dual minima rates have maintained heaviest car loading 
to an average substantially that of the higher minima. 

As to the proper relationship of dual minima rates, there appears 
to be many theories; however, such a relationship as well not basically 
affect the carriers’ gross revenue per ton mile but would increase the 
carriers’ revenue per car is that found in the so-called ‘‘Lorenze For- 
mula’ as expounded upon and applied in the Western Cement Rate 
Case, 48 I. C. C. 201, 209. 

Observing such a formula in connection with basic minima rates, 
and actually applying the formula to 40,000 pounds as basic minima, 
such would produce for the minimas shown below, rates reflecting the 
following per cents of the basic minima rates. 


Minimum Per Cent of Basic Rate 
LENS ee eer rere 100 per cent 
NS ay srsSalncupumiatocweeaeakuhe son senna eau 88.25 per cent 
DR is isd anche mae Raa ae aOR mast aAce Spin 79 per cent 
DTK G5.5.05.$0065 sa0eenke pass saeewaeh eae deasn 7 per cent 
WE bic iisho 660655 kw eddesbacowbaob eed hewn 71.5 per cent 
80,000 


Saisie mie lbledkin ke webb Tekken wee ada aimee aA 65 per cent 

... The over-all safe loading quantity under general circumstances 
is 60,000 pounds, and considering all types of cars, such quantity at 
times exceeds the maximum quantity as may physically be loaded. The 
minimum weight of 60,000 pounds has heretofore been recognized by 
ae as the over-all safe loading quantity of general canned 
goods. 

After having given consideration to the facts recited, territorial 
committees representing each territory were appointed to prepare and 
submit to the respective carriers the findings and proposal of the 
general canned goods shippers, therefore, the committee for Official 
Territory submits the following: 

The rail carriers should establish on canned goods . . for appli- 
cation within Official Territory and from points in Official Territory 
to points in all other territories (except to Transcontinental Territory) 
rates at minimum 60,000 pounds no higher than 85 per cent of basic 
rates (as applicable to minimum of 36,000 or 40,000 pounds, as the case 
may be) provided, however, that where present dual minima rates at 
the higher minima reflects less than 85 per cent of the lower basic 
minima rates, such relationship shall not be changed nor the higher 
minima rates be increased . : 

Dual minimum iates (those for application to the higher minimum 
weights) shall be subject to the same classification rules and exceptions 
and the same terminal or transit privileges or services as are applicable 
in connection with the basic minimum rates. 

This proposal does not condemn the establishment of dual minima 
rates for minima higher than 60,000 pounds where transportation 
conditions and other factors, including short hauls, justify, provided, 
however, dual minima rates for minimas higher than 60,000 pounds 


shall as maximum substantially reflect the following per cents of basic 
minima rates: 


Minimum Per Cent of Basic Rate 
EET Nanaia Ph earner aakseawes cake eeee sone 80 per cent 
MEY B36 sss6an¥e Sass MRO Ree as Bane CeeaeRe 76.5 per cent 
ae canie ki cine o as de Sa nuebeochakekaueaouee 70 per cent 


While the ‘‘Lorenze Formula’ for minimum 60,000 pounds in rela- 
tionship to basic rates at minimum 40,000 pounds results in the higher 
minimum rates reflecting approximately 80 per cent of basic minima 
rates, the general representative canned goods shippers recognize that 
application of such formula in connection with tariff minimum rather 
than actual loading would tend to affect the carriers’ revenue per gross 
ton mile, consequently, to avoid such effect, it was concluded to that 
extent to depart from the ‘‘Lorenze Formula’’ and apply 85 per cent 
rather than 80 per cent to thereby give consideration to actual car 
loading rather than to tariff minimum. 


__ Speaking on canned meats, Mr. Newell of Armour & Co. 
said he favored increased loading at reasonable minima that 
would be adjusted to demands of the trade. He proposed a 
minimum of 60,000 pounds and a reduction in the rate of 25 per 
cent. “I have,” he said, “a simple formula. If the minimum 
is increased, the shippers are entitled to one-half the saving.” 

Mr. Talley of Swift & Co. said that Swift’s is opposed to a 
dual basis of rates because it affects market conditions and be- 
cause it discriminates against some shippers. 

A spokesman for the Bowman Dairy Co. of Chicago sug- 
gested that 56,000 pounds is the maximum weight of powdered 
or dried milk in barrels that can be loaded. 


Hides, Green Salted 


Speaking on the carrier proposal to establish a minimum 
carload weight of 70,000 pounds for hides, John Orr, general 
traffic manager, United States Leather Co., and spokesman for 
most of the tanners in the country, said that the proposal is 
practical for the tanning industry. 


We first opposed O. D. T.-18, but found that many cars went to 
the maximum or over with no apparent damage to the hides. We have 
considered the extra costs of loading and unloading, but believe a fair 
reduction in rates would take care of this. Several tanners believe and 
suggest a rate of 85 per cent of the present rate, for a minimum of 
60,000 pounds, and a rate of 75 per cent for 80,000 pounds. 
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A. J. Dittmer, traffic manager, Gutmann & Co., represent- 
ing those tanners of uppers, concurred in Mr. Orr’s statement. 
He said in part: 


The proposal before us is not exactly practicable. Tne Western 
Trunk Line proposal might work well. We use lighter hides, and could 
easily make a 60,000 minimum, and have made as high as 90,000 pounds. 
The railroads should also consider minimums for other commodities 


used in the canning industry, which he have loaded as high as 100,000 
pounds. 


Mr. Dittmer proposed a rate of 85 per cent of the present 
rate for 40,000 pounds, and 75 per cent for 60,000 pounds. 

R. A. Ellison, traffic manager, American Oak Leather Co., 
said he wished to subscribe to Mr. Orr’s statement. 

Mr. Newell, speaking for Armour’s, said his company op- 
posed dual minima. He advocated a minimum of 50,000. If 
60,000 pounds is found practicable, it would call for a 30 per 
cent reduction in rates, he said. “Our greatest difficulty is 
getting equipment. In warm weather it is impossible to load 
hides in steel-roofed cars. A 50,000 minimum could be made 
practicable.” 

Mr. O’Connor of Wilson & Co. said: “There isan optimistic 
feeling here that these good times will last forever. But I re- 
member 10 or 12 years ago, the talk wasn’t of heavier mini- 
mums. We must consider the small pack.nghouses. Our men 
who load cars object to the heavier loading. I suggest that a 
45,000 pound minimum would be practicable.” 

John H. C. Kirk, traffic manager, Darling & Co., said that 
his company averaged loadings of 55,000 pounds. “We couldn’t 
take a minimum of 70,000 pounds, with the increased cost of 
loading it would involve,” said he. 


Soap and Washing Compounds 


Speaking on the carrier proposal to establish a carload 
minimum of 70,000 pounds for soap and washing compounds, 
F. L. Partridge, traffic manager, Burlington Shippers Associa- 
tion, Inc., and spokesmen for shippers in Ottumwa and Keokuk, 
Iowa, said in part: 

We have gained considerable knowledge from the O. D. T. loading 
requirements. But the war is over. If there is a need for heavier 
loading, I would suggest the O. D. T. weights prevail for six months. 
We in the small-industry territory cannot absorb the heavier minimums. 
We oppose dual minimum rates and weights. I believe the Commission 
would not look with favor on a dual system that would discriminate 
against the smaller companies. Under heavier loading, claim rates have 
increased. I represent’ the Iowa Soap Co. War-time experience has 
demonstrated the impossibility of loading 70,000 pounds of flake soap 
in a car. . . . Heavier loading is not practicable in the post-war period. 
In the near future the railroads are going to have plenty of good 
equipment available. 

A spokesmen for Cudahy Packing Co. said that today his 
company is complying with O.D.T. regulations. Loading 72,000 
pounds of cleaning powder in a car has cost the company up 
to $30 per car additional costs, he said. ‘We oppose dual 
minima and dual rates. If you go to 60,000 pounds, it means 
the customer must take that, at a lower price. Damages in 
heavier loading have been high. We cannot get more than 
40,000 pounds of barreled granulated soap in a car. We suggest 
one rate on 40,000 pounds.” 

W. E. Willey, traffic manager, Procter & Gamble Co., said: 


We have no objection to the carriers’ proposal. We are not enthus- 
iatsic about it, and do not believe it will achieve its objective. We 
could comply with O. D. T. 18 only by placing orders from two to 18 
customers in one car. We are fearful of the impact of such a’ change 
on our business. 


Mr. Talley of Swift & Co. said his company opposed a 
70,000 pound minimum for soap, regardless of the rate incen- 
tive, because it is impossible to load to that weight. 

Mr. Newell of Armour agreed that a minimum of 70,000 
pounds is out of the question. He said his company would be 
willing to try out a 50,000-pound minimum with an appropriate 
reduction in rates, of about 20 per cent. 


E. G. Lindberg, traffic manager, Climalene Co., said: 

We have increased the carload minimum under O. D. T. We have 
found that loading expenses have increased, but the heavier loading 
has been helpful to our business. 


He suggested the following minimums and rates: 


Minimum Per Cent of Base Rate 
I ists sAaliteas 5c Gla pig Dats bar x kere ork Sina GATOR 90 per cent 
RN a fatdt ns Glatn tare! ae. 4l6r8 0s skims ain Tain Nerang wise cavk(ulesaiadesorand ce eeaee 85 per cent 
MN Rich ih old a1 5-50 Ag brawindiedeukip san sida wmee sae 80 per cent 


Mr. Lindberg said the carriers should retain the 36,000- 
pound minimum. To a question from the chair, he replied that 
the heavier loading of merchandise has given the salesmen an 
incentive to seek out more business. 

Robert E. Keith, traffic manager, Colgate-Palmolive-Peet 
Co.’s plant at Jeffersonville, Ind., said: 
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We are not enthusiastic about the present proposal. We feel the 
10 per cent rate reduction is not a sufficient incentive to adopt heavier 
loading. The Western Trunk Line proposal of graduated minimums 


would be better. If we had two or three stops, we could increase our 
loads. 


A shipper’s representative from Philadelphia said his com- 
pany favored the carriers’ proposal “if we be permitted to issue 
two bills of lading on each car, making one stop-off on each 
bill of lading.” 

To a question from Mr. Burgess as to whether the dual 
minima had created any sales difficulties, several shippers’ 
representatives answered in the negative. Mr. Burgess thanked 


all 7 spoke, and adjourned the hearing until 10 a. m. Septem- 
ber 


Government Reorganization 


In a statement filed with the House committee on expend- 
itures in executive departments after the committee had held 
hearings on H. R. 3325, the Manasco bill providing for reor- 
ganization of federal government agencies (see Traffic World, 
Sept. 8, p. 602), the National Industrial Traffic League, through 
A. H. Schwietert, of Chicago, chairman of the League’s special 
committee on reorganization of executive departments of the 
U. S. government, said it had no objection to the bill as intro- 
duced, since it contained a provision exempting from any re- 
organization plan the Interstate Commerce Commission, the 
Maritime Commission and 19 other agencies. 

“However,” said the League, ‘‘we understand that recom- 
mendations have been made and that testimony has been sub- 
mitted to your committee urging the elimination of the excep- 
tions thereby placing all agencies, including the Interstate 
Commerce Commiss.on and the Maritime Commission within 
the provisions of the bill and subject to reorganization as pro- 
vided for therein. 

“to this the National Industrial Traffic League strongly 
objects, believing that the best interests of the public, the trans- 
portation agencies and the shippers of the country will be 
served by a continuation of these agencies under the authority 
and direction of the Congress without any interference from 
the executive branch of the government.” 

In his statement Mr. Schwietert recalled that on the occa- 
sion of the semi-centennial of the Commission in 1937 public 
officials and representatives of industry, of the carriers and of 
labor had paid high tribute to ‘the fair, impartial and intel- 
ligent manner in which the Commission had carried on the 
duties assigned to it.” 

“Much of the success of the Commission,” he continued, 
“was attributed to the fact that it was an independent agency 
of Congress not subject to political or executive control, and 
throughout the proceedings there was vigorous protest to any 
change being made in this independent status.” 

After observing that proposals to place all or a part of 
the Commission’s functions under jurisdiction of a department 
in the executive branch of the government had been opposed 
by the League in 1921, 1923, 1925, 1933 and 1938, and that 
Congress had at all times refrained from interferring with the 
“interworkings” of the Commission, Mr. Schwietert said that 
shipper preference for absolute independence of the Commis- 
sion of any political influence did not denote any reflection on 
any executive officer of the government, but signified ‘the de- 
sire of the public to have the activities of the Commission just 
as independent from political or administrative influence as 
are the deliberations of the Supreme Court of the United 
States.” 


Supreme Court Decision Cited 


Mr. Schwietert said that the commissions created by Con- 
gress, deriving their power from the “commerce clause” of the 
Constitution, had been regarded by the courts as agents of the 
Congress and not as agencies of the executive branch of the 
government. He quoted from the opinion written by Justice 
Sutherland for a unanimous Supreme Court in Humphrey’s 
Executor vs. United States, 295 U. S. 602, in which the court 
reviewed the powers and duties of the Federal Trade Commis- 
sion and held that Congress had not intended removal from 
office (by the President) of a member of that commission ex- 
cept on grounds of “inefficiency, neglect of duty or malfeasance 
in office.” 

Justice Sutherland, in that opinion, said that members of 
the F. T. C., “like the Interstate Commerce Commission,” were 
called on to exercise the trained judgment of a body of experts, 
appointed by law and informed by experience, and referred to 
debates in Congress on the bill by which the F. T. C. was 
created. He added that “the debates in both houses demon- 
strate that the prevailing view was that the commission was 
not to be ‘subject to anybody in the government but. . . only 
to the people of the United States,’ free from ‘political domina- 
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tion or control,’ or the ‘probability or possibility of such a 
thing;’ to be ‘separate and apart from any existing department 
of the government—not subject to the orders of the President.’ ”’ 

“The decision of the Supreme Court in the Humphrey 
case,”’ said Mr. Schwietert, ‘“‘should be borne constantly in mind 
when it comes to determining what legislation, if any, should 
be enacted in reorganizing the various departments of the 
United States government, particularly as they affect agencies 
such as the Interstate Commerce Commission, the Maritime 
Commission, et cetera... .” 

Mr. Schwietert pointed out that the House interstate com- 
merce committee had undertaken an investigation of “the en- 
tire transportation situation” and would, “without question, 
make legislative recommendations based thereon. 

“No change in the present organization or functioning of 
the Interstate Commerce Commission, the Maritime Commis- 
sion and other agencies dealing with transportation subjects 
should be made pending the investigation by the interstate and 
foreign commerce committee of the House,” he added. “No 
good purpose would appear to be served by attempting a revi- 
sion now of the functions of the Commission and it would seem 
best to wait until the interstate and foreign commerce commit- 
tee has completed its study to decide whether or not any 
changes may be necessary.” 





Keeler on Bulwinkle Bill 


Shippers and railroads, formerly bitter opponents over 
freight rates, today are standing together in a fight to prevent 
return of cut-throat competition, John B. Keeler, president of the 
National Industrial Traffic League, stated when he appeared as 
guest speaker September 9 on the Union Pacific Railroad’s radio 
program, “Your America,” Mr. Keeler said in part: 


The day of railroads attempting to extract the last possible dollar 
from the shipper, regardless of its effects on the shipper’s business, 
and of the shipper attempting to force rates down to a point which 
brings no profit to the railroad has long since passed. And the traffic 
manager who fails to recognize this is not serving the best interest 
of his employer. 

The National Industrial Traffic League... years ago worked out 
with the traffic executives of the railroads a plan under which rate 
proposals of both the railroads and shippers are placed on public 
dockets and hearing accorded by the rate committees of the railroads 
to any interested party. 

In this way all interested are apprised of proposed changes in 
rates and given a full opportunity to be heard with regard thereto. 
This plan has worked well for many years and both shippers and 
carriers want it continued. 

However, an anti-trust suit instituted by the United States Depart- 
ment of Justice seriously threatens the continuance of this procedure. 
The N. I. T. L. has protested this action by the department as have 
individual shippers all over the country. 

A bill, known as the Bulwinkle Bill, now is pending in Congress 
and this bill would permit continuance of the present rate procedure 
which has workea so well on behalf of both shippers and railroads. 
Subject to certain amendments sponsored by the League and agreed 
to by the railroads and other transportation agencies, the Bulwinkle 
Bill has the support of both shippers and carriers and it is hoped it 
will be enacted into law at this session of Congress....’”’ 


Mr. Keeler in his talk described the functions of traffic 
managers for the carriers and shippers. 


Light Metals Future and Rates 


A recommendation that action be taken to obtain a revision 
of freight rates fér the light-metals industry was made this 
week by the surplus war property subcommittee of the Senate 
special committee to study problems of American small busi- 
ness in a report submitted to the Senate. The committee, dis- 
cussing the matter of freight rates, said: 


Domestic freight rates on raw materials, aluminum, magnesium, 
and fabricated products are unfavorable to the continued operaton 
of many of the government-owned plants and to the national develop- 
ment of the industry. The rates do not fairly or consistently reflect 
transportation costs. The relationship of rates on fabricated prod- 
ucts are many times higher than the rates on the raw materials, and 
hence would unduly discourage fabrication near the areas of produc- 
tion which are distant from the final consuming markets. 

The Surplus Property Board should see that present freight-rate 
levels and relationships are thoroughly analyzed and should call upon 
the carriers for voluntary changes to eliminate discriminations and 
excessive charges. If voluntary measures fail, the Interstate Com- 
merce Commission should be called upon to make the necessary cor- 
rections. 

The Surplus Property Board should cooperate with the War Ship- 
ping Administration and Maritime Commission to see that ocean- 
freight rates on bauxite are established and maintained from South 
American and Caribbean sources of supply to Mobile and Baton Rouge, 
at levels which are reasonably competitive with Alcoa’s and Alcan’s 
bauxite transportation costs. Reasonably related ocean rates should 


‘be established from sources of supply in the Pacific islands and the 
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Far East. 

If alumina plants are established on the Pacific coast, reasonable 
and nondiscriminatory rates should be fixed from both South American 
and Pacific sources. A study should be made of Panama Canal tolls 
with a view to revising them to the lowest possible levels. 


The committee’s recammendations, with rates and Panama 
Canal tolls on bauxite, follow: 


That the Surplus Property Board, with the assistance of the 
Interstate Commerce Commission and such other government agencies 
as it deems appropriate, make a study of freight-rate levels and re- 
lationships and the costs of performing the transportation service by 
common carriers, contract carriers, and private carriers, on raw ma- 
terials, metals, semifabricated and finished products in the light-metals 
industry, with a view to the establishment of the lowest possible rea- 
sonable and nondiscriminatory levels of transportation costs and charges 
for the industry; that the board call upon the carriers for voluntary 
changes to eliminate discriminations and excessive charges, and report 
to the Congress the results. 


That the Surplus Property Board investigate Panama Canal tolls 
on bauxite with a view to determining whether they are on the lowest 
possible reasonable levels. 


Government Pipe Lines Disposal 


Responding to an invitation of Senator O’Mahoney, of Wy- 
oming, chairman of the Senate special committee investigating 
petroieum resources, tor suggestions concerning the disposal of 
government owned pipe lines, tankers, and reuneries anu reiated 
tacilities, J. J. Peliey, president of the Association of American 
Railroads, dealing primarily with the “Big Inch” and “Little 
Big Inch” lines said the railroads saw only the possibilities of 
scrapping them, selling or leasing them to private enterprises, 
under certain conditions, or withdrawing them from use and 
holding them in reserve. 

Mr. Peliey’s reply was largely given over to opposition to 
any disposition of the lines that would involve their use for the 
transportation of natural gas, and said that, in the hearings that 
the Senate committee hopes to hold late in September or early 
in October, the railroads would for the most part direct their 
presentation to this point. 

““1o suggest that a utilization of these pipe lines for the 
transportation of natural gas would be justified as a means 
of retaining them in serviceable condition for possible use again 
for their original purpose in case of another emergency so 
requiring is to disregard the serious threat which that course 
would entail to the maintenance in proper strength and condi- 
tion of other facilities that have proven themselves to be of 
much great importance to the nation in time of emergency,” 
said Mr. Pelley, at the conclusion of his letter. “In case of an- 
other war it would be of small comfort to know that we had 
those pipe lines available for the transportation of oil between 
a limited number of points if that result had been accomplished 
at the sacrifice of adequate facilities capable of transporting not 
only oil but all other essential commodities between all points. 
In other words, to substitute the restricted service of a one- 
commodity carrier for the general all-commodity services af- 
forded by rail transportation would defeat the entire purpose 
of assuring adequate standby transportation facilities for times 
of emergency.” 

Mr. Pelley said the railroads definitely favored withdrawing 
the pipe lines from use and holding them in reserve for possible 
use in another emergency, adding that “while we think that ulti- 
mately the scrapping of these pipe lines may well prove to be 
the only advisable course to take with respect to them, we 
do not suggest that as a step to be taken immediately. We think 
that final determination on that point should be deferred for 
the time being at least.” 

If the pipe lines were sold or otherwise disposed of to 
private concerns for commercial operation, he said the position 
of the railroads depended on the terms of such disposition and 
the use to which they would be devoted. They should not, said 
he, be disposed of for any purpose on terms that would amount 
to a subsidization of their operaton, “thus giving them an unfair 
advantage over competitive transportation agencies financed 
by private capital.’”” Observing that their use was limited to 
the transportation of petroleum products or natural gas, he said 
the railroads had no objection to their disposition for use in 
transporting petroleum or petroleum products, provided their 
sale or lease was on the terms stated. 


Not for Natural Gas Transportation 


Developing his argument against disposition of the pipe 
lines for transporting natural gas, Mr. Pelley said some of the 
effects of such a procedure on the coal mining and related in- 
dustries, and, through them, on the railroads were quite evident. 

“It would be difficult to overemphasize the importance of 
coal traffic to the railroads in the territory served by ‘these 
pipe lines,” he said. “In normal times at least one-half of the 
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total tonnage handled by them consists of coal, and their reve- - 


nue from the transportation of coal usually amounts to at least 
one-third of their total freight revenues. The railroads have 
learned from bitter experience what effect the importation of 
gas in large volume into a given area has on their coal traffic 
and what effect a substantial reduction in their coal traffic has 
on their revenues and on their ability to avoid increases in 
rates on other traffic to make up for such revenue losses.” 

Observing that the railroads had been able to go through 
the war period without increases in their charges except for the 
Ex Parte 148 increases, in effect for 14 months in the early 
stages of the war before traffic increase was pronounced, and 
the increase of 10 per cent in passenger fares, and that these 
minor increases had been offset by special fares to furloughed 
members of the military forces, voluntary reductions on govern- 
ment traffic, and land-grant reductions, he continued: 


The railroads have not only been able to handle their war traffic 
at pre-war, or even less than pre-war rates, in spite of enormously 
increased operating costs, but in addition to meeting such costs 
have at the same time paid several billions of dollars in increased 
federal income taxes. They have been able to make that showing 
only because of the enormous volume of traffic that has come to 
them during the war. During a large part of that period they have 
been operating at very near their full capacity. Except for that 
fact, they could not have avoided the necessity of substantial in- 
creases in their charges to offset their increased operating costs. 


He continued by observing that the railroads would enter 
the post-war period confronted with a serious situation, with 
handicaps of wage rates 25 per cent, and unit prices of materials 
and supplies about 28 per cent, higher than those immediately 
prior to the war, together with the need for expending huge 
sums for rehabilitation, while facing the prospect of a severe 
decline in traffic 

“To have this apparently inevitable reduction-in their traffic 
volume further intensified by the loss of any substantial part 
of their normal coal traffic, as a result of a displacement of coal 
by natural gas, might well prove disastrous to the railroads in 
the territory involved,” he continued. “And the injury, of course, 
would not stop with the railroads. It would extend also to their 
employes to manufacturers and suppliers of railroad materials 
and equipment and their employes and ultimately to the public 
in genertal because of its adverse effect on both the quality of 
railroad service and the level of railroad rates. There is nothing 
that more directly affects the volume of railroad employment 
than does the volume of the tonnage which they are able to 
secure.” 

Mr. Pelley also called attention to the natural gas investi- 
gation instituted by the Federal Power Commission, to be super- 
vised by Nelson Lee Smith, former chairman of the Board of 
Investigation and Research. According to an announcement by 
the commission, hearings will be opened in Kansas City, Mo., 
on September 18, with further hearings scheduled for Oklahoma 
City on October 9, New Orleans, October 30, and Dallas, on 
November 27. Until the conclusion of that investigation, said 
Mr. Pelley, it would seem useless to consider the possibility of 
disposing of the pipe lines to any one for use in transporting 
natural gas. No one would think of committing himself to tak- 
ing them over for that purpose without assurance that he could 
obtain the necessary authority from the Federal Power Com- 
mission, said he, and that “it is not conceivable that that body 
would grant its approval of a proposal to import natural gas 
into this eastern territory in such quantity as would be involved 
prior to the completion of its present investigation.” 

Until there was an assurance that such an emergency as 
brought the pipe lines into existence would never again arise, 
said he, the pipe lines should be retained as a part of our per- 
manent defense facilities. 


MOTOR VEHICLE USE TAX REPEAL 


Repeal of the $5 motor vehicle use tax may be included in 
the tax reductions expected to be made by Congress to become 
effective January 1, according to Senator George, chairman of 
the Senate finance committee. Many bills providing for repeal] 
of the motor tax have been introduced in Congress. 


AUDIT OF GOVERNMENT CORPORATIONS 


H. R. 3660, a bill to provide for financial control of federal 
government corporations, including the Inland Waterways 
Corporation, the Panama Railroad Company, and the Tennessee 
Valley Authority, by ‘a requirement of annual budgets and 
audits, has been passed by the House and sent to the Senate. 

Representative Whittington, of Mississippi, speaking in sup- 
port of the bill, said: 

Congress owes it to the taxpayers to safeguard the public 
funds invested in government corporations. Control and ex- 
amination are essential to protect the integrity of the corpora- 
tions. Efficient government corporations should welcome ex- 
amination and inefficient corporations should be subjected to 
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audit and scrutiny. The bill will not destroy corporations, but 
will enable the Congress, as the stockholders of the people, to 
follow up, examine, scrutinize, and protect the investments of 
the taxpayers. The bill is the most forward step toward pro- 
moting the sound financial structure of the government that 
could be taken by the Congress.” 


RETURN TO STANDARD TIME 


The House has passed H. R. 3974, a bill introduced by 
Representative Boren, of Oklahoma, to provide for termination 
of daylight-saving time and restoration of standard time, and 
has sent the bill to the Senate. 

Under terms of the bill, standard time would be restored 
at 2 a. m., September 30. Several members of the House spoke 
in support of the bill and expressed dissatisfaction with day- 


light-saving or “war time,” and none spoke in opposition to 
the bill. 


Transporting Troops 


Highlights of transportation accomplishments in “this great- 
est of all wars” were listed this week as follows by Major Gen- 
eral C. P. Gross, Chief of Transportation, in a statement telling 
of army plans to return soldiers in Europe and the Pacific to 
the United States: 


In the 44 months from Pearl Harbor through July, 1945: 

More than seven million troops (including some Allied soldiers and 
some civilians) were transported from U. S. ports to foreign theaters. 
Nearly 124 million ship tons of cargo followed those troops over supply 
lines stretching more than 56,000 miles. 

Of the 85,035 aircraft of all types sent overseas by the army, 47,716, 
or 56 per cent, were shipped by water. 

All domestic carriers operated nearly 209 billion ton miles in 
hauling the army’s freight during the course of the war. 

American railroads carried 286,886,000 short tons of freight. 

Motor carriers transported 25,788,000 short tons. 

Inland waterways moved 4,200,000 short tons since August, 1942. 

The total number of troops moved by domestic carriers in groups 
of 40 or more was 32,472,256. Of this number, 31,706,715 were carried by 
rail and 765,541 by bus. 


By next February—barring unexpected developments—all 
soldiers in Europe except those in the Army of Occupation and 
the minimum required to dispose of the army’s surplus property 
will have been returned to the United States. This was the tar- 
get date named by General Gross. 

Return of American forces in the Pacific will be completed 
next June, according to present estimates. More than 1,750,000 
men are scheduled for return from the Pacific theaters, while 
approximately 2,000,000 remain to be returned from Europe. 
Some 150,000 other troops also are to be returned from other 
overseas theaters. Number of troops returned from the Euro- 
pean and other inactive Atlantic theaters from VE-Day through 
August 31, was 1,110,000. Total returned from all theaters in 
the same period to approximately 1,225,000. 

Even such unusual means of transportation as hospital 
ships, navy men-of-war and tactical aircraft will be used to re- 
turn home from all theaters in ten months, an army which was 
deployed throughout the world in three years and eight months. 
A peak load of more than 500,000 men a month would be reached 
around the turn of the year, General Goss predicted, adding: 


Despite the greater number of troop arrivals, return of army troops 
is not expected to increase the burden on domestic carriers beyond 
the predicted peak load of 1,000,000 troops or more moving in organized 
groups in each of the four months following this October. Diversion 
of ships from the Pacific through the Panama Canal to east and Gulf 
Coast ports, and increased use of air transport within the United States, 
will minimize the burden on transcontinental rails. 

With rapid demobilization, the number of rail trips per man will 
be sharply reduced. From five to seven moves were required under 
the redeployment program to take troops from ports to disposition cen- 
ters, reception stations, home on furlough, and back again, to assembly 
areas for training, then to west coast staging areas and ports of em- 
barkation. Now troops being demobilized will, within a period of 
24 to 72 hours, move through the Transportation Corp’s ports and 
disposition centers to 27 separation centers scattered all over the 
country. Another major source of relief for the railroads already has 
resulted from the sharp reduction in army cargo shipments, 








MEYERCORD “ELASTI-CALS” 


“Elasti-Cals,” the decalcomania with a two-way stretch, 
manufactured by the Meyercord Co. of Chicago, now are avail- 
able in unlimited quantities for all uses, after having been 
banned from civilian production during the war, according to 
Leonard H. Knopf, company president. “Elasti-Cals’” are made 
of stretchable materials and applied to elastic surfaces for use 
as name plates, trade marks and decorations. Peace-time uses 
will include rubber footwear, bath mats, baby clothes, and 
sporting goods. 
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Transport Statistics Comment 


Railroads Reduce Funded Debt by $454,876,000 in 1944; 
Capital Stock Earnings in Fiscal Year 1944 Nearly 
Four Times As Great As In 1940; Effect of Excess 
Profits Tax on Railroad Taxes for 1943 Is Shown 


By LEWIS W. BRITTON 


A study of 77 Class I line-haul rail carriers showed that 
federal income taxes in 1943 would have been approximately 32 
per cent less than they actually were if there had been no ex- 
cess profits tax applicable in that year, according to the monthly 
comment on transportation statistics compiled by the Commis- 
sion’s Bureau of Transport Economics and Statistics and issued 
by the Commission as information, not considered or adopted by 
the Commission. 

The 77 carriers, said the bureau, represented 90.3 per cent 
of the gross operating income reported by all Class I railways 
in 1943. Applying the 32 per cent to $1,335,123,475, the accruals 
of federal income and excess profits taxes reported by all Class 
I line-haul carriers for 1943, said the bureau, the resulting fig- 
ure, $427,239,512, would be the estimated amount by which 
those federal taxes would have been reduced for that group 
of roads. It added that “this amount is equivalent to a the- 
oretical increase of 48.9 per cent in the net income of $873,478,- 
025 (after taxes, fixed charges and other deductions) actually 
reported by all Class I line-haul roads in the year referred to.” 

The bureau said similar information based on taxes as- 
sessed for the year 1944 had not been compiled nor had any 
attempt been made to forecast the effect on railroad taxes of 
the recently enacted tax adjustment act of 1945. However, it 
continued, it should not be overlooked that the net income of 
Class I roads after all taxes and other charges for 1944 ($667,- 
188,402) was more than $200 million less than in 1943 and that 
the net for 1945 as the result of the termination of the war 
might be lower than in 1944. 


Debt Reduction 


A summary included in the comment showed that there 
had been a decrease of $454,876,000, or 5.43 per cent, in the 
amount of unmatured funded debt outstanding on December 
31, 1944, as compared with the amount a year earlier. The 
bureau said debt in default had declined $166,884,000, or 22.02 
per cent, primarily as the result of reorganizations effected in 
1944. The amount of equipment obligations increased slightly, 
by 0.92 per cent, it said. The reduction in total long-term debt, 
the bureau said, was $632,584,000, or 6.05 per cent, while the 
total amount of capital stock outstanding increased 0.53 per 
cent. 

“Excluding the returns of four Class I railways reorganized 
during 1944, the amount of unmatured funded debt outstanding 
as of the close of that year decreased $322,592,000, or about 
4 per cent, in comparison with the amount one year earlier,” 
said the bureau. 

The four companies referred to were: Chicago & North 
Western, Minneapolis, St. Paul & Sault Ste. Marie; Akron, 
Canton & Youngstown; and Missouri-Illinois. The bureau said 
the returns of the Western Pacific, reorganized on December 
29, 1944, were not excluded, in view of the fact that data for 


the reorganized company as of December 31, had not been 
reported. 


Capital Stock Earnings 


Earnings for each $100 of capital stock of Class I line-haul 
railways, represented by net income after taxes, rents and fixed 
charges, were 45 cents in the fiscal year ended June 30, 1936, 
but recovered to $2.83 in the fiscal year, 1937, the bureau said, 
The depression year 1938 resulted in a net deficit for both 
fiscal years 1938 and 1939, it continued, adding that, beginning 
with the fiscal year 1940 the earnings a share rose sharply from 
$2.14 to $13.50 in 1943. In the fiscal year 1945, it said, the earn- 
ings a share were less than one dollar above those in 1942, but 
were nearly four times as great as in 1940. An accompanying 
table showed, for fiscal years ended June 30, capital stock on 
December 31, at middle of the fiscal year, as $8,218,993,631 
in 1936, and $7,960,657,883 in 1945. 


Transcontinental Traffic 


The bureau said that, although the so-called transconti- 
nental railroads (the Santa Fe, the Milwaukee, The Great 
Northern, the Northern Pacific, the Southern Pacific, the Union 
Pacific and the Western Pacific) might not be burdened in the 
coming months with as great a load of freight and passengers 
as anticipated ‘only a short time ago,” it was of interest to 
examine the recent record of the carriers as compared with 


. lion gross ton-miles was carried in 1932. The maximum figure was thus 
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past performance, and shown on an accompanying chart. The 
bureau continued: 


Gross ton-miles, in freight service, excluding locomotives and ten- 
ders, provide a measure of work done in freight service. Unfortunately 
these data are not available for the last war. Prior to 1941, the 215.8 
billion gross ton-miles carried in 1929 exceeded those of any other year 
for which the Commission has records, while a minimum of 126.5 bil- 


70.6 per cent higher than the minimum. Each year gross ton-miles in 
the freight service, beginning with 1941, have been higher than the 
prior maximum and also higher than in the preceding year. In 1944, 
a level of 390.2 billion gross ton-miles was attained, a level 80.8 per 
cent higher than the 1929 peak and more than three times as great as 
the low figure of 1932. ‘ 

Passenger-miles for these lines are available in the World War I 
period, and amounted to 5,985 million in the 12 months ended June 30, 
1914. The peak in passenger traffic was not attained until after that 
war, during the calendar year of 1920, when passenger-miles had in- 
creased to 8,359 million, or 39.7 per cent above the pre-war level of 
fiscal 1914. In World War II, the increase from 4,458 million passenger- 
miles in 1939 to 23,499 million in 1944 amounted to 427.1 per cent. The 
1944 level is almost three times the pre-1939 peak reached in 1920, and 
over nine and a quarter times the depression low of 2,538 million pas- 
senger-miles of 1933. Current monthly figures indicate that 1945 pas- 
senger-miles will not be quite as high as in 1944, 


Traffic Forecasts 
The bureau’s traffic forecast data was as follows: 


The traffic forecast for September, 1945, indicates a decrease under 
September last of 6.5 per cent in loadings of carload freight and a 2.2 
per cent decrease in less-than-carload loadings. Decreases are predicted 
in coal, coke, forest products, ore, petroleum products and miscellaneous 
other than petroleum and products, and increases in grain and products, 
and livestock. For all carloadings, the expected decrease in September 
this year under last year is 5.9 per cent. 

All revenue carloadings in the five weeks ended September 29, 1945, 
are expected to average 833,000 cars per week, an increase of 23,000 
cars from the level of the four weeks ended August 25. In normal times 
there would be a seasonal increase of at least this amount between 
August and September, even with Labor Day observance in September. 
However, this year the indicated increase is due in large part to vic- 
tory holidays in the week ending August 18, when carloadings dropped 
almost as low as during the wartime Christmas periods. Last Septem- 
ber there was a slight decrease from August. The September, 1945, 
estimate is 5.9 per cent under average weekly loadings of 885,685 cars 
in the corresponding period of 1944. September loadings of merchandise 
less-carload freight are expected to average about 104,500 cars per week, 
2,600 cars above current low levels, but 2,400 cars weekly, or 2.2 per 
cent, under similar loadings in September, 1944. Carload freight load- 
ings, at an anticipated level of 728,500 cars weekly, likewise are ex- 
pected to be above the average of 708,096 cars per week in August, but 
6.5 per cent under loadings of 778,799 cars weekly in September, 1944. 

September loadings of carload freight in all car service districts 
should be under last year’s loadings by percentages ranging from 2.8 
in eastern to 16.8 in southwestern. Grain and grain products and live- 
stock loadings are expected to show increases of 10.2 and 5.7 per cent, 
respectively, from last September, while in all other commodity groups 
decreases from 2.3 per cent for coke to 25.9 per cent for petroleum and 
petroleum products loaded in tank cars are anticipated. Movement of 
petroleum by rail and tanker is expected to approach its pre-war pattern 
in September. The largest commodity decrease in terms of carloadings is 


‘‘other miscellaneous,’’ to be expected in the light of cessation of hos- 
tilities. 


Except for stock cars, the over-all demand for all types of equip- 
ment should be down from last year. However, as compared with 
August there should be an increase in the need for box, refrigerator, 
stock, open-top hopper, and gondola cars. 


For the second half of 1945, revenue loadings of carload freight are 
now expected to total 17,819,866 cars. This is 1,597,212 cars, or 8.2 per 
cent, under loadings for the same half of 1944, while loadings in Janu- 
ary and February, 1946, should be 10.5 per cent below the January-l'eb- 
ruary, 1945, level. Loadings of grain and grain products should continue 
to run above last year. As reconversion takes place, carloadings are 
not expected to decrease as much, relatively, as either ton-miles or 
tons originated, due to general relaxation of heavy loading of cars 
and the differences in consist of war and peace-time traffic. The above 


figures indicate a level of traffic considerably below war-time peaks 
but well above pre-war loadings. 




















Diesels in Yard Service 


Continuing the comment on diesel power in the August 
comment (see Traffic World, Aug. 18, p. 441), the bureau said 
there had been a marked increase in the proportion of yard 
freight switching performed by diesel locomotives on Class I 
steam railways since 1940. The total service hours for this type 
of locomotive in the first half of 1945 were more than four times 
those produced in the corresponding period in 1940, it said, 
adding that, in contrast, total freight locomotive hours of steam 
locomotives (coal and oil burning) increased about 26 per cent. 

“In relative terms,” it continued, “diesels accounted for 
8.19 per cent of the total yard switching locomotive hours in 
the first six months of 1940 while in the 1945 period the per- 
centage was 23.27. The corresponding relative decreases in the 


hours of coal burning yard locomotives was from 80.23 to 65.49 
per cent.” 
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@ Here is the cross-section of a new, improved rail- | yousee, there are dozens you never notice. But they’re 
road rail. on the job—in the cause of better transportation. 

It looks very much like any other rail. Actually, it And that’s how it is with this new Torsion-Resist- 
has basic advantages, proved by more than three _ing Rail—which the Burlington offers as a significant 
years’ testing on thirty miles of Burlington mainline. contribution to better railroading for all America. 

This is the Torsion-Resisting Rail* —created by 
Burlington engineers. It is important, not only for ™ What the Torsion-Resisting Rail Offers: 
what it is, but for the particular kind of railroad 
progress which it typifies. For like so many of the 





1 + Narrower head. Less leverage exerted by wheels. 


vital railroad improvements which have become re- 2 * Stronger fillets for greater strength. 

alities over the years, this Torsion-Resisting Rail 3 Better weight distribution permits greater height, re- 
lacks the glamor to bring it into the spotlight of sulting in substantially increased stiffness of rail. This 
public attention and acclaim. distributes load more evenly over more ties. 


Railroading is like that. For every improvement 4 Permits improved joint bar design. 


BURLINGTON LINES 


CHICAGO, BURLINGTON & QUINCY RAILROAD e COLORADO and SOUTHERN RAILWAY e FORT WORTH and DENVER CITY RAILWAY 
THE WICHITA VALLEY RAILWAY e BURLINGTON-ROCK ISLAND RAILROAD : 
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The percentage relation for other types of locomotives did figures for 1,371 intercity carriers reporting comparable items 
not change materially in the two periods, said the bureau, al- for the first quarters of 1945 and 1944, showed total operating 
though, it added, there was a sharp absolute increase in the revenues of $186,697,083 for the 1945 quarter, as against $174,- 
hours of electric locomotives. It also called attention to the 731,443 in the 1944 quarter, an increase of 6.8 per cent. Toial 
fact that, for all steam locomotives in yard service, the average operating and maintenance expenses increased from $133,399,004 Senat 
number of hours a locomotive day was 11.1 for the first six in the 1944 quarter to $143,355,461 in the 1945 quarter, or 7.5 Per 
months of 1945 as compared with 19 hours for diesel-electric per cent, with total expenses increasing 7.8 per cent, from 
locomotives. $167,930,055 to $181,098,286. s 
Pullman Co. Net Increase Sa 
The bureau said the latest returns of the Pullman Co ee ee Seen ween nee 
covering the six months ended with June, 1945, showed an in- | ¢ a Commission has made public a — statement 
crease of 7.4 per cent in total revenues and an increase of 6.6 ° Tailway operating statistics of individual Class I steam rail- 
per cent in operating expenses compared with returns for the W@YS 1n ee States, for the years 1944 oo State- C 
same 1944 period. The net revenue before taxes increased by Ment No. 45200. The statement, prepared by the Commission's | on Se) 
10.6 per cent, it said, but tax accruals only 0.7 per cent, so that Bureau of Transport Economics and Statistics is for sale by | aid ai 
operating income after taxes ($4,455,000) was 41.1 per cent the Superintendent of Documents, U. S. Government Printing | comm 
higher in 1945 than in 1944. Despite this increase, it said, the Office, Washington, D. C., for 60 cents. It comprises 63 pages. | period 
number of revenue passengers declined from 17,799,000 to 16,- propo: 
906,000, or 5 per cent, while the number of revenue passenger F es one wapatineel report 
miles dropped even more—9.1 per cent. _U. S. railroads reported a daily average surplus of 11,336 | $500,0 
“The foregoing increase in total operating revenue in the freight cars, and a daily average shortage of 3,688 freight cars, T 
face of this decrease in traffic volume is due to the fact that f0r,the week ended September 8, according to the car service ] to $7 
‘Contract revenue—Dr.’ (the proportion of revenues payable by ‘ivision of the Association of American Railroads. and v 
the Pullman Co. to the railways under operating contracts) de- The surplus was made up as follows: Plain box, 2,395; auto | an an 
clined from $13,942,000 in 1944 to $7,222,408 in 1945,” said the ox, 160; flat, 342; gondola, 5,053; hopper, 373, and others, | to lin 
bureau. “Revenues and expenses, the number of cars operated, 3,013. : been 
and the contracts with the specific railways on which the rev- The shortage was made up as follows: Plain box 3,580, and | again: 
enues are earned all enter into the determination of contract Others 108. : hh 
revenue.” " erenc 
et ee Sea Large oil Pte magn cette having annual poner 
‘ 1 1 1es— 1ers estio 
__ The bureau said that figures, to be released shortly, cover- operating revenues of more than $500,000—reported transporta- | fhat t 
ing 1,832 intercity and local motor carriers of property com- tion revenues totaling $75,783,065 for the second quarter of 
bined showed an increase of 7.2 per cent in total operating 945, an increase of 4.8 per cent over the corresponding 1944 — 
<a on in the ~— — of 7s ark the same rage eed of period when they reported revenues of $72,292,824, according }| fore t 
in dpe ete sete Ao 955 a 965 mynd “4 a — to a compilation by the Commission’s Bureau of Transport }| of Ma 
lho ae Aung | eggnog cg p can n f 194 uc- Economics and Statistics of transportation revenue and traffic } cil of 
lon in income alter provision for income taxes Of 1v.4 per oF the companies, statement Q-600. Oil originated on line and “ 
cent. For 425 carriers in the local group, it said, the increases ived f ti totaled 589.982.122 barrels for th 1 
in operating revenues and total expenses were 7.6 and 9.5 per a ee Oe ae "OA1. S tor the § alloca 
cent, respectively, and the operating ratio advanced from 92.9 1945 quarter as compared with 551,781,241 barrels for the like } a stat 
to 94.5 per a. Net — after — for income taxes 1944 quarter. =, 
decreased 23.9 per cent, the bureau said. 
An accompanying table, covering a summary of national COUNTERBOY TAPE-SHOOTER EFFICIENCIES estab! 
Engineers of the Hallicrafters Co. have found that through } Ports 
a the use of Counterboy Tepe-chooters, carton sealers, it is pos- ae 
y i sible to speed up the packaging of shortwave receivers for 
Revenue Freight Loading overseas shipment by 30 per cent, and with less manpower. }} State 
Loading of revenue freight the week ended September 8 H. Hartley, general works manager, wrote to the Counterboy} . S 
totaled 730,628 cars, according to the Association of American firm that “after much experimenting, giving consideration to} 8 St 
Railroads. This was 129,811 cars of 15.1 per cent below the employe preference, Hallicrafters finally decided upon the ex- — 
preceding week, which included the Labor Day holiday; 94,538 | clusive use of the Counterboy in all plants. The efficient action progré 
cars, or 11.5 per cent below the corresponding week of 1944, of your tape-shooter not only satisfied this function in a tech- }| cept t 
and 104,042 cars of 12.5 per cent below the corresponding week __ nical sense, but made our packing and shipping department one | for an 
of 1943. _ elie of the most streamlined in the industry.” ' h. 
ation 
Revenue Freight Car Loading—Week Ended Saturday, Sept. 8 | the pr 
Grain and Live Forest Mdse. for th 
grain-prod. stock Coal Coke Products Ore L.C.L. Miscellaneous Total It 
[1945 51,601 16,851 144,721 10,996 36,758 70,471 92,979 306,251 730,68 Forts 
Wedel GH TOAOR. ain. cs cece cccssecs 4 1944 43,621 17,953 158,531 13,359 42,096 75,318 100,077 374,211 825,16 Fortec 
(1943 47,768 16,501 170,100 14,473 41,787 83,338 93,242 367,461 834,60 B airpor 
Preceding week September 1...... 1945 66,255 17,455 179,264 12,411 45,281 70,959 105,114 363,700 860,439 of app 
Per cent increase over............ 1944 18.3 It 
Per -eent decrease under.......... 1944 6.1 8.7 by Be 12.7 6.4 y (| 18.2 11.5 class « 
Per cent increase over............ 1943 8.0 2.1 the sé 
Per cent decrease under.......... 1943 14.9 24.0 12.0 15.4 3 16.7 1250 trator 
{1945 1,866,104 527,527 5,790,401 509,798 1,502,538 1,807,712 3,745,345 13,722,028 29,471,453 | It 
Cumulative 36 weeks to Sept. 8. {1944 1,740,418 542,519 6,252,739 530,077 1,622,126 1,915,129 3,742,215 13,698,846 30,044,069 18 state 
(1943 1,793,495 496,441 5,878,256 515,762 1,541,192 1,937,389 3,457,807 13,456,802 = 29,077,148 levis). 
Per cent increase over............ 1944 7.2 1 2 = in the 
Per cent decrease under.......... 1944 2.8 7.4 3.8 7.4 5.6 198 B: 
Per cent increase over............ 1943 4.0 6.3 8.3 2.0 14) amenc 
Per cent decrease under.......... 1943 1.5 1.2 2.5 6.7 a proj 
eral r 
Revenue Freight Car Loading—Week Ended Saturday, Sept. 1 Ty 
Grain and Live Forest Mdse. reven 
grain-prod. stock Coal Coke Products Ore L. C. L. Miscellaneous Total depart 
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Federal-Aid Airport Bill 


Senate Reduces Appropriation Proposed for Five-Year 
Period of Airport Development to $375,000,000 and 
Sends Measure to House; Plan for Direct Gov- 
ernment Aid to Cities Rejected: Legislation 
Rapped by Sen. Reed as Unfair, Unsound 


Concluding three days of debate on the measure, the Senate 
on September 12 passed and sent to the House S. 2, the federal- 
aid airport bill favorably reported by the Senate commerce 
committee, after reducing to $75,000,000 a year for a five-year 
period, or a total of $375,000,000, the amount of federal funds 
proposed to be spent for airport construction in the bill as 
reported—$100,000,000 a year for five years, or a total of 
$500,000,000. 

The amendment to reduce the amount of the appropriation 
to $75,000,000 a year was offered by Senator Taft, of Ohio, 
and was adopted by the Senate without a record vote, after 
an amendment proposed by Senator McClellan, of Arkansas, 
to limit the amount to $50,000,000 a years for five years, had 
been rejected, only 25 senators voting for it and 54 voting 
against it. 

In the first day of debate on the bill, September 10, dif- 
ference of opinion as to allocation of federal funds to states 
and municipalities for airport construction developed, and sug- 
gestions were made that taxes ought to be imposed to the end 
that the federal government might recover some return on its 
financial investment in the airports. 

The issue as to allocation of federal funds was placed be- 
fore the Senate in amendments submitted by Senator Brewster, 
of Maine, who said they involved proposals urged by the Coun- 
cil of State Governments. ~ 

“The chief issue deals with the question whether in the 
allocation of the federal funds the channeling shall be through 
a state agency or directly to a municipality,” said Senator Brew- 
ster. 

Those taking Senator Brewster’s view of the matter favor 
establishment of a system of allocation of federal funds for air- 
ports on the same or similar basis that federal-aid highway 
funds are allocated to the states. Airports proposed by munici- 
palities, under the Brewster amendments, would have to have 
state approval before federal funds could be allocated for them. 

Senator McCarran, in charge of S. 2, submitted the follow- 
ing statement as setting forth the effect of the Brewster amend- 
ment: 

This amendment would eliminate all participation in the airport 
program by municipalities or other political subdivisions of states, ex- 
cept to the extent that a state airport agency might be willing to act 
for and on behalf of a municipality or other political subdivision. 

It eliminates the requirement that a state shall have adequate legis- 
lation to enable its political subdivisions to participate in the benefits of 
the program. ; 

It eliminates the provision for congressional review of allotments 
for the construction of class 4 and larger airports. 

It limits the amount which may be spent on class 3 and smaller air- 
ports to 65 per cent of total funds appropriated, whereas the bill as re- 
ported makes this the minimum percentage to' be expended on smaller 
airports and leaves the way open for expenditure of a larger proportion 
of appropriated funds on such airports. 

It eliminates the legislative yardstick to guide selection of the 
class 4 and larger projects to which funds are to be allotted and leaves 
the selection of such projects wholly discretionary with the Adminis- 
trator of Civil Aeronautics. 

It provides for allocation of funds only to state airport agencies. A 
state which does not have a state airport agency would have to take 
legislative action to create such an agency before it could participate 
in the program. 

By restricting project sponsorship to state airport agencies, this 
amendment would make it impossible for a federal agency to sponsor 
a project, and therefore would operate to eliminate any project on fed- 
eral reservations, such as national parks or national forests. 

The amendment eliminates the prohibition against diversion of 
revenue from aviation taxes to nonaviation uses, and in this respect 
departs from the precedent set in the federal-aid highway act. 

It eliminates the authority of the Administrator to enter into en- 
forceable contracts with states for the purpose of insuring compliance 
with project sponsorship requirements. 

It eliminates authority for federal condemnation of land for air- 
Ports, when such condemnation is requested by the project sponsor. 

Finally, it would limit the construction of class 4 and. larger air- 
ports to urban areas. 


Airports and Highways 
Senator Barkley, Democratic leader in the Senate, opposed 
the Brewster amendment on the ground, chiefly, that the high- 
way and airport situations were not analagous. He argued that 
the highways were largely state matters while airports involved 
interstate travel and that therefore the airports ought not to 
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be dealt with solely through state authority as was the case 
with highways. 

“We cannot put air travel into an airtight compartment 
bounded by the state lines of any state,” said he. “The greater 
part of air travel is interstate in character. It seems to me that 
when a city is sufficiently important, or its location lends itself 
to the development of airlines which are national in scope, and 
the city is willing to tax itself, as my city has done already, it 
should be allowed to develop its own program.” 

Senator Barkley thought it would be most unfortunate if 
a state authority could balk the program of a city for construc- 
tion of an airport. 

Senator Brewster remarked that Senator Barkleys’ view of 
the highway matter reflected the proper characterization in the 
early days of highway construction but he believed that later 
“the whole emphasis has been on the development of nation- 
wide highways, and we have Route 1 running from Maine to 
Florida.” 

Senator Chandler, of Kentucky, differed with Senator Bark- 
ley and said he would support the Brewster amendment. It 
seemed to him, he said, that unless the national airport pro- 
gram were established by making direct contact with the states, 
“we will invite failure at the start.” He believed each state 
should first be required to make for itself a sensible airport pro- 
gram before the “government goes into it at all.” 


Taxation Suggested 


In opening discussion of the bill’s provisions, Senator Mc- 
Carran pointed out that it provided for a half-a-billion-dollar 
federal-aid program for five years, the federal contributions to 
be matched by the states and municipalities building airports 
under the program. 

Senator Taft, of Ohio, asked whether, under the bill, there 
was to be any return whatever for the federal grants to air- 
ports. 

“It is in the same category as are grants for highways,” 
said Senator McCarran. “It is an outright grant.” 

Senator Taft wondered why the federal government should 
not share in the return from operation. 

“The bill provides that. all the revenue of an airport must 
be expended in the development of the airport and the improve- 
ment of the service,” said Senator McCarran. “The return to 
the federal government is much greater than the mere pittance 
that would come from the revenue of an airport.” 

Senator Wiley, of Wisconsin, mentioning the federal debt 
of several hundred billion dollars, said it seemed to him that 
those who were looking after the financial end of the govern- 
ment—the finance and ways and means committees of Congress 
—might well consider “when it is proposed to put $500,000,000 
here or $1,000,000,000 there, or $1,000,000.000 somewhere else 
to aid worthy national projects, the question of whether there 
is a possibility of getting any tax returns or revenue returns for 
the federal government.” 

Senator Overton, of Louisiana, said the history of airports 
showed, he thought, that there had been only one or two that 
— = any profit. Many of them were not self-sustaining, 
said he. 

Senator McCarran said, in effect, that the activities that 
would result from development of air transportation would in- 
crease employment, tax collections and that thus the return on 
the grants would be obtained. 

Senator Johnson, of Colorado, suggested that a special tax 
might be imposed on the gasoline used by aircraft so that “the 
industry might carry its own load.” 

When he said, however, that every cent of money that the 
federal government put up for highway construction had pre- 
viously been collected from the motorists by a special tax, he 
was confronted with the assertion by Senator Barkley that the 
federal gasoline tax was imposed to raise revenue for general 
purposes without reference to highway aid. 

Senator Johnson countered with the statement that he was 
not interested in the “bookkeeping features” of the case—that 
the fact was that more money was paid into the federal treasury 
by motorists in the form of special taxes than was paid out by 
the federal government for the improvement of highways. 

“If we are going to take out money for a special industry, 
such as the aviation industry,” said Senator Johnson, “we ought 
to figure out some way of putting the money into the Treasury 
before we attempt to take it out.” 

“The Treasury is in bad shape,” said the senator. 


Brewster Amendments Adopted 

Proponents of the idea that cities seeking federal aid for 
construction of large airports (those designated in the bill as 
class 4 or class 5 airports, having runways more than 4,500 
feet long) should be permitted to deal directly with the federal 
government, without state government intervention, suffered 
a defeat on. September 11 as the Senate, by a vote of 40 to 
33, agreed to the Brewster amendments to the bill. 
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In debate that preceded this action by the Senate, Senator 
Burton, of Ohio, opposed the principle embodied in the Brew- 
ster amendments—that, as Senator Brewster phrased it, the 
federal government should not “by-pass” state authority in deal- 
ing with cities—and contended that the Brewster proposal would 
“in a way” control the policy of a state within its own bound- 
aries “because it would prevent the cities from dealing directly 
with the federal government even though the cities and the 
states might wish that course to be followed.” 


McCarran Bill a “Compromise” 


Senator McCarran said that the bill as reported by the 
Senate commerce committee was “a compromise between the 
demand of the governors’ organization on the one hand, that 
all federal funds be channeled through the state authority, 
and on the other hand, the philosophy of the mayors, who say 
that they wish to deal directly with the federal government.” 
He averred that the Brewster proposal would mean “the com- 
plete destruction of the philosophy of the bill.” 

Senator Brewster declared that the idea of “federal-to- 
state aid’ had not originated with him, or with the Council 
of State Governments, but by the Civil Aeronautics Adminis- 
tration. He said that the national airport plan submitted to 
Congress in March 3, 1939, by the C. A. A. contained a recom- 
mendation that ‘‘wherever possible, the guaranty of local 
contributions of expense should be obtained and the sponsor- 
ship assumed by a state” and that “all applications for federal 
airport grants from such a supplementary appropriation should 
be presented through agencies of state government.” 

Senator McMahon, of Connecticut, objected to the vesting 
in the Administrator of Civil Aeronautics, under provisions of 
the bill, of authority to draw up such airport plans as he 
desired, without any review by Congress, for a period of five 
years, with respect to the $65,000,000 a year proposed to be 
made available for smaller airports, those of class 1, 2 or 3. He 
said that that was more power than he wanted to put in any 
single government agency. 

To meet that objection, Senators Wherry, of Nebraska, and 
Cordon, of Oregon, submitted an amendment to the Brewster 
amendments, which Senator Brewster accepted, providing for 
authorization by Congress of airport projects of various types. 


Reed Calls Bill Unsound 


Senator Reed, of Kansas, arose to express objection to the 
entire bill, first, on the ground that it represented ‘an unsound 
policy,” and secondly, because “sooner or later we must stop 
spending money in such amounts as $500,000,000.” 


“The aviation industry, carried on largely by private capital, 
is already heavily subsidized,” said Senator Reed. “It is a 
competing form of transportation. This bill would increase 
the subsidy already paid for carrying on one of the competing 
forms of transportation. . . . The Congress should not support 
such a measure. It is not fair; it is not good policy, and it 
ought not to be done. ... 


“In the name of Almighty God and sound public policy 
we should stop this spending, and the way to stop spending 
is to begin now... . 


“An attempt has been made to compare the building of 
airports with the building of highways. No two things could 
be further apart than the program for building highways and 
a program for building airports. . . . In recent years the federal 
government has collected more money from the excise taxes 
imposed upon users of the highways than has been used for 
federal aid in connection with highway systems. That is not 
true in connection with aviation. Here the beneficiaries pay 
nothing. All the people of the United States use the highways. 
An insignificant fraction of them uses aviation. . . . Aviation 
is being developed very largely—I am referring to aviation that 
is not military in character—by private companies for profit. 
They are making a profit. The Senator from Nevada (Senator 
McCarran) in preparing the bill could have made the proposal 
a self-liquidating one. If he had done so I should be delighted 
to vote for it. If the proposed expenditure were to be paid 
back as the airports come into use, by the people who use 
them and make a profit from them, doubtless the proposal 
could be made self-liquidating. . . . I want to make my record 
not only upon this bill, but upon every bill of a similar 
character which may come before the Senate while our na- 
tional treasury is bankrupt... .” 


Economy Move 


Senator McMahon, Senator Taft, of Ohio, and Senator 
McClellan, of Arkansas, joined in moving for reduction of the 
amount proposed to be expended for airports under terms of 
the bill. Senator Taft, after proposing that $75,000,000 of 
federal funds be made available for one year only, and that 
the Senate then “take another look at it the following year,” 
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agreed with Senator McMahon that $100,000,000, spent over two 
years, would take care of the necessity for intelligent planning 
and yet provide sufficient funds to inaugurate the program. 
Senator McClellan said he felt that $50,000,000 a year for five 
years would be adequate “until experience and development 
indicates that the program ought to be enlarged and expanded.” 

Opposing those proposals, Senator Aiken, of Vermont, said, 
in part: 


During the past year the air-mail service of the United States 
made a profit of about $25,000,000 for our government, or 25 per cent 
of the annual amount which is asked for an airport expansion program. 
It is entirely conceivable that if this airport expansion program were 
put through and the air-mail rates -should remain as they are now the 
profit on the air-mail business alone would pay the entire cost of 
this construction program. I feel that the expenditure of $100,000,000 
would not be an expense to the United States, but would be a sound 
investment, which would yield very beneficial returns to our country... 


New York Airport Costs 


Senator Taft referred to a statement by a New York 
City official that New York’s Idlewild airport proposal, calling 
for a cost of $90,000,000 for the field and the central terminal 
building, and for an additional $70,000,000 for hangars, shop 
facilities, and a three-mile long, two-story arcade enclosing 
the terminal area, would be “a financially sound, self-support- 
ing investment.” He commented that if the federal govern- 
ment put up $45,000,000 of the cost of that airport, under terms 
of the considered bill, New York would receive on its $45,000,000 
investment “twice as much return as they were going to get 
on the $90,000,000 investment,” and would thus “get the air- 
port for next to nothing.” 

Senator Mead, of New York, speaking in support of the 
bill, said that it provided the soundest program that was be- 
fore the Senate at this particular time. 

“Within 10 years,” he said, “‘we shall have in this country 
500,000 airplanes flying the skies. Fifty thousand of them will 
be in the state of New York. From now on we shall be behind 
in the construction of airports... .” 

He added that the revenue that would be derived as a 
result of the commerce developed and the taxes that would be 
collected as a result of the growth of the aviation industry 
would dwarf the appropriation that the Senate was considering. 


McCarran and Bailey Accept Taft Amendment 


Senator McCarran, author of S. 2, at the opening of the 
third day’s debate on the bill, said he was agfeeable to the Taft 
amendment, as the bill was so framed that any unused funds 
in one year could be carried into the program for the next year. 

“Certainly $75,000,000 for the remainder of this year would 
be ample to start the program and to get it in working order,” 
he said. 

Senator Bailey, of North Carolina, endorsed the Taft 
amendment. He saw no great need for so-called class I airports, 
saying that that type ot airport came very close to being “no 
airport at all, located in no city at all, located in towns some of 
which cannot be discovered in the atlas, and amounting to a 
very great number—altogether 3,200 more than we now have.” 
The total cost of all class I airports, he added, had been put 
down as $155,650,000. 

“So I think that without any serious detriment to this great 
cause (aviation) we could omit that type of airport,’ he said. 
“They cannot even serve as feeder ports or feeder landing 
fields...” 

He noted that the federal government contribution to the 
class I airport program would be about $80,000,000, and said 
that by adopting the Taft amendment there would be omitted 
from the bill a total of $125,000,000, which would mean cutting 
out all funds for the class I group and a large sum from the 
class 2 airports. In further discussion, he said, in part: 


The total federal revenue from gasoline tax as applied to aviation | 
gasoline for the years 1932 through 1944, actual, and the estimate for ff 
is $11,775,000. That figure represents 


the first six months of 1945, 
revenue which was received during a period representing practically 
the beginning of air transportation. 

We had prior to 1939 only a few airports worthy of the name. 
Here is the record: We had in 1939 100 of the class 3 ports, and one 
of the class 4 ports, and none of the class 5 ports. We now have in 
1944 443 of the class 3 ports, 443 of the class 4 ports, and 305 of the 
class 5 ports. 

What I am saying is, that by way of reducing passenger fares 
and improving airfield. facilities we can make handsome returns t0 
the traveling public. Through taxes on gasoline we can and will 
recover every dollar which we will spend in the cause of developing 
air transportation. ...It will not be long before we will be getting 
$11,000,000 of revenue from that source every year. 

The bill has some virtue. The government has been in the 
habit of giving all, but this is a 50-50 proposal. This puts it up 
to the states...North Carolina proposes to put up 50 per cent 4s 
against the government’s 50 per cent, and then it will divide the 
North Carolina 50 per cent between the towns and cities which 
get the benefit of it. So North Carolina, after all, will put uD 
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only 25 per cent as a state, and 25 per cent will be put up by 
the localities which are benefitted... . 


Senator McMahon, of Connecticut, submitted an amendment 
to provide for restoration to states and cities of airfields ex- 
pected to be declared surplus by the army and navy, but later, 
at the suggestion of Senator O’Mahoney, of Wyoming, who urged 
that the proposal should be considered by the Senate military 
affairs committee in connection with amendments to the sur- 
plus property act, he withdrew the amendment and said he 
would introduce a bill containing the provisions of the amend- 
ment. 


South Atlantic Air Route 


Two examiners have recommended to the Civil Aeronautics 
Board, in a proposed report in the “South Atlantic Route Case,” 
No. 1171, that Pan American Airways, Inc., be granted a cer- 
tificate authorizing the transportation of persons, property, and 
mail between the terminal point New York, the intermediate 
points Lagens (the Azores), Dakar (French West Africa), 
Monrovia (Liberia), and Leopoldville (Belgian Congo), and the 
terminal point Johannesburg (Union of South Africa). 

The examiners recommended that the applications of two 
steamship lines and three airline applicants (one not an oper- 
ating company); whose applications were consolidated into 
the proceeding for hearing and decision, be denied. 

In selecting Pan American, the examiners, William J. 
Madden and James S. Keith, observed that that carrier had, 
in the course of building up its system, entered foreign markets 
in practically all parts of the world except South Africa, pioneer- 
ing routes across the Pacific to the Orient and New Zealand, 
to practically all countries in Central America and South Amer- 
ica, and across the Atlantic to Europe. This experience, they 
said, would readily lend itself to the development of passenger 
traffic between this country and South Africa, adding that 
Pan American had laid stress on so-called “roots” it had in 
Africa, referring to certain operations authorized in 1940 and 
1941. 

Conceding that one of the steamship lines, American South 
African Line, was perhaps the first well organized steamship 
line to undertake development of a commercial relationship 
between the United States and South Africa, the examiners 
said the selection of Pan American over the steamship company 
must be dictated by the interpretation the board had indicated 
should be placed on sections 401 and 408 of the civil aero- 
nautics act with respect to applications by surface carriers or 
their subsidiaries. Although the steamship line proposed to 
establish a separate organization to operate the proposed air 


- route, the examiners said the question of the proper interpreta- 


tion to be placed on the aforesaid sections had been argued 
in the “Latin American case,” which, they added, was now 
awaiting decision and that it was not believed necessary in the 
instant report to repeat the various contentions in that respect. 


The examiners said, also, that it was obvious that only 
one carrier should be authorized to render the service, since 
indications were that that one carrier would require sub- 
stantial government assistance in the form of mail compensa- 
tion, at least in the early years of operation. 


The examiners discussed at some length the importance 
of the Union of South Africa as the most progressive of the 
countries of Africa, and the need to establish a service that 
would make possible more speedy travel of business representa- 
tives between the United States and the Union. They estimated 
that 4,000 passengers a year could reasonably be expected to 
utilize an air service between the U. S. and South Africa, and 
that this number would increase. Assuming the average journey 
to be 8,500 miles, and the revenue a passenger mile as 5.5 
cents, the examiners said the annual revenue from 4,000 pas- 
sengers would equal $1,870,000. Annual revenue from mail and 
cargo were estimated at $937,500. 


Observing that estimates of operating expenses by the 
applicants had varied considerably, the examiners said: 


For the purpose of reaching some indication of the cost to the 
government in mail compensation in excess of a rate of $3 per 
pound, it appears that by calculating total expenses at $2 per mile, 
and assuming a frequency of two round trips per week, a reason- 
ably accurate estimate can be obtained. On this basis the amount 
of mail pay required to break even, in addition to that calcwlated 
at the rate of $3 per pound, would be $728,500 per year. A 10 per 
cent return on an investment of $4,000,000 would increase is 
amount to $1,128,500. It does not appear that this amount would be 
excessive considering the impetus such a route would give to the 
ievelopment of the foreign commerce of the United States and in 
view of the prospect of reducing the amount in future years. 


_ The applications consolidated in the proceeding were those 
of American Export Airlines, Inc.; American South African 
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Line, Inc.; Pan American Airways, Inc.; Pennsylvania-Central 
Airlines Corporation; Seas Shipping Company, Inc.; and U. N. 
Airships, Inc. (the latter described as a non-operating company, 
with no equipment). 


Colonial Airlines Extension 


In a decision by the Civil Aeronautics Board, Colonial Air- 
lines, Inc., was authorized to extend its system, now limited to 
a route between Montreal and New York, from Montreal and 
Ottawa to Washington, D. C., via the intermediate points Mas- 
sena, Watertown, Syracuse; and Binghamton, N. Y., Scranton- 
Wilkes-Barre and Reading, Pa., and Baltimore, Md., and to con- 
nect Ottawa and New York via Massena, N. Y., and Burling- 
ton, Vt. 

Pennsylvania-Central Airlines Corporation was authorized 
to extend its present route between Washington and Buffalo to 
include service to Elmira-Corning and Rochester, N. Y. 

American Airlines, Inc., was also authorized to serve El- 
mira-Corning and Binghamton, N. Y., on its route No. 7 between 
Chicago and New York. 

The international phases of the board’s decision were ap- 
proved by the President as required by the civil aeronautics act, 
the board said. It added: 


The Canadian service authorized by this decision is in accordance 
with the bilateral agreement reached between Canada and the United 
States and concluded by an exchange of notes dated February 17, 1945. 

By this decision the board connects Ottawa, the Canadian capital, 
and Montreal, its most important industrial city, with Washington, D. C. 


In announcing its selection of Colonial as the carrier to 
operate the new service between Washington and Ottawa and 
Montreal, the board stated that Colonial was entirely dependent 
on its present Montreal-New York route and that with the new 
route it would have an opportunity to spread part of its existing 
costs over the new route operations and thereby reduce its pres- 
ent per-mile costs. 

In granting the authorization to Pennsylvania-Central to 
serve Rochester the board stated that the evidence with respect 
to that city was conclusive that air service providing direct 
access to Washington would constitute a great improvement 
over the surface transportation now available and an extensive 
improvement over the present air service. 

The board found a need for direct service between Bing- 
hamton and New York City and authorized the establishment 
of such service by amendment of American’s route No. 7 to in- 
clude Binghamton as an intermediate point, pointing out that 
by this action service would be made available between Bing- 
hamton, on the one hand, and Rochester and Buffalo, on the 
other, in addition to New York City. Additional service to 
Elmira and Corning by American and P. C. A. would connect 
an area of about 200,000 persons with New York, Buffalo, Syra- 
cuse, and Rochester in the case of American, and with Williams- 
port, Harrisburg, Washington and Baltimore in the case of P. 
C. A., said the board. 


The board denied the applications of United Air Lines, Page 
Airways, and Eastern Air Lines, and dismissed the applications 
of Hylan Flying Service and Union Airways, Inc. The applica- 
tion of American Airlines insofar as it requested an extension 
rod or route No. 7 from Wilkes-Barre to Philadelphia was de- 
erred. 


Chicago J. A. C. Air Meeting 


Even the badly-smashed German airports are more im- 
pressive and modern than the Chicago municipal airport, which 
is 15 years behind the times, according to Wayne W. Parrish, 
editor and publisher of American Aviation Publications, who 
spoke on “Air Power for Peace” September 11, at the first regu- 
lar Tuesday luncheon of the season sponsored by the Chicago 
Junior Association of Commerce. The meeting, held in the Mor- 
rison Hotel, commemorated the 25th anniversary of coast-to- 
coast air mail service. Don G. Williamson, vice-president of the 
Junior Association of Commerce, was chairman. Speakers in- 
cluded the following: 


Ben Regan, chairman, Illinois Aeronautics Commission; Stephen 
A. Cisler, pioneer general superintendent of coast-to-coast air mail 
service; Chicago’s postmaster, Ernest J. Kruetgen; Capt. Harold L. 
Knoop, superintendent of eastern flight operations, United Air Lines, 
Ine.; Col. T. De Witt Melling, pioneer army pilot; and Hainer Hinshaw, 
assistant to the president, United Air Lines, Inc., who presented a 
plaque to the city of Chicago in commemoration of the anniversary. 


Mr. Parrish declared that all first class mail today should 
go by the fastest means of transportation, and without payment 
of a surcharge. After describing a recent air trip over Germany 
in which he participated, he turned to Chicago’s airport situa- 
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tion. What is required, he said, is a 1950 airport in Chicago, de- 
signed for 1950 conditions. New York City will have spent $200,- 
000,000 on its airport when the project is completed, and it is 
a good business proposition, he said. Though over 1,000,000 pas- 
sengers will pass through the Chicago municipal airport this 
year, there are only 25 seats for passengers at the airport, he 
declared. 

A sound motion picture, “Of Men and Wings,” was pre- 
sented following the speaking program. 


Air Certificate Applications 


Extensive airline pickup service operations with respect to 
mail, express and freight, in California, Oregon, Washington 
and Idaho have been proposed by Transairways, of Dayton, O., 
in an application (No. 2019) filed with the Civil Aeronautics 
Board. 

Transairways asks for a permanent or temporary certifi- 
cate authorizing scheduled transportation over several routes: 
(1) a circle route beginning and ending in Los Angeles, Calif., 
serving 43 other points in California, including San Diego and 
Long Beach; (2) a route between Los Angeles and San Fran- 
cisco, Calif., serving 43 smaller cities and towns in California; 
(3) a route between San Francisco and Long Beach, serving 
35 intermediate points in California; (4) a route between San 
Francisco and Portland, Ore., serving 21 intermediate points 
in California and 22 intermediate points in Oregon; (5) a route 
between Portland, Ore., and Arlington, Wash., serving desig- 
nated points in Oregon, Washington and British Columbia, and 
(6) a circle route beginning and ending in Portland, Ore., serv- 
ing points in Washington, Oregon and Idaho. 

In No. 2020, Northern Airways, Fairbanks, Alaska, asks 
the C. A. B. for an exemption order authorizing charter service 
within a 200-mile radius of Banks, Alaska. 

Virginia Stage Lines, Inc., of Charlottesville, Va., in an 
application docketed as No. 2023, has asked the C. A. B. for 
authority to engage in scheduled transportation of persons, 
property and mail by helicopters and conventional type aircraft 
over three routes between Washington, D. C., and New York 
City and over routes between Charleston, W. Va., and Norfolk, 
between Charleston and Washington, between Washington and 
Wilmington, N. C., and between Wilmington and Chattanooga, 
Tenn. 

Via-Air, of Port Huron, Mich., in No. 2024, has asked for 
a temporary or permanent certificate from the C. A. B. author- 
izing non-scheduled transportation of mail, passengers and 
property over a circle route out of Port Huron, serving 
Sandusky, Bad Axe, Caro, Saginaw-Bay City, Lapeer and De- 
troit, Mich., as intermediate points. 


AIR MAIL RATE REDUCTION 


Postmaster General Robert E. Hannegan has announced 
he will ask Congress to reduce the rate on domestic air mail 
to 5 cents an ounce. The present or wartime rate is 8 cents. 
This will automatically drop to the peacetime rate of 6 cents 
six months after the end of the war. 

“But I am going to ask for a further reduction, a reduction 
of the peacetime rate to 5 cents an ounce,” said the Postmaster 
General, referring to the 6-cent rate. 

“I believe many more people would use air mail if it were 
cheaper, and I also believe that if many more people did use 
it, the resulting increased volume would bring down the unit 
— = delivery, and, within a reasonably short time, justify 
the cut.” 


AIR RATE REDUCTION ON SEAFOOD 


Substantially reduced rates on air express shipments of 
fresh seafood and cooked shrimp, flown between New Orleans 
and 21 cities, have been announced by the air express division 
of Railway Express Agency. The new rates take precedence 
over nation-wide tariff No. 8, and went into effect September 8. 
Under the reduced rate, a 20-pound air express shipment of sea- 
food may be flown from New Orleans to Fort Smith, Ark., for 
$2.20, whereas formerly the rates would have amounted to $3.54. 


AIRLINES AND VETERANS 


The Air Transport Association of America has announced 
that the airlines of the United States are not only restoring 
jobs to employes returning from war service but they are taking 
on many other veterans. It said more than 3,000 veterans would 
be on the airline payrolls by the end of September though the 
hiring system was just beginning to have full effect. Of that 
total, it said, more than a fourth would be personnel who were 
employed by the airlines before they entered military service. 
Many of the airlines, it added, had specific training courses in 
such work as flying, operations, communications, maintenance, 





TRAFFIC WORLD 


etc. Included, it said, were courses for the rehabilitation of the 
physically handicapped. One company reported it would be able 
to employ as many as 1,000 veterans with amputations as the 
loss of a leg or arm or even more serious amputations would 
be no hindrance to certain positions such as reservation clerks, 
ticket sellers, weather experts, mechanics, instrument men, 
bookkeepers and other situations. 


AIR SERVICE TO SMALLER CITIES 

The Senate interstate commerce committee has reported, 
without amendment, S. Con. Res. 25, a concurrent resolution 
introduced by Senator Magnuson, of Washington, declaring 
approval by Congress “expansion of the air transportation sys- 
tem in the United States so that it will include not only the 
larger cities but also, through feeder line service, the greatest 
practicable number of smaller cities and towns” (see Traffic 
World, July 28, p. 262). 





CAMERAS ON PASSENGER PLANES 


The Civil Aeronautics board, after conference with the mili- 
tary services, has announced repeal of its wartime regulation 
(section 43.82 of the civil air regulations), providing for the 
search of passenger baggage and removal of cameras from bag- 
gage of plane passengers. The board observed that there were 
still in force military regulations providing that no photographs 
should be taken of military installations. 





JULY AIR EXPRESS SHIPMENTS 
Domestic air express shipments for July reached 167,612 
as compared with 134,053 in 1944, a gain of 25 per cent, the air 
express division of Railway Express Agency has announced. 
Gross revenue on this traffic rose 32.5 per cent for July over 
the same period, 1944. 


ALLOCATION OF TRANSPORT PLANES 

The Surplus Property Board has announced the seventeeth 
allocation of 22 surplus transport planes, non-standard to mili- 
tary specifications, to domestic air lines, and two, located 
abroad, to foreign air lines. 

Domestic allocations were as follows: Braniff Airways, Inc., 
1; Colonial Airlines, Inc., 1; Continental Air Lines, 2; Delta Air 
Corporation, 1; Eastern Air Lines, Inc., 3; Northwest Airlines, 
Inc., 3; Pan American-Grace Airways, Inc., 2; Pennsylvania 
Central Airlines Corporation, 2; Transcontinental & Western 
Air, Inc., 3; United Air Lines, Inc., 3; and Western Air Lines, 
Ine., 1. 

One plane was allocated to Indian National Airways, and 
one to French Military Airlines. 

The board said that, to September 13, 230 Douglas DC-3 
type transports had been allocated, with domestic applicants 
receiving 161 and foreign applicants, 69. 


BRANIFF AIR EXPRESS TARIFF 
Publication of a new international air express tariff by 
Braniff Airways has established cargo rates on flights between 
Dallas-Fort Worth, Laredo and San Antonio, Texas, and Ciudad 
Victoria, Merida, Puebla and Vera Cruz, Mexico. Mexican points 
already being served by Braniff include Mexico City, Monterrey 
and Nuevo Laredo. 


PAN-AM FLIGHTS IN COLOMBIA 

Three additional flights between Barranquilla (Colombia) 
and Cienaga (Colombia) brings to ten the number of weekly 
flights connecting with daily Miami-Barranquilla clipper serv- 
ice, according to V. E. Chenea, vice-president and general traffic 
manager, Pan American World Airways. Mr. Chenea also an- 
nounced an additional weekly flight to Riohocha from Barran- 
quilla by Cienaga. 


CHEVROLET MAN ON POST-WAR TRUCKING 


Records for the production of trucks will soar in the post- 
war period, now that all government restrictions are removed 
and the demand for new trucks is the greatest ever known, 
according to W. E. Fish, assistant general sales manager, Chev- 
rolet Motor Division, General Motors Corporation. “At the 
end of the first World War there were approximately 800,000 
trucks registered in the United States,” said Mr. Fish. “By 
1924 truck registrations had jumped to 1,600,000. In July, 
1944, about 4,500,000 trucks were registered. At least 70 per 
cent of the trucks now in use are more than six years old, and 
the great majority should be replaced as soon as possible. The 
nation, during World War II, learned vast new usages for motor 
trucks in many previously unexplored fields. It is clearly ap- 
parent that for replacement and for an ever increasing use 
of trucks in new types of service, tremendous production will 
be required.” 
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September 15, 1945 


Rail—Water Controversy 


W. S. A. Temporary Authority for Coastal and Inter- 
coastal Shipping Services Backed by Port, Shipping 
Groups: A. A. R. Counsel Sees No Emer- 
gency Sufficient to Require Authority 
Sought; Opposes Federal Entry Into 
Coastal Shipping Business 


By SHIRLEY D. MAYERS 


. Supported by representatives of ports and shipping inter- 
ests on the Atlantic, Gulf, and Pacific coasts, William 
Radner, general counsel of the War Shipping Administration, 
in oral argument in W-926, Sub. No. 1, urged the Commission 
to grant that agency’s application for temporary authority un- 
til December 31, to engage in coastwise and intercoastal ship- 
ping services to be performed only by those W. S. A. agents 
holding certificates or permits granted them as private oner- 
ators by the Commission (see Traffic World, Sept. 8. p. 627). 
The Commission, September 11, had announced institution 
of W-926, Sub. No. 1, involving the W. S. A. application, and 
assignment of the proceeding for oral argument before it Sep- 
tember 13. . 

Mr. Radner said the W. S. A. sought only to tide coastwise 
and intercoastal shipping over an emergency period and in no 
sense was it attempting to put the government into the shipping 
business. 

Controversy over whether an emergency actually existed 
occurred when Thomas L. Preston, counsel for the Association 
of American Railroads, which is opposing the W. S. A. applica- 
tion, appeared for that organization. 

Water transportation, said Mr. Radner, was entitled to 
“coordinate recognition” under the transportation act of 1940. 
All services, rail, water, truck and others, were needed in the 
reconversion period, he said, adding that ships could perform 
shipping services in their coastwise and intercoastal sphere bet- 
ter than the other agencies. 

“Is it in the public interest to deny service by the best 
equipned agency?” he asked. 

Following a question by Commissioner Aitchison whether 
it was necessary for a government agency to onerate ships, Mr. 
Radner said it was necessary for the coastal shipping services 
to resume business and that the temporary anplication of the 
W. S. A. provided the only means to accomplish it. 

“The last thing in the world we want is government oper- 
ation.” he said. 

The W. S. A., Mr. Radner continued. wanted the Commis- 
sion to supervise the grant of authority so far as its resnonsi- 
bilities in the matter went. He suggested that the shippers, 
who had been denied coastal shinning service since 1942, when 
the government took over the ships, had in effect been “ra- 
tioned” as far as their shinning services were concerned, and 
urged that now that the rationing was no longer necessary it 
should be lifted at the earliest opportunity. 

Less than one-third of the merchant fleet was now in use 
and it would not be known until January 1, how manv ships 
would be available for the various services. he said. Until that 
time it was necessary for the coastal service to operate, he 
continued, adding that his administration’s interest in the oner- 
ation was because of a shipning necessitv and not because of 
any move to get the government into the shinning business. 

He said the W. S. A. honed the railroads would look at the 
problem in its broader aspects, but that if this were not the 
case, the W. S. A. would depend on the Commission for the 
proper action. 


Says Railroads Not Obstructionists 


Appearing for the A. A. R., Mr. Preston said the W. S. A. 
seemed to characterize the railroads merelv as obstructionists 
in the present issue. He said he wanted to emphasize as 
strongly as possible that the railroads had no desire to hinder 
coastwise or intercoastal shipping; that they did opnose govern- 
ment entry into the shipping business, but that they did not 
oppose private water operations of water carriers. 

_ “That is not possible at the present time,” interposed Com- 
missioner Porter. 

Mr. Preston cited section 311 of the interstate commerce 
act providing for temporary operating authority in interstate 
commerce by water for limited periods where an emergency 
arose and no carrier service was immediately available. 

No such emergency existed at the present time as contem- 
plated by section 311, said Mr. Preston, adding that therefor 
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no authority existed for granting the W. S. A. application. He 
contended, in response to a question by Commissioner Barnard, 
that carrier service as mentioned in section 311 referred to 
any or all carriers. Commissioner Barnard said it was his 
opinion that that language referred definitely to water carriers. 

Mr. Preston said the granting of the application would 
authorize a 120-day operation subject to such subsidy as might 
be proposed and that the railroads were against subsidies. He 
asserted that a mere lack of water transportation in this tem- 
porary period was not sufficient to give rise to emergency 
needs. He defined emergencies as having to do with such con- 
ditions as flood, disaster, riot, or extreme economical emer- 
gency conditions. He said no such immediate emergency need 
existed. 

Commissioner Alldredge asked Mr. Preston if he would 
exclude all economic factors in considering such an emergency 
situation, to which Mr. Preston replied that he would not ex- 
clude all economic factors but that he would exclude those 
economic factors not related to an immediate emergency need. 
He averred that the ports now had adequate transportation 
facilities. 

In rebuttal, Mr. Radner said, among other things, that the 
W. S. A. preferred that the case be settled on the broadest 
basis. The need for coastal shipping arose, he said, not as late 
as the end of the war but at the earlier time when shipping 
service was suspended. The public, he said, was entitled to its 
resumption at the earliest possible moment. 

Earlier in the hearing he suggested that if shippers’ prob- 
lems in wartime were predicated on coastwise shipping it fol- 
lowed that they would be so predicated in the reconversion 
period. Under peacetime conditions, he said, there would be 
operations available for 500 freighters and combination ships 
and 300 tankers and that the capacity would be 40,000 tons of 
dry cargo and 80.000 tons of other cargo. 

Asked if W. S. A. operated as a common carrier, Mr. Rad- 
ner said the administration had certificates to operate from 
Washington, D. C., to Norfolk. Va. The W. S. A., he said, 
asked for no extensions of authority, but only for temporary 
operation of government-owned ships by agents already holding 
certificates. He said the net profits in the operations would go 
to the government. 


Partly a Government Venture 


From the point of view of profit-and-loss opportunity, the 
venture would be a government venture, he said. From the 
point of view of rates, tariffs, and other operational details, it 
would be a private venture, he added. 

A vessel, Mr. Radner continued, was assigned an operator 
under a general agency agreement. The operator took care of 
operational details. Collections were made in full from oper- 
ators but a revolving fund for expenses was maintained. The 
operators, he said, received fees for management services by 
the day and for each ton of cargo. The balance was retained 
by the government, he added. In certain trades, he said, the 
W. S. A. could operate under existing tariffs at a profit. In 
other trades, he added. that was not possible. He said the 
W. S. A. had “pledged” the Office of Defense Transportation 
that it would not begin any operation unless the prospects were 
for financial success. 

_ Appearing on behalf of the New York Port Authority, the 
Shippers’ Conference of Greater New York, and Seatrain Lines, 
Inc., Wilbur La Roe, Jr., of Washington, D. C., asserted that 
the railroads were absolutely unable to meet the traffic and 
that the coastal steamship lines should be restored. All ports, 
he said, were served by the railroads and truck lines. The im- 
portant thing, he said. was to get the coastwise and intercoastal 
shipping job done; otherwise there was a question whether we 
should have a merchant marine at all. 

H. E. Manghum, representing the City of Sacramento, 
Calif., and its chamber of commerce, said the W. S. A. plan 
was “feasible and practical” in the reconversion period. He 
said the interests he represented preferred out-and-out private 
enterprise and operation but that they could not be had at 
present. Consequently, he said, they favored the W. S. A. plan. 

J. J. Geary, San Francisco, appearing for the Ship Owners’ 
Association of the Pacific Coast. said the W. S. A. application 
was essential to fill a gap in Pacific shipping needs. He as- 
serted that since 1942 the railroads had operated under the 
Pacific coast “fourth-section” rates protecting them from water 


competition but that there had been no such competition in 
that time. 


Seth Levine, Washington, D. C., said the C. I. O. maritime 
committee asked that the case be settled on a basis of public 
interest rather than on a basis of a controversy between groups. 
He said his committee hoped that water transportation would 
not be throttled in a dispute over profits of special interest 
groups. For the benefit of the maritime workers, he averred, 
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there was immediate need for resumption of coastwise and 
intercoastal shipping. 


Support for W. S. A. Application 


Others appearing to support the W. S. A. application were: 
John C. White, representing the Houston, Tex., port commis- 
sion, Ship Channel Compress Co., Manchester Terminal Corpo- 
ration, and Houston Wharf Co.; L. L. Harvey, executive gen- 
eral agent of the Board of Commissioners of the Port of New 
Orleans; Warren H. Wagner, Washington, D. C., for the South 
Atlantic and Florida Ports Conference; and Paul R. Ladd, 
Providence, R. I., for the Rhode Island Port Authority and 
Providence Chamber of Commerce. 


Hearing on M. C. Nomination 


Displeasure of President William Green, of the American 
Federation of Labor, and of maritime unions affiliated with the 
A. F. of L., over the nomination by President Truman of 
Raymond S. McKeough, of Chicago, for membership of the 
Martime Commission (see Traffic World, Sept. 8, p. 629) was 
recorded in a hearing on the nomination, September 13, before 
a subcommittee of the Senate commerce committee. 

The A. F. L. interests based their opposition to confirma- 
tion of Mr. McKeough’s nomination on two contentions: (1) 
That, as midwest director of the Political Action Committee of 
the Congress of Industrial Organizations, Mr. McKeough would 
be biased in favor of the C. I. O. in matters before the com- 
mission involving the interests of A. F. of L. as well as C. I. O. 
maritime unions, and (2) that Mr. McKeough was not fitted 
by his past experience in private business or as a former repre- 
sentative in Congress (from the Second district of Illinois) for 
service as a member of the commission. 


“Hostile” Telegrams Read 


Senator Overton, of Louisiana, chairman of the subcom- 
mittee, read into the hearing record 15 telegrams that he had 
received from A. F. of L. maritime union spokesmen in, 
among other places, New York City, Baltimore, Md., Norfolk, 
Va., Boston, Mass., Jacksonville, Fla., Los Angeles, Long Beach, 
Sen Pedro, and San Francisco, Calif., Portland, Ore., and 
Seattle, Wash., all opposing the selection of Mr. McKeough 
for the Maritime Commission post to be vacated by Thomas 
K. Woodward on the expiration of his six-year term, Septem- 
ber 26. A similar protest from Victor Lander, of Chicago, 
secretary-treasurer of the Illinois State Federation of Labor, 
also was read by Chairman Overton. 

The A. F. of L. unions opposing confirmation were the 
Seafarers’ International Union of North America, the Sailors 
Union of the Pacific (described by one witness at the hearing 
as a branch of the Seafarers), and the Masters, Mates and 
Pilots of America. 

Appearing for President Green of the A. F. of L., to express 
disapproval of the McKeough nomination, was Lewis G. Hines, 
A. F. of L. legislative representative in Washington. The 
only other witness opposing confirmation was Captain C. F. 
May, president of West Coast Local No. 90 of the Masters, 
Mates & Pilots of America and vice president of the California 
State Federation of Labor. Another witness was James J. 
Morrison, representing the Young Men’s Business Club of New 
Orleans, La., who said he was not opposing the McKeough 
nomination but urged that the Gulf coast area be represented 
on the Maritime Commission. 


Biographical Information 


Mr. McKeough accepted Chairman Overton’s invitation to 
testify in his own behalf. Answering a series of questions by 
Senator Overton and other subcommittee members—Senators 
Lucas, of Illinois; Bilbo, of Mississippi, and Robertson, of 
Wyoming—Mr. McKeough said that he was 57 years old; that 
he had resided in Illinois all his life; that he had been elected 
to Congress in 1934 and had served four consecutive terms in 
the House; that he had been unsuccessful in his race for United 
States senator from Illinois in the 1944 campaign, as opponent 
to Senator Brooks, the Republican incumbent; that he had 
been appointed a regional director of the Office of Price Ad- 
ministration for seven midwestern states in January, 1943, and 
had served ii that capacity until the end of the year; that 
he bed Lcen graduated from the De La Salle Institute, Chicago; 
had been employed in the livestock commission business at the 
Chicago stockyards, had later become secretary to the operating 
officers of three railroads, and subsequently had become as- 
sistant to the operating vice president of the Elgin, Joliet & 
Eastern. He said he resigned from that position and became 
an investment banker in Chicago, and that he now remained 
in the investment banking business. 

After Chairman Overton had asked for his views on the 
contention of the protesting seamen’s unions that his appoint- 
ment to the commission would create discord among the seamen, 
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because of his “close affiliation with the C. I. O.,’”’ Mr. McKeough 
said that he had been asked by Sidney Hillman and Philip 
Murray (C. I. O. president) to assist in the campaign for 
reelection of Franklin D. Roosevelt in 1944 and had agreed to 
serve as director of the Political Action Committee for the 
states of Illinois, Indiana and Wisconsin. He said he was not 
a “member” of the P. A. C., as that group was made up of 
officers of the C. I. O.; that his status was similar to that of 
an attorney representing a labor group in a court case; that 
he had not previously been identified with the C. I. O.; that the 
P. A. C. was inactive, but that he still drew pay from that or- 
ganization; and that, in his candidacy for United States senator, 
he had had the support of both the C. I. O. and the Illinois 
State Federation of Labor. 

Senator Overton observed that he had one telegram sup- 
porting the McKeough nomination, from Samuel Levin, presi- 
dent of the “Illinois Club” and spokesman for the Amalgamated 
Clothing Workers of America, C. I. O. Mr. Levin described 
Mr. McKeough as a man of great ability and high integrity. 
Senator Lucas said that if the subcommittee desired to hear 
them, plenty of witnesses who would support Mr. McKeough’s 
nomination could be presented. 


Question of Experience 


Elaborating on his statement to the subcommittee that 
he had had no experience in maritime matters, other than 
the acquaintance with such matters that he had gained as a 
member of Congress, Mr. McKeough said he did not think 
that one had to have been actually engaged in the movement 
of vessels in order to understand the need for an adequate 
American merchant marine. He added that he had spent many 
years in the railroad business and that he thought he knew 
something about commerce and rate structures. He commented 
that others without merchant marine experience had served 
on the Maritime Commission, and he mentioned, in that con- 
nection, Commissioner Carmody, now a member of that body, 
and former Commissioner Joseph Kennedy. 

Asked by Senator Overton whether he thought his affilia- 
tion with the C. I. O. would “prejudice” him in his relationships 
with the A. F. of L., as a member of the commission, Mr. 
McKeough said he was “quite sure” it would not, and, further- 
more, that he did not think the commission made any distinc- 
tion as between unions. 

Mr. Hines, in his testimony, said that all the maritime 
unions at one time had been affiliated with the A. F. of L., 
but that, “on orders from the Communist party in America,” 
some of the unions had divorced themselves from the A. F. of L. 
He declined to identify those unions by name. Asked by Senator 
Lucas whether he would object if Mr. McKeough “belonged” 
to the A. F. of L., Mr. Hines said that he believed that, in 
those circumstances, Joe Curran (president of the National 
Maritime Union, C. I. O.) would be “down here opposing it.” 
He conceded that it was “quite probable” that someone with 
no maritime experience could do “a fair job’ as a member of 
the Maritime Commission. 


Criticism of Commission 


Captain May contended that the A. F. of L. maritime unions 
had received ‘“‘a dirty deal’ from the Maritime Commission in 
the last two years, in that “a considerable number” of vessels 
from the east coast, manned by C. I. O. crews trained in the 
commission’s merchant marine recruitment and training pro- 
gram, had been allocated to the west coast. He said that the 
Cc. I. O. had resolved to “go after” the Masters, Mates and 
Pilots union, an organization of licensed merchant ship officers. 
He averred that the National Maritime Union made no dis- 
tinction between licensed and unlicensed personnel, but wanted 
to “make them all alike.” 

“If that ever happens,” he added, “I’m sorry for the mer- 
chant marine.” 

He stated that a majority of the seamen belonged to A. F. 
of L. unions, adding that unlicensed personnel of about 1,400 
merchant ships were A. F. of L. union members, while the 
crews on about 1,100 ships were C. I. O. 

Mr. Morrison, in his testimony, asserted that the Gulf 
ports had had a tremendous increase in tonnage and in ship- 
building, and said that a foreign trade zone soon would be 
established in New Orleans. He described the Gulf port area 
as a natural gateway for the trade of the world, particularly 
that from South America and the Caribbean. 

Senator Biibo said he agreed with those views, but that 
he could say why the Gulf area had not been represented on 
the Maritime Commission. 

“This is a political appointment,” he said. “The Democratic 
party knows it has got the south; the Republican party knows 
it can never get it. I made a personal recommendation to 
President Truman to fill the Maritime Commission position. . . .” 

Senator Overton commented that Louisiana did not have 
“a single key man in all the government of the United States.” 
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September 15, 1945 


Ship Trade Route Hearing 


Five Steamship Lines, Including One Headed by Former 
Prisoner of Nazis, Display Eagerness to Obtain Gov- 
ernment Aid for Early Establishment of Service 
between U. S. North Atlantic, Belgian and 
Dutch Ports, in Public Hearing Before 
Members of Maritime Commission 


By JOSEPH C. SCHELEEN 


Five steamship companies presented to the Maritime Com- 

mission, in a hearing September 10 in Washington, infor- 
mation and contentions in support of their respective claims 
that they were qualified for, and entitled to, selection by the 
commission to operate between U. S. north Atlantic ports and 
ports in Belgium and Holland on a route designated by the 
commission as trade route No. 8, in cargo service primarily, 
under an operating-differential subsidy that the commission 
might grant under merchant marine law (see Traffic World, 
Sept. 1, p. 571, and Sept. 8, p. 629). 

The operating-differential subsidy under which various 
steamship lines have operated on other commission-designated 
trade routes, but not on trade route No. 8, is designed to enable 
American-flag ship lines io meet competition of foreign-flag 
lines by providing money for the former with which to offset 
their higher costs of operation, including higher labor costs, as 
compared with operating costs of the foreign lines. An Ameri- 
can-flag line receiving such a subsidy must limit the operations 
of the vessels involved to the trade route covered by the subsidy. 

Witnesses and subsidy applicants represented by them at 
the hearing September 10, at which Commissioner Woodward 
presided, were: Basil Harris, of New York City, president of 
the United States Lines Co.; John Morel, of Savannah, Ga., a 
partner in the firm doing business as South Atlantic Steamship 
line; Victor J. Sudman, New York City, president of the Black 
Diamond Steamship Co.; Arnold Bernstein, New York City, 
president of The Arnold Bernstein Steamship Corporation, and 
Otis M. Shepard, New York City, vice-president and treasurer 
of the Shepard Steamship Co., subsidiary of the Shepard & 
Morse Lumber Co. 


Carmody Participates 


Participating in questioning of the witnesses, o. -half of 
the commission, were Commissioner John M. Carmody and 
Chief Examiner John J. Miller. 

Opening of the hearing was delayed somewhat when, as 
the assembled crowd began to move from a smaller adjoining 
room to the main auditorium of the Commerce Department 
building, Assistant General Counsel Frank Gertner, of the 
Maritime Commission, suffered a leg fracture as he walked 
into the auditorium before it was lighted and fell to the floor 
in stepping off the rostrum. 

Controversy between the applicants developed shortly after 
Mr. Harris, the first witness, began his testimony in support of 
the United States Lines Co. application. M. G. de Quevedo, 
counsel for the Black Diamond Steamship Co., insisted that 
the application of U. S. Lines and the other applicants should 
have been filed on the form prescribed by a commission order, 
but Commissioner Woodward dismissed Mr. de Quevedo’s ob- 
jection with the statement that the hearing was “administra- 
tive,” not “statutory.” He said that the hearing was held, not 
because of any requirement of the law, but because the com- 
mission had deemed it desirable that the applications for sub- 
sidies be heard publicly. 

At the close of the hearing, Commissioner Woodward an- 
nounced that the applicants might file briefs with the commis- 
sion not later than September 30. 


Asks Consolidation of Services 


Mr. Harris, in his testimony, described the pre-war opera- 
tions of United States Lines and its subsidiary companies be- 
tween U. S. north Atlantic ports and ports in western Europe. 
He said that ships of his company had served German Atlantic 
ports, on the route designated as trade route No. 7, and French 
Atlantic ports, on trade route No. 8; that it had not had au- 
thority to serve the ports of Amsterdam and Rotterdam, Hol- 
land, or Antwerp and other Belgian ports, on trade route 8, 
and that, in reality, all the western continental ports of Europe 
in what was known in the shipping industry as “the Bordeaux- 
Hamburg range” constituted a unit that should be served by 
one trade route. He said he believed all the ports in that range 
could be served efficiently by one ship line operator, with 
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service to “substantially the same shippers.” Mr. Harris stated 
that United States Lines proposed weekly service to and from 
the port of New York and bi-weekly service to and from north 
Atlantic outports. 

“We are now taking delivery of ten C-2 vessels that we 
have purchased from the Maritime Commission for operation 
in the United States Lines and Oriole Lines services to Liver- 
pool and Manchester and in the America France Line and 
America Hampton Roads-Yankee Line services to French and 
German Atlantic ports and east coast United Kingdom ports,” 
he said. “These vessels will all be delivered by February, 1946. 
For the United States Lines service to London, we intend to 
purchase four vessels, and we expect to submit our plans to 
the commission very shortly. We are presently working with 
the Maritime Commission to provide vessels for the United 
States Lines combination passenger and cargo service to the 
United Kingdom and continental ports to take the place of 
larger vessels that were taken by the government.” 

Mr. Harris said that his company would use six C-2 cargo 
vessels, to be purchased or built with a construction-differen- 
tial subsidy, in the proposed service to ports of Belgium and 
Holland. He added that the company might buy or charter 
additional ships if such action was required by the volume of 
cargo offered. 

“We believe our total of 16 C-2’s will give us great flexi- 
bility and efficiency,” he said. 


Financial Resources 


Mr. Harris added that ships of the U. S. Lines would be 
able to carry at least 50 per cent of the available traffic, “both 
ways.” In February, he said, the company would have over 
$12,000,000 available for the purchase of ships, and, in addition, 
ample working capital. He explained that the $12,000,000 he 
mentioned “could buy $48,000,000 worth of vessels.” None of 
the other four applications offered service sufficient in scope 
and flexibility to meet “the needs of the operation,” he con- 
tended. He emphasized that, if it became the successful appli- 
cant for the subsidy and trade route here involved, his company 
would go ahead with the acquisition of the six C-2’s for the 
route, and such other vessels as might be needed, regardless of 
whether or not the Bland ship sales bill became law. 

In pre-war years, he ‘said, U. S. Lines ships occasionally 
would leave Hamburg and “go right by’ Rotterdam and Ant- 
werp and, in the absence service by those ships to the Dutch 
and Belgian ports, ‘foreigners came in” and took the business 
those ports had to offer. 

“We respectfully submit that the public interest will be 
best served by awarding the operating-differential contract for. 
route 8 to United States Lines Co.,’”’ he declared. 


“Traffic Is Traffic” 


Asked by Mr. de Quevedo whether U. S. Lines planned to 
renew its application for overseas air rights, Mr. Harris said 
he did not know. Questions by Mr. Sudman about possible 
steamship conference complications involved in service by one 
company to all ports in the Hamburg-Bordeaux range were re- 
ferred by Mr. Harris to V. J. Freeze, freight traffic manager 
and vice-president of United States Lines, who replied that the 
commission’s division of regulation had thought it advisable to 
constitute the Continental-North Atlantic Westbound Confer- 
ence. Mr. Harris, answering a further question, said he was 
willing to admit that United States Lines had had no experi- 
ence in solicitation of business at Antwerp, but that it made 
no business at what port a lone sought business, because 
‘traffic is traffic.” 


Southern Export Outlook 


Mr. Morel, the next witness, said that the South Atlantic 
Steamship Line was now operating as agent for the War Ship- 
ping Administration, with ‘somewhat over 50 vessels” under 
its direction. He said that there was “a serious outlook” for 
maintenance of U. S.-flag ship services at south Atlantic ports 
unless greater flexibility of service and greater latitude in 
scope of those services were authorized. This was true, he 
averred, because there had been a shrinkage in export traffic 
through the south Atlantic ports. He maintained that cotton 
could never be expected to be available for export from the 
southeastern states in any appreciable volume, since “both the 
decline of production and the increase of local consumption, 
together with competition of Brazilian and other foreign-grown 
cotton, make this impossible.” He added that this condition 
would prevail likewise in the case of lumber (particularly pitch 
pine) and other basic raw materials, notably naval stores and 
phosphate rock. 

“Using the year 1938 as a basis of the export traffic that 
can be expected to move through the south Atlantic ports,” he 
told the commission, “we find that our company sailed seven 
vessels to London, Antwerp, Rotterdam, 18 vessels to Manches- 
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ter, Liverpool, Glasgow, Avonmouth, Hamburg, seven vessels 
combined to both groups. 

“These 32 sailings of American flag vessels carried 73 per 
cent of the entire export traffic from the south Atlantic range 
of ports. We can hardly hope for a larger participation. 

“The vessels used were Hog Islands of 8,000 tons total 
deadweight, 370,000 cubic feet bale space, and they sailed 
loaded to 91 per cent of their cubic capacity. 

“Based on the Victory type vessels with which we hope to 
replace our fleet, we find, using this same cargo which we 
consider is all that can be reasonably expected to be secured 
through the south Atlantic ports, our sailings would go short 
between 35 and 40 per cent of the cubic available for cargo. 
Considered in another way, should we attempt to load the 
larger type vessels to the same percentage of capacity as the 
Hog Islands were formerly loaded, the total cargo would have 
been lifted in eleven fewer sailings, which would have resulted 
in such infrequency that most of the cargo that we attempted 
to hold would go to competing lines providing greater fre- 
quency. 

Greater Latitude Sought 


“Therefore, with the limited flow of export and import 
traffic through the south Atlantic range of ports, and that con- 
sisting almost entirely of low-paying raw materials, we have 
not been able to see how we can consistently proceed with 
plans to replace our old fleet unless we can obtain greater lati- 
tude in the scope of our operations... .” 


He said his company had operated for many years between 
ports from Wilmington, N. C., to Jacksonville, Fla., inclusive, 
and ports in the United Kingdom, Ireland, and in the Bordeaux 
to Hamburg range, inclusive, with the privilege of calling at 
other Florida ports east of but not including Pensacola and 
with the further privilege of calling at Scandinavian and Baltic 
seaports. He added that the South Atlantic Steamship Line 
now wished to negotiate with the commission for the purchase 
or purchase-and-charter of 10 high-powered Victory or C-2 
type vessels to operate in four services, as follows: (1) South 
Atlantic ports to and from Liverpool and Manchester, England, 
“completing continental range, probably Bremen/Hamburg,” 
18 to 24 sailings annually; (2) south Atlantic ports to and from 
London, Antwerp and Rotterdam, 12 sailings annually; (3) Bos- 
ton, Philadelphia and New York to and from Antwerp and 
Rotterdam, and (4) Hampton Roads, Baltimore and New York 
to and from Antwerp and Rotterdam, with 52 sailings annually 
for (3) and (4) combined, weekly from New York. 


Mr. Morel said that his firm had operated from the south 
Atlantic to Belgium and the Netherlands in regular service 
since 1928 and, “prior to that time, going back to the year 
1886,” had operated successfully as chartered owners or berth 
agents in the trade. 


“Believing that with vessels interchangeable between the 
north Atlantic and south Atlantic services. and the privilege of 
taking Antwerp-Rotterdam cargo from north Atlantic ports to 
assist in filling vessels loading on our south Atlantic services,” 
he said, “we have arrived at the solution of our problem in 
continuing American flag services from the south Atlantic. .. .” 


Use of Ten Vessels Planned 


He said that the service proposed was strictly a freight 
service, though the company intended to provide limited pas- 
senger accommodations; that, for trade route No. 8, it pro- 
posed to purchase five ‘“17-knot Victories” and to charter five 
others, and that the company had ample resources to finance 
this purchase-charter program. He submitted a balance sheet 
showing that, as of June 30, the company had total current 
assets of $5,050,962.02, including $1,279,794.81 in cash and on 
deposit, and total current liabilities of $1,393,305.43. 


“Whereas the freight rates now may be considered high 
and the first years of operation should prove profitable,” Mr. 
Morel said, “we believe that the freight rates will be con- 
sistently reduced as foreign competition becomes more active. 
We have an estimate showing the result based on average 
freight rates of 1938 an dtonnage carried that year, both in 
liner and tramp vessels—assuming that American-flag lines 
would carry 40 per cent of the cargo both ways. This estimate 
shows a loss per voyage of about $21,000, but our expenses have 
been figured without subsidy, and we feel confident that over 
the life of these vessels, with subsidy aid, we will be able to 
conduct a successful service on this route.” 

Asked by Commissioner Carmody whether South Atlantic 
Steamship Line would go out of business if it could not expand 
its service as proposed, Mr. Morel said that a company that 
had been in business since 1886 did not like to say that it 
would be going out of business. He disagreed with a suggestion 
that smaller type vessels might prove adequate for the require- 
ments of his company. He explained that his company pro- 
posed to serve Hampton Roads and Baltimore as outports on 
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trips from New York one week, and Philadelphia and Boston 
as outports. the next week and that such service would be con- 
tinued in alternate weeks. ° 


Black Diamond Proposal 


Mr. Sudman said that his company, Black Diamond, of 
which he had been president 26 years, intended to buy seven 
fast ships for service on trade route No. 8. He said that 
speedy vessels would be necessary to meet competition of the 
Holland America Line on that route. No economy could be 
effected in the shipping business except by saving in unit costs, 
he asserted, adding that seven fast ships could do what eight 
slow ones could do. 

. He recalled the Black Diamond line had begun its opera- 
tions in 1919 and said that its services in the trade to Belgian 
and Dutch ports had continued until the invasion of the “low 
countries” by the Germans. In the war period, he said, Black 
Diamond had operated as a general agent for the W. S. A., 
using about 47 ships. He referred to a pooling agreement with 
the Holland America Line and the Red Star Line, among others, 
asserting that Black Diamond had had a large part of the 
business in the pool. At one time, he said, Black Diamond had 
about 40 per cent of the revenue from the Antwerp and Rotter- 
dam shipping trade. 

“We will give direct sailings to each port (Antwerp and 
Rotterdam) every ten days; this means that a ship will leave 
New York every five days,” he said. 


He added that this schedule would be maintained regard- 
less of any lack of freight volume and that “our boats sails, 
freight or no freight.” 


Dissolution of Predecessor 


_ .To questions by counsel for United States Lines concerning 

liquidation of Black Diamond Line, Inc., in 1940, Mr. Sudman 
said that that corporation had advised the commission in De- 
cember, 1941, of the dissolution of the corporation and of its with- 
drawal, therefore, from participation in regulatory agreements, 
but added that after the liquidation of that corporation the indi- 
vidual shareholders had formed a partnership and placed the 
assets in the new Black Diamond Steamship Co. After it was 
pointed out that this applicant’s balance sheet for 1944 showed 
working capital of $372,000, Mr. Sudman said that key officials 
of the Black Diamond organization were putting up additional 
capital of more than $2,000,000. The company proposed at the 
present time, he said, to purchase four Victory ships and to 
charter three, but might decide to buy all seven ships. He ex- 
pressed the hope that such purchase or charter might be made 
under ship sales legislation now awaiting enactment. 


Victim of Nazi “Purge” 


_ Mr. Bernstein, appearing for the corporation headed by 
him, said his organization was not engaged in the shipping 
business at the present time, but that, in the period from 1919 
until 1937, when he was arrested by Nazi Gestapo agents and 
subsequently forced to serve a 2%-year prison term, in the 
course of the Nazi “purge” of Jews in Germany, he had oper- 
ated passenger and freight steamship service out of Hamburg, 
Germany. He stated that he had filed his declaration of intent 
to become an American citizen in 1933; that he had come to 
the United States after being released from prison in Germany 
in 1939; that the State Department had permitted the time 
served in prison to apply on the five-year period of residence 
in the United States required for his U. S. citizenship, and 
that he was now a citizen of the United States. 


Under direct examination by his attorney. William L. 
Bennett, of New York City, former congressman, Mr. Bernstein 
stated that, several years before the war, he had acquired the 
Red Star Line and that ships of that line had engaged in reg- 
ular service between New York City and Antwerp-Rotterdam. 


The charge on which he was arrested and convicted by the 
Nazis, he said, was a violation of the foreign exchange regula- 
tions, growing out of his failure to segregate receipts and ex- 
penses of a subsidiary company, operating between certain 
ports on the Adriatic Sea, from the receipts and expenses of 
his other steamship operations. He testified that, after his ar- 
rest, he had been forced to sign away his interest in the Red 
Star Line; that the line had been sold by a Nazi-appointed 
“trustee” to the Holland America Line, and that he had now 
filed a suit contesting the validity of that transaction. When 
he came to the United States in September, 1939, he said, ‘“‘the 
Nazis had cleaned me out completely.” 


When, after his return to the United States, he has sought 
appointment as a general agent for the W. S. A., he said, he 
found that the doors to such a general agency were closed. 
He had then bought an old submarine tender, with money pro- 
vided by himself and his associates, had borrowed $100,000 for 
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reconstruction of the vessel, and had repaid the loan in two 
years, he stated. 


“Floating Garage” Vessels 


Referring to his experience in the shipping business _ in 
Europe, he said, among other things, that he had devised a 
“floating garage” type of ship for transportation of uncrated 
automobiles from the United States to European ports, had 
converted those ships to transportation of passengers, in one- 
class service only, after a decline in American export of cars 
in the depression years, and had subsequently reconverted the 
ships to transportation of automobiles. 

He said that the purchase price of the Red Star: Line, 
when he bought it in 1935, was $1,100,000, and that, at the 
time of his arrest by the Nazis, he had paid $180,000 of that 
amount. 

Mr. Bernstein proposed sailings from New York to Ant- 
werp and Rotterdam twice weekly, serving Philadelphia_and 
Baltimore as outports, with use of 10 Victory ships or C-2’s, 
five of which would be purchased from the commission and 
five chartered. He said that “quite a number” of his old agents 
in Antwerp and Rotterdam were in contact with him, and that, 
if he had the ships, he could start service on trade route No. 8 
“tomorrow.” He said he proposed to restrict his cargo trade 
to Antwerp and Rotterdam, but that in passenger service his 
ships would stop at Southampton and LeHavre. He said that 
a financial backer of his corporation had put up $1,000,000 
capital and pledged $1,000,000 more to finance the proposed 
operations. 


Shepard Steamship Co. Plans 


Mr. Shepard said that the Shepard Steamship Co. had not 
filed its application until after the commission’s announcement 
of the hearing on the four other applications, because it thought 
such filing would be premature in view of the fact that the 
Bland ship sales bill still awaited action by Congress. He said 
that Thomas A. Shepard, of Boston, was president of the com- 
pany. Its ship operations had begun in 1929, with three ships 
purchased from the U. S. Shipping Board, and for 12 years the 
company had maintained intercoastal service, he stated. All 
its ships had been requisitioned by the federal government in 
the recent war period, and the company had been general agent 
and time charter agent for the W. S. A., he said. The parent 
(lumber) company and the shipping company combined had 
about $4,000,000 of “ready cash,” he testified. A major part of 
that amount would be used to acquire ships for operation on 
route No. 8, he added. 

He asserted that the Shepard Steamship Co. had returned 
to the W. S. A. “the largest refund of excess agency commis- 
sions of any general agent.” At the present time, he said, the 
company had no certificate in the intercoastal trade, its “grand- 
father” rights having been permitted to lapse for reasons he 
believed the commission knew. 

Propounding the idea that “two heads are better than one,” 
Mr. Shepard advocated the selection by the commission of two 
steamship companies for operation on route No. 8. Thus, he 
said, there would be a choice for shippers desiring to use 
American-flag lines. He testified that his company proposed to 
carry half of the total cargo provided for the American-flag 
lines, but that if the commission decided that only one com- 
pany service was warranted, this applicant wished to change 
its application accordingly. 

Mr. Shepard said that his company planned sailings out of 
New York City every five days, serving Hampton Roads and 
Baltimore as outports on one trip and Philadelphia and Boston 
on the next trip, so that each outport would be served every 10 
days, on alternate trips. 

There was now a tendency to development of a few large 
monopolies, and there were many who wished to see “new 
blood” in the field of ocean transport, he declared, after observ- 
ing that one ot the applicants for a route No. 8 subsidy already 
held subsidies for five other routes. He said that if Shepard 
Steamship Co. was unsuccessful in its application for a subsidy 
contract for route No. 8 it might be forced to retire from 
steamship operations. 


“EUROPA” NOW TROOP TRANSPORT 

The $16,000,000 German luxury liner Europa, one of six 
captured Nazi ocean-going vessels earmarked for service as 
U. S. troop transports, will soon carry her first load of soldier- 
passengers home from Europe. 

Major General Charles P. Gross, Chief of Transportation, 
Army Service Forces, disclosed that the former queen of the 
North German Lloyd Lines would begin her maiden trans- 
Atlantic crossing under the American flag on September 19 
when, loaded with homebound American veterans, she would 
sail from Southampton for New York. 

“The refitting of the once fast passenger liner—which 
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boasted a sailing time from. Cherbourg to New York of four 
days, 16 hours and 48 minutes—begun in Germany, will be 
completed in the United States,” General Gross said. 

“Captured in the German port of Bremerhaven last May, 
the Europa was a rusty camouflaged shadow of her former 
self. Hit once by a Royal Air Force night raider and stripped 
of many of her furnishings by the Nazis, the ocean giant had 
not been to sea for five years when the Americans towed 
her to dry dock in mid-June. 

“Partial conversion and outfitting of the Europa was car- 
ried out in Bremerhaven by 2,500 German workers under 
supervision of U. S. Navy officers aided by technicians from the 
War Shipping Administration. Plans for the vessel’s trans- 
formation into an American troop transport were approved by 
Army Transportation Corps experts in the European Theater. 

“The Europa will be manned by the U. S. Navy and oper- 


ated under Army schedules to be determined by the Army 
Chief of Transportation.” 


Steamship Priority Off 


The Traffic World Washington Bureau 


The State Department has announced discontinuance by 
it and the War Shipping Administration, effective September 15, 
of certification and issuance of priority for steamship travel 
from the United States to all foreign ports. It said this action 
was being taken “inasmuch as more shipping facilities are 
being turned back to private companies.” 

It advised persons desiring to obtain transportation to 
travel abroad to get in touch with either the shipping lines 
or with the S. S. A. in cases in which the individual did not 
know the names of the carriers operating in various areas. 

It warned that, in view of present heavy utilization of ship 
space for return of members of the armed forces and for 
repatriation of American nationals abroad, persons desiring to 
travel “should seriously consider the fact that, although trans- 
portation facilities may be available for passage from the United 


States, there may be considerable delay in securing return 
bookings.” 


Cargo and Ships Lost in Pacific 


The war against Japan cost the army a total of 200,058 ship 
tons of cargo lost at sea—the equivalent of 20 fully loaded 
Liberty ships—in 31 vessels sunk and two vessels damaged while 
en route from the United States to the Pacific, Alaska and India 
theaters, the War Department announced September 11. 

Army cargo shipped to these areas in the 44 months of the 
war totalled 43,520,000 ship tons. Those supplies lost at sea, 
therefore, represented only 0.46 per cent of the total amount 
shipped. This means that for each 10,000 ship tons of cargo sent 
from the United States to the Pacific, 46 were lost at sea. 

Major General C. P. Gross, whose Transportation Corps has 
the responsibility for moving supplies to all overseas theaters, 
disclosed that despite the far greater sea distances in the Pa- 
cific, cargo losses there were less than half proportionately than 
those suffered in the Atlantic. 

“When losses in the Pacific are added to the previously an- 
nounced 537,656 ship tons of cargo lost on outbound moves from 
the United States to the European, Mediterranean, Middle East, 
North and South Atlantic and Latin American areas, a total 
war loss of outbound army cargo at sea of 737,714 ship tons is 
obtained,” said the department, adding: 


Since the total army cargo exports from December, 1941, through 
July, 1945, amount to 119,169,000 ship tons, the percentage loss for ship- 
ments to all overseas theaters is 0.62, or a loss rate of 62 out of each 
10,000 ship tons exported. 

These totals include only army losses on vessels of American and 
foreign registry on outbound moves from this country. Information on 
army cargo losses and statistics on cargo shipped on moves within 
and between overseas theaters is not available because of incomplete 
data. 

General Gross attributed the low percentage loss of army cargo 
to the splendid security work of the Allied Navies, the Army Air Forces, 
Naval Aviation and the R.A.F., and the American and Allied merchant 
marine. 

In the majority of cases, loss of army cargo was caused by enemy 
action. Of the 31 vessels sunk in the Pacific, 18 were sunk by sub- 
marine action, air attack or mines. Eleven others were lost because 
of fire, going aground, collision or explosion. Two are listed as over- 
due. 

General Gross disclosed that almost all of the losses, or 28 ships, 
were cargo ships. Two were troopships carrying cargo and the last 
was a combination passenger-freight vessel. 

The two ships damaged were crippled by Japanese air attack but 
later returned to duty. Both were cargo vessels. 

During the European war, 105 vessels carrying army cargo on 
outbound moves from the United States were sunk. Ten others were 
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damaged. Of these, 74 vessels were sunk or damaged by submarines, 
six by mines, eight by bombings and four by unknown causes. Fif- 
teen vessels were involved in collisions, two in explosions and six were 
lost in storms or went aground. 

Cargo ships represented a majority of the losses, or 91 ships. Of 
the others, seven were tankers, two were troopships, four were combi- 
nation passenger-cargo ships and one was an L.S.T. 


F. E. P. C. Seaman Hiring Decision 


The President’s Committee on Fair Employment Practice 
has directed the Seafarers’ International Union of North Amer- 
ica to revise its policies and practices so that all needed and 
available seamen shall be hired or referred for employment on 
vessels of the merchant marine without regard to race, creed 
or color, Malcolm Ross, F. E. P. C. chairman has announced. 

The S. I. U., whose contracts to supply: unlicensed crews 
to about a dozen steamship lines in the U. S. Maritime Service 
were frozen for the duration of the war emergency, was also 
directed to cease specifying the race or color of seamen re- 
quested by it from the rotary hiring list of the War Shipping 
Administration. Nor might the union continue its practice of 
refusing to accept for employment, because of their race, men 
referred by the W. S. A.’s Recruitment and Manning Organiza- 
tion, Mr. Ross said. All seamen were to be referred by the union 
to masters of ships on the basis of their occupational qualifica- 
tions, said he, adding: 


The committee’s decision, which has been known by the §S. I. U., 
an A. F. L. affiliate, for several months, was reached after a study of 
evidence presented at a hearing before a panel of the committee in 
New York on October 10, 1944. The union was charged in complaints 
filed with the committee with refusing during the years 1942, 1943, and 
1944 to utilize qualified Negro seamen as cooks, bakers, oilers, ship 
carpenters, ordinary seamen, etc. After the hearing and prior to the 
issuance of the decision, a subcommittee of the committee visited and 
inspected ships operated under contract both with S. I. U. and with 
the National Maritime Union. 


“The inspections were made,” states the decision, “to en- 
able the committee to understand and evaluate the evidence in 
— case in the light of conditions actually existing aboard the 
ships.” 

Also received in evidence by the committee was the trans- 
cript of testimony taken on February 25, 1944, and on subse- 
quent occasions before the Special House Committee to Inves- 
tigate Executive Agencies, generally known as the Smith com- 
mittee. The union had made protests to that committee con- 
cerning the refusal of the Recruitment and Manning Organiza- 
tion to honor S. I. U.’s discriminatory requests, Mr. Ross said. 

W. S. A., which has had the responsibility for the operation 
of the merchant marine, has, through the R. M. O., utilized the 
rotary system for referrals to the unions. The man at the head 
of the list, whether Negro or white, has been the one sent to fill 
a request, a plan that R. M. O. has described as the “only fair 
and efficient method that could be used,” according to the 
EP. C. 


In response to the S. I. U.’s assertions that its white mem- 
bers would refuse to work under adherence to this system, and 
thus cause delay in sailings, the committee said that it was “far 
from convinced that S. I. U. seamen will so far forget their duty 
to the nation as to withdraw from employment if the union’s 
current practices are modified.” 

“Tt should be emphasized,” the decision continued, “that 
there is still need for manpower to operate our Maritime Serv- 
ice. Not only must we bring home millions of veterans from 
the European and Pacific war zones, but our ships must be relied 
upon to transport the necessary supplies and equipment to our 
military forces occupying enemy territories.” 


Commercial Ship Service Status 


Several steamship company officials in the membership of 
the National Federation of American Shipping and Almon 
Roth, president of the federation, have conferred with Granville 
Conway, deputy administrator of the War Shipping Adminis- 
tration in charge of ship operations, to seek advice and to offer 
suggestions with respect to resumption of peacetime steamship 
services, including operations in the coastwise and intercoastal 
trades. It was stated that further conferences of this nature 
would be held at the W. S. A. 


Questions as to which there were “exploratory” discus- 
sions, according to Mr. Roth, included: The return of ships by 
the W. S. A. to their private owners; the extent to which 
W. S. A. ships would be “laid up” or placed in a “national 
defense” reserve; disposition by the Interstate Commerce Com- 
mission of the pending application of the W. S. A. for tem- 
porary authority to engage in coastwise and intercoastal steam- 
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ship service, and establishment of compensatory steamship 
freight rates. 

Mr. Roth said that the: United Maritime Authority agree- 
ment under which American ships were placed.in the United 
Nations’ shipping pool contained provisions whereby U. S. ships 
could be released from the pool for service in coastal and do- 
mestic operation, including ‘‘nearby trades.” He said that 
British vessels, while nominally subject to the U. M. A. agree- 
ment, had not been placed in the pool but had continued to 
operate in their respective trades, including “nearby trades” to 
points as far away as Dakar and Mediterranean ports, on the 
theory that their operations actually remained a part of the 
war shipping program. The question whether “nearby trades” 
for U. S. vessels might extend to Caribbean Islands and ports 
in Central America or South America remained undetermined, 
Mr. Roth said. 


W. S. A. Compensation to Agents 


The W. S. A. said that the order as revised by supplement 
No. 3 effected a reduction of $5 a day in fees paid to general 
agents operating dry cargo vessels and tankers and a reduction 
of $15 a day in such fees for colliers. Such husbanding fees, it 
said, covered compensation for services connected with provid- 
ing fuel, stores, food supplies and other services necessary to 
keep vessels equipped to sail. Another provision of the revised 
order, said the W. S. A., was that the war shipping adminis- 
trator might order a downward adjustment not to exceed 20 
per cent on the husbanding fees and the accounting fees. 

“The revised schedules,” it explained, “allow a maximum 
of: Dry cargo, husbanding $60, accounting services $15; tankers, 
a5 and $15; refrigerated vessels, $65 and $15; colliers, $50 and 


_ By supplement No. 3 to its general order No. 34, the War 
Shipping Administration has prescribed a new schedule of 
compensation payable to its general agents, agents and berth 
agents, effective as of July 1 and to remain in effect to and 
including December 31, 1945. 

The supplement, published in the Federal Register of Sep- 
tember 11, contains a provision that “pending a determination 
of the rate of compensation payable on and after January 1, 
1946, there shall be paid to the agents on account the com- 
pensation heretofore authorized pursuant to sections 306.71 to 
306.100, inclusive (general order 34 and the supplements there- 
to) subject to such adjustment as may be necessary to con- 
form with the new rate schedules thereafter to be issued.” 


Sale of President Lines by M. C. 


Highest of four bidders on the American President Lines, 
Ltd., offered for sale to private owners and operators by the 
Maritime Commission as owner of about 79.3 per cent of the 
Class A and Class B stock of that steamship line, was a group 
of 29 individuals and companies represented by Charles U. 
Bay, president of the Connecticut Railway & Lighting Co., 
Charles E. Moore, of San Francisco, and Thomas W. Simmons, 
industrialist, of Los Angeles, it was disclosed as the bids were 
opened publicly by A. J. Williams, secretary of the commission, 
September 10. 

Other bidders were: the Chicago Corporation, of Chicago, 
Ill., and Seas Shipping Co., Inc., of New York City, jointly; 
American-Hawaiian Steamship Co., of New York City, and a 
group of California individuals and companies headed by Henry 
F. Grady, president of American President Lines. 

The bid of the group represented by Messrs. Bay, Moore 
and Simmons was in the aggregate amount of $8,611,276.90, 
and was based on an offer of $18.15 a share on the 113,206 
shares of Class A common stock held by the commission and 
$3.23 a share on the 2,100,000 shares of Class B common stock 
of the commission’s ownership. The group submitting this bid 
included the following, among others: The Atlas Corporation, of 
Wilmington, Del.; the Bay Petroleum Corporation Retirement 
Fund, Denver, Colo.; Ward N. Canaday, chairman of the board, 
Willys-Overland Motor Co.; John F. Cuneo, president, Cuneo 
Press, Inc., Chicago; Poncet Davis, Oakland, Calif., vice pres- 
ident, Pacific Tire & Rubber Manufacturing Co.; L. M. Simpson, 
vice president, Flintkote Co., Los Angeles; Edward L. Turking- 
ton, police commissioner of San Francisco; Albert F. Moore, 
Forest Hills, N. Y., president, Moore-McCormack Lines, Inc.; 
Emmett J. McCormack, Brooklyn, N. Y., vice president, Moore- 
McCormack Lines, Inc.; A. M. Kidder & Co., New York City; 
National Grape Corporation; and Wertheim & Co., New York 
City. Largest subscribers to stock in this group were: Atlas 
Corporation, 13,146 shares of Class A and 243,866 shares of 
Class B stock; Mr. Bay, 26,453 shares of Class A and 490,495 
shares of Class B stock, and National Grape Corporation, 
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10,516 shares of Class A and 195,092 shares of Class B stock. 
The bid of this group contained a declaration that each bidder 
was buying for investment and not for resale or public distribu- 
tion of the stock and that it was intended to continue operation 
with use of the present operating personnel of American Pres- 
ident Lines, and with continuance of the main office of the 
company at San Francisco. It was stated, further, that no 
corporate reorganization, consolidation or merger was contem- 
lated. 

" The bid of the Chicago Corporation and Seas Shipping Co. 
was $5,000,000 for the Class A and Class B stock and $3,000,000 
to be supplied as working capital for the steamship line, or a 
total of $8,000,000. It was indicated in this bid that two pas- 
senger liners that had been operated in trans-Pacific service on 
route No. 1 might not be placed in service again on that route 
because of uncertainties due to air competition, but that ships 
might be chartered for service on that route. 

The American Hawaiian Steamship Co. submitted a bid 
aggregating $8,051,410.60, based on offers of $15.10 for each 
share of Class A stock and $3.02 for each share of Class B 
stock. It proposed payment of 50 per cent of the total pur- 
chase price in cash to the commission and payment of the 
remainder by a promissory note to the commission, to be re- 
tired in eight annual installments. 

Henry F. Grady, individually and as attorney-in-fact for 
various officers and employes of the American President Lines 
and for other individuals and companies, offered $7,198,281 for 
the steamship line, subject to various conditions set forth in 
the bid. Parties to this proposal were: Consolidated Steel Cor- 
poration; Di Giorgio Fruit Corporation; El Dorado Oil Works; 
P. Gerli; various officers, staff members and employes of Amer- 
ican President Lines; Walter A. Haas, as attorney-in-fact for 
“various individuals and concerns’; Lykes Bros. Steamship Co., 
Inc.; Provident Securities Co. (W. W. Crocker); Matson Navi- 
gation Co.; Seeley G. Mudd; Transamerica Corporation, and 
Union Oil Co. of California. 

Secretary Williams announced, after reading of the bids, 
that announcement of the successful bidder would be made by 
the commission “in due course” and that, meanwhile, copies of 
the bids would be available for inspection in his offices at the 
commission. 


Import Shipping Quotas 


“All wartime import shipping quotas have been eliminated 
because of the eased shipping situation,” the War Production 
Board, the U. S. Department of Agriculture and War Shipping 
Administration jointly announced September 11. 

A simplified system of priority preference ratings, how- 
ever, will be maintained. The agencies said that this was being 
done to insure that commodities and materials important to 
reconversion and food programs, or still needed by the armed 
forces, would have preferential treatment. 

Imports of these materials still subject to War Food Ad- 
ministration order WFO-63 and WPB Conservation Order 
M-63, however, would still have to be authorized in the usual 
manner, the agencies pointed out. 

It was explained that since 1941 the War Shipping Ad- 
ministration and the U. S. Maritime Commission; have been 
loading cargoes for importation into the United States or for 
transshipment via the United States in accordance with im- 
port quotas and priority ratings established by W.P.B. and 
the Department of Agriculture. As a result of this system, 
the agencies declared, the war effort had not suffered from 
any lack of raw materials due to shipping even when shipping 
was extremely tight in 1942 and the first half of 1943. Less 
essential materials, however, frequently had to be left behind 
to provide space for more important items. 

Until very recently, shipping space for imports was still 
tight from certain areas such as East, South and West Africa 
and the east coast of South America. Now, however, there is 
space for practically all cargoes and the quota limitations have 
been removed. 

A revised 1945 U. S.-Canadian Import Shipping Priorities 
List was issued. It was prepared by W.P.B. and the Depart- 
ment of Agriculture and approved by the Inter-Departmental 
Shipping Priorities Advisory Committee. 


EXPORTING COAL AND COKE 


Acting Solid Fuels Administrator Abe Fortas has announced 
that a simplified procedure for exporting coal and coke has been 
agreed on with the Foreign Economic Administration which will 
reduce the paper work of exporters and expedite the forward- 
ing of tonnages. In explanation, he said: 


The new procedure, embodied in Amendment No. 1 to SFAW Reg- 
ulation No. 31, and effective September 5, requires exporters, other 
than agencies of the United States government, to file information on 
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their applications for F.E.A. export licenses that was formerly sub- 
mitted to S.F.A.W. on a prescribed form. 

Upon receipt of the export license application and the necessary 
information the F.E.A. will forward the application to the S.F.A.W. 
for approval or rejection. Upon joint approval of the two agencies, 


the license will be iss.ed and shipment of coal or coke in cargo over- 
seas will be authorized. 


Mr. Fortas said that an amendment to regulations which 
would place American-produced coke under the same export 
controls was now receiving consideration. 


Procedures respecting the export of coal by government 
agencies will remain in effect. 


Exports to Philippines 


Leo T. Crowley, Foreign Economic Administrator, has an- 
nounced a new procedure for export trade from the United 
States to the Philippine Islands. This was in accordance with 


F. E. A. policy designed to encourage private trade with the 
islands, said he, adding: 


A limited amount of control in the Philippines is deemed necessary 
for the present because of disrupted conditions—lack of shipping and 
port facilities, inadequate warehousing, limited inter-island shipping 
and internal transportation and inadequate distribution channels. These 
controls will be removed when conditions permit and trade with the 
islands will be placed on a straight commercial basis. 

The new procedure was discussed with the F. E. A. Philippine 
Advisory Committee at an all-day session with members of the F. E. A. 
Philippine Mission recently returned from Manila. It will become 
effective September 20, 1945, for all commercial exports from the United 
States to the Philippine Islands. The procedure, announced in F. E. A. 
Current Export Bulletin 277, is as follows: 

1. Direct negotiations between Philippine importers and American 
exporters will take place in the customary commercial manner. 

2. When a Philippine importer is ready to pass a firm order for 
goods to an American exporer, the order in duplicate (cable, letter, or 
order form) will be submitted to the F. E. A. office in Manila. The 
Manila office will retain the duplicate copy of such order. 

3. If the importer’s order conforms to prescribed requirements in 
the Philippines regarding proper distribution, handling capacity, et 
cetera, F. E. A. Manila will assign a registry number to the order. 

4. The importer will then transmit his order to the exporter in the 
United States, notifying him of the registry number. 

5. The F. E. A. office in Washington will not be empowered to 
grant an export license unless the application contains a registry num- 
ber. The exporter will include the specific registry number in his ap- 
plication for an export license. It should be noted, however, that many 
commodities may be shipped under General License without the neces- 
sity of specific license application, but shipping space allocations cannot 
be obtained without a registry number. 

6. The War Shipping Administration through its berth agents will 
allocate shipping space only to exporters having a proper registry num- 
ber. Space will be allocated on a priority basis intended to assure that 
the most essential goods required for Philippine economy will flow to 
the islands. 

7. To the extent private trade fails to supply the minimum essen- 
tial requirements to the Philippines, the U. S. Commercial Company 
will be directed to purchase and ship any necessary deficiencies in the 
prescribed program. 

Since registry numbers will not be issued to cover any order sent 
from Manila prior to September 12, 1945, exporters having a firm order 
dispatched from the Philippines prior to September 12, may apply to 
F. E. A. for an export license, where required, or to W. S. A. berth 
agents for shipping space, by certifying on such application the despatch 
date of the order regardless of the date of its receipt by the exporter. 

Lists are available at F. E. A. of those commodities deemed essen- 
tial for the initial reestablishment of commercial trade with the Philip- 
pines. Although quantities shown in these lists are indicative of Philip- 
pine require™ents for the fourth quarter, revisions and changes may be 
made at any time. Bearing in mind the short supply situation on sev- 
eral items, it must be emphasized that a great number of both com- 
modities and quantities listed are subject to allocation and availability. 


Control of Exports and Imports 


The Foreign Economic Administration has announced the 
relaxation, effective immediately, of many of the export con- 
trols necessitated by the war, saying: 


The cutback on export controls, detailed in Current Export Bul- 
letin 276, represents a release from licensing of approximately 80 per 
cent of those commodities that formerly required licenses for export. 
Less than 1,000 items will now require individual licenses as compared 
with over 3,500 commodities formerly under export control. 

Export controls have been removed from the maximum number 
of commodities that can be released at this time. Items, still restricted 
for export, are those in tight supply, those needed in defense of the 
United States, those necessary for domestic reconversion and those 
needed to fill prior U. S. commitments. 

No commercial sLipments may be made to either Germany or Japan. 
With the exception of Germany and Japan and those countries classi- 
fied as Group E countries, exports may now be shipped to all other 
countries under general license, providing such exports do not include 
the few commodities remaining under control that require an individual 













































































































































































































































































































































































(District Court, E. D. New York.) Where voyage charter 
provided for payment of specified sum per day for all time 
consumed on voyage in excess of 13 running days from time of 
vessel’s normal readiness to sail until arrival, and vessel’s chief 
engineer was taken ill and removed to hospital on day vessel 
arrived in port and loading was not completed until three days 
thereafter, and new engineer was not procured until three 
days after completion of loading, there was a “deficiency of 
men” which continued until new engineer was procured, and 
there was no “readiness to sail’’ until then, and, any delay in 
procuring new engineer not having arisen when there was 
readiness to sail, there was no default on owner’s part. 

Where voyage charter provided for payment of specified 
sum per day for all time consumed on voyage in excess of 13 
running days from readiness to sail until arrival, with liberty 
to comply with government orders and to deviate to save life 
and property, and vessel was ready to sail at 9:30 a. m. on 
May 8, 1942, but could not because of naval restriction, which 
was not lifted until 11:40 a. m. on May 13, 1942, and 20 hours 
were lost in rescuing sailors from torpedoed ship and vessel 
arrived at port of discharge at 3:50 a. m. on May 28, 1942, 
owner was entitled to pay for 6 days, 18 hours, and 30 minutes 
in excess of such 13 running days. 

The Carriage of Goods by Sea Act, relating to loss or 
damage sustained by carrier, gave charterer no immunity from 
owner’s claim for stipulated payment for time in excess of 
running days specified. Carriage of Goods by Sea Act, Sec. 4, 
46 U. S. C. A. Sec. 1304. (Alcoa S. S. Co. vs. Elmhurst Con- 
tracting Co., 61 Fed. Sup. 6). 


(Supreme Court, Trial Term, New York County.) A ship- 
ping agent’s letter to cargo shipper stating that a ship was 
“expected” to be ready to be loaded at a port on a stated date 
constituted a representation of a belief or expectation, and did 
not obligate agent to have the ship at the port on the stated 
date. 

Where a ship’s arrival at a port for loading is delayed as 
anticipated and provided for by the parties, a shipping agent 
is not liable as a guarantor to the shipper for the ship’s delay. 

In shipper’s action against a shipping agent for failure to 
ship a cargo, evidence warranted finding that agent was not in 
default prior to date the United States Maritime Commission, 
after the Pearl Harbor incident, directed cancellation of the 
carriage of the cargo. 

A shipping agent was justified in complying with an order 
of the United States Maritime Commission directing the can- 
cellation of the carriage of a cargo, after the Pearl Harbor 
incident, and the order excused agent’s failure to ship the cargo 
as agreed. 50 U. S. C. A. Appendix Sec. 1218 et seq. 

In shipper’s action against shipping agent for failure to 
ship a cargo, evidence warranted finding that agent acted as 
an agent and not as a principal so as to be liable on the ship- 
ping agreement. 

Where shipper’s broker through whom shipper’s cargo was 
booked for shipping knew that a foreign shipping and trade 
mission was either the owner or represented the owner, and 
that the shipping agent booking the cargo was an agent for 
the vessel, the shipper was charged with knowledge that the 
vessel was a foreign vessel, as respects agent’s liability to ship- 
per for vessel’s failure to transport the cargo. 

Where shipping agent acted as agent and not as principal 
in booking a cargo, of which shipper was charged with knowl- 
edge, agent was not liable to shipper for ship’s failure to trans- 
port the cargo. (L. N. Jackson & Co. vs. Seas Shipping Co. 56 
N. Y. Sup. 2d 501). 











export license. Small amounts of the controlled commodities may be 
exported without individual licenses, providing the value of the ship- 
ment does not exceed the ceiling valuation placed on the particular 
item in Current Export Bulletin 276. 

Under the general licensing procedure, exporters do not need to 
submit applications to F.E.A. for an export license, but are only re- 
quired to fill out custom declarations for their shipments. 

Individual licenses, however, must be obtained for all commodities 
exported to Country Group E destinations except for small individual 
shipments of commodities on the positive list, ranging in valuation 
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from $1 to $25. Any commodities not on the positive list may be ex- 
ported under general license to these countries if the valuation of an 
individual shipment does not exceed $25. 


Group E countries include Argentina, Austria, Bulgaria, 
Caroline Islands, Hungary, Italy (including the Agean Islands, 
Elba, Sardinia and Sicily), Korea, Marcus Islands, Marianas 
Islands, Marshall Islands, Rumania, and Spain (including Fer- 
nando Po and Balearic Islands). 

The groups of commodities that require individual licenses 
for export include: 


Meat and dairy products; animal and vegetable oils and fats; vege- 
tables, fruits and nuts; spices and sugar; rubber and manufactures; 
leather, leather manufactures, hides and skins; cotton, either manufac- 
tured or semi-manufactured; worsted, rayon, nylon and other textile 
products; wood and lumber; paper and related products; coal, petro- 
leum and other fuels; steel mill products; lead, tin, brass and bronze 
manufactures; electrical machinery and apparatus; certain industrial 
machinery and equipment; automobiles, parts, accessories, and service 
equipment; coal tar products; medicinal and pharmaceutical prepara- 
tions; chemical specialties and industrial chemicals; fertilizer sand 
fertilizer materials; soap and toilet preparations; photographic and 
projection goods; firearms, ammunition and pyrotechnics, and jewelry 
and other personal articles. 





“The relaxation of certain export controls by F. E. A. does 
not affect in any way the import requirements of various for- 
eign countries,” said F. E. A., “A number of liberated govern- 
ments still retain restrictions upon export trade through com- 
mercial channels. Until private trade is restored with these 
areas, F. E. A. cannot consider export license applications for 
shipments to these destinations.” 


Foreign Trade Developments 


Inquiries reaching the Department of Commerce for cer- 
tain types of foreign trade commercial intelligence data indicate 
that an increasing number of United States exporters and im- 
porters are engaged in exploratory activities endeavoring to 
reestablish old contacts in foreign countries while awaiting the 
opening of normal trade channels, that department has 
announced. 

Requests for trade lists containing names and addresses of 
manufacturers, distributors, importers and exporters handling 
specified types of commodities and World Trade Directory re- 
ports furnishing information pertaining to the reliability of in- 
dividual foreign firms were being received in the division of com- 
mercial and economic information, bureau of foreign and do- 
mestic commerce, at the rate of about 500 a week, the com- 
merce department reported. It added: 


The fact that these reports are charged for at a nominal cost evi- 
dences the sincerity of the inquirers and the value which they place 
upon this information. 

In order to fulfill these requests with as accurate information as 
can be made available at this time, the commerce department, in co- 
operation with the foreign service of the Department of State, is sup- 
plementing present information in the files as rapidly as possible with 
current reports from liberated countries and other foreign areas where 
trade channels have been disrupted by the war. 

It was pointed out by the department that this information is being 
sought chiefly by United States importers and exporters for laying the 
groundwork for future foreign trade transactions. 

At present, the commerce department reported, foreign trade is 
controlled in many countries because of the condition of domestic 
transportation facilities, lack of foreign exchange, inadequacies of mer- 
chandise, and other adverse factors which are retarding the return of 
trade to private channels. 


SHIP LINE AGREEMENTS 


The Maritime Commission has approved modifications of 
three conference agreements so as to place the River Plate/ 
United States Reefer Conference, the River Plate/United States 
Freight Conference, and the East Coast South America Reefer 
Conference, on a permanent basis (see Traffic World, Sept. 1, 
p. 572). The-agreement modifications were designated as 
Nos. 7200-2, 6900-4, and 6800-2. 


W. S. A. RATE ORDERS 


The War Shipping Administration, by its rate order No. 
380, has prescribed rates for transportation of petroleum and 
products in bulk, in tankers, from the Netherlands West Indies 
or Venezuelan ports to the Hawaiian Islands. 

By its rate order No. 381, canceling rate order No. 299, the 
W. S. A. has authorized demurrage rates on bulk dry cargoes 
transported in vessels operated for its account, ranging from $400 
a day for vessels of 1,000 to 1,499 deadweight tons to $2,700 
a day for vessels of 20,000 deadweight tons or over, effective 
on loadings completed on or after September 5, with a pro 
rata provision for part of a 24-hour day. 

Voyage charter rates on ores and ore concentrates in bulk 
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in bulk before. Call on General American for tank cars— 
or No. built specifically for those products. You will get safe, 
_—_ sure transportation that cuts costs for your competitive 
advantage. 
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from Cuba to U. S. Atlantic and Gulf ports are prescribed by 
the W. S. A. in its rate order No. 382, canceling its rate order 
No. 368. 

The W. S. A. also has issued its rate advice No. 134, author- 
izing a voyage charter rate of 62.5 cents a barrel of 42 gallons 
on petroleum and petroleum products in bulk, in tankers, from 
Caribbean ports to Canada. 


SHIP COMPENSATION ADVISORY BOARD 


President Truman has issued an executive order (No. 9611) 
reestablishing, for a period of 60 days, the Advisory Board on 
Just Compensation, appointed by the late President Roosevelt 
in October, 1943, to formulate standards and rules for guidance 
of the War Shipping Administration in determining the just 
compensation to be paid for all vessels requisitioned, purchased, 
chartered or insured by the W. S. A. 

The original executive order by which the board was estab- 
lished limited its life to three months or such shorter time as 
might be required for completion of its functions. Its report 
was submitted to the W. S. A. December 7, 1943. 

In executive order No. 9611, President Truman reappointed 
two members of the board, Judge John J. Parker, of the federal 
appeals court for the Fourth circuit, and. Judge Joseph C. 
Hutcheson, Jr., of the Fifth circuit appeals court. In place 
of Judge Learned Hand, of the Second circuit of appeals, who 
had served on the original board, President Truman named 
Justice Irwin Untermyer, of New York. 


GOVERNMENT SHIP DISPOSAL 


Creation of a division of vessel disposal and government 
aids to take charge of disposal of all government-owned ships 
of 2,000 gross tons and over, pending enactment of a ship sales 
bill by Congress, has been announced by the Maritime Com- 
mission. In it are merged the activities of the commission’s 
examining division and the ship sales activities of the division 
of large vessel disposal. 

Until now the examining division has been in charge of the 
sale of vessels to the subsidized operators while the division of 
large vessel disposal has handled the sale of all other ships. 
Their merger is designed to unify all negotiations on ship pur- 
chases. A division of redelivery of chartered vessels will take 
over the work of the former division of large vessel disposal in 
returning requisitioned ships to their owners. 

John J. Miller, director of the former examining division, 
has been designated director of the new division of vessel dis- 
posal and government aids, with Lt. Comdr. William A. Weber 
as assistant director. 

Commodore Edmond J. Moran, U. S. N. R., who joined the 
War Shipping Administration in April, 1942, as director of its 
division of small vessel procurement and operation, undertook 
the task of organizing and planning the initial stages of the 
Maritime Commission’s large vessel disposal program in addi- 
tion to his other duties. With the groundwork laid and with 
the pending enactment of a ship sales bill by Congress, Commo- 
dore Moran recommended the creation of the new division to 
handle the increased duties involved in the disposal of govern- 
ment-owned merchant ships. 


SHIPPPING TO FRANCE 


The Foreign Economic Administration has announced that 
shipments to France this year have risen from one ship sailing 
in January to 22 in August. A total of 154 ships sailed from 
the United States to France, with cargo estimated at 1,239,494 
long tons, in the period from January 1, 1945, through August 
31, 1945. 


EXPLOSIVES TRANSPORT REGULATIONS 

Admiral R. R. Waesche, commandant of the Coast Guard, 
has issued a comprehensive revision of Coast Guard regulations 
for the transportation or storage of explosives or other danger- 
ous articles or substances, and combustible liquids, aboard ves- 
sels, with particular reference to transportation of military 
explosives on board vessels “during the present emergency.” 
The revised regulations appear in the September 11 issue of 
the Federal Register. 


BURLINGTON EQUIPMENT PURCHASE 


Two new stainless steel Twin Cities Zephyrs, ten Diesel 
passenger locomotives, a 12-car “Empire Builder,” and_ five 
stainless steel baggage and mail cars have been ordered for 
earliest possible delivery by the Burlington Lines, according 
to President Ralph Budd. The $6,500,000 equipment purchase 
constitutes the road’s first step in an extensive post-war better- 
ment program, Mr. Budd said. 

The Zephyr trains will consist of a combination baggage 
and buffet car, four de luxe chair cars, a dining car, and a 
parlor-lounge car, and will be built by the Edward G. Budd 
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Manufacturing Co. All of the chair cars and the parlor-lounge 
car will contain “vista domes’—raised, glass-enclosed pent- 
houses from which passengers can enjoy an unobstructed view 
of the scenic route. 

The Burlington’s “Empire Builder,” which will be built 
by Pullman-Standard Car Mfg. Co., Chicago, will be identical to 
four being constructed for the Great Northern. It will consist 
of a baggage-mail car, four chair cars, a grill car, a dining 
car, four sleeping cars, and an observation-lounge car. Drawn 
by Diesel locomotives, it will operate between Chicago and the 
Pacific Northwest on a schedule of approximately 45 hours, 
about 13 hours less than at present. 


“Tomorrow's Trains,” Chicago Museum 


Train passengers soon will be riding in luxurious drawing 
rooms, bedrooms and roomettes, dining in modern settings, 
and being entertained in night clubs and movie theaters en 
route, judging from the exhibit “Tomorrow’s Trains Today” 
which opened September 9 at the Museum of Science and 
Industry in Chicago for a three-week showing. The exhibit, 
presented by the Pullman-Standard Car Manufacturing Co., 
has had private showings in Chicago, New York and Washing- 
ton, D. C. Consisting of models and color drawings, and a 
few life-size replicas of new concepts in train passenger ac- 
commodations, the exhibit offers a preview of what tomorrow 
holds for the railway traveler. 

Among the models on display are day and night arrange- 
ments of new compartments, drawing rooms, bedrooms and 
roomettes; of upper and lower duplex roomettes; of a dining 
car which features diagonal seating; of a recréation car which 
by day is a combination bar and observation lounge, converting 
at night into a night club and movie theatre. For commuters 
there is a three-deck coach built on three separate levels, seat- 
ing 112 or one-third more than an ordinary coach. There is a 
three-tier sleeper designed for low-cost overnight traveling, 
and many improvements in drawing rooms and compartments 
are illustrated. Among the mechanical developments por- 
trayed are the following: A hot box alarm system to warn 
train crews of overheated journal bearings; an automatic elec- 
tric braking system; a tightlock coupler which holds cars firmly 
together; a new cushioned-ride truck; and aluminum and high- 
streneth steel. 

The exhibit also presents a series of large illuminated 
photographs of cars and trains built by Pullman before the 
war. Pullman-Standard has embarked on a $5,000,000 modern- 
ization and expansion program in Chicago, designed to make 
its passenger car plant the largest in the world. 


Central Truck W. & I. Bureau 


The immediate establishment of a weighing and inspec- 
tion bureau to serve the needs of motor carriers in Illinois and 
those with Illinois terminals, has been announced by Chester 
G. Moore, chairman of the board, Central Motor Freight Asso- 
ciation. The new bureau, allied with the rate and tariff bureau 
of the association, will be operated on an extensive scale. Ship- 
pers groups and such business organizations as the Chicago 
Association of Commerce will be asked to cooperate with it. 

Harry F. Chaddick, president, Standard Freight Lines, is 
chairman of the weighing and inspection bureau committee of 
the C. M. F. A. which drew up. plans for the bureau. Other 
committee members are: Peter Greenberg, Werner Transpor- 
tation Co.; Joseph L. Hizer, Liberty Highway Co.; Simon Fisher, 
Spector Motor Service; George Cassell, Motor Express of In- 
diana; and R. B. Thornton, manager of C. M. F. A. 

The committee expects to establish uniform agreements of 
reciprocity on a permanent basis. It has made the following 
recommendations: 


That at least five permanent employes be engaged for the new 
bureau, including several qualified inspectors who will make inspections 
of motor carrier docks or platforms periodically, to report mis-weights, 
mis-classifications of commodities, improper packing and the like, that 
the bureau will not participate in the prosecution or reporting of viola- 
tions of shippers to the Interstate Commerce Commission or other regu- 
latory bodies; that costs of the bureau will be pro-rated among mem- 
ber firms of C. M. F. A. 


Cc. & O. EQUIPMENT PURCHASE 

The Chesapeake & Ohio Railway Co. has placed orders for 
2,190 hopper cars of 50-ton and 70-ton capacities, of which 
1,490 cars will be built by the American Car & Foundry Co., 
Huntington, W. Va., and the remainder by the General Amer- 
ican Transportation Corporation, East Chicago, Ind. The 
C. & O. has also placed an order with the former company to 
construct ten experimental lightweight 50-ton hopper coal cars. 
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MORE FORD TRUCKS ON THE ROAD oe 


HERE deliveries must get through on 

schedule —where trucks must keep 
rolling—there you’ll likely see Ford 
Trucks in action. Fords have an envi- 
able reputation for stamina, reliability, 
staying on the job. 





a 
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Nu-Car Carriers, Inc., of Chester, Pa., 
have been using Ford tractor and 
trailer units for delivery of vital war 
equipment. Sydney Friedkin, 
president, reports: 


vice- 


“Our fleet of Ford units has played an 
important part in our work. The gross 
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weight of many loads has been excep- 
tionally heavy, but our Fords enabled us 
to deliver on schedule. Moreover, avail- 
ability of Ford parts made it possible to 
maintain and keep our fleet rolling with 
a minimum of delays.” 

Fords are built with the stamina to 
stand hard usage. They’re rugged and 
sturdy. They’re favored for their 
traditional economy of gas, oil and 
tires, and for their low upkeep cost. 
You’ll find Ford parts and service 
nearly everywhere—and that means 
time saved. 

Ford Trucks are available, in limited 
quantities, for essential civilian use. 
See your Ford Truck Dealer. 


FORD TRUCKS 


AND COMMERCIAL CARS 


TRUCK-ENGINEERED - 


TRUCK-BUILT « 


BY TRUCK MEN 


FOR MORE GOOD REASONS 





FORD ADVANCED 
TRUCK ENGINEERING 


More Economy ¢ More Endurance 
Easier Servicing 


A STILL GREATER 100 HP V-8 ENGINE 
with NEW Ford steel-cored Silvaloy 
rod bearings, more enduring than ever 
in severe service « NEW aluminum 
alloy cam-ground pistons with 4 rings 
each, for oil economy .. BIGGER, 
more efficient oil pump and IM- 
PROVED rear bearing oil seal * NEW 
rust-proofed valve springs * NEW 
efficiency in cooling « in carburetion 
lubrication ¢ Far-reaching 


¢ in 
ADVANCEMENTS in ease and econ- 
omy of servicing operations. 


IMPORTANT FORD CHASSIS AD- 
VANTAGES: Easy accessibility for low- 
cost maintenance ¢ Universal service 
facilities * Heavy-duty front axle « 
Extra-sturdy full-floating rear axle 
with pinion straddle-mounted on 3 
large roller bearings * 3 axle ratios 
available *¢ 2-speed axle available 
at extra cost * Powerful hydraulic 
brakes, exceptionally large cast drums 
e Long-lived needle bearing uni- 
versal joints « Rugged 4-speed trans- 
mission with NEW internal reverse 
lock. 
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Traffic Management Institute 


Editor the Traffic World: 

G. Lloyd Wilson’s article ‘Plan for a Traffic Management 
Institute” which appeared in your September 8 issue, has been 
read with an uncommon lot of interest. 

At the outset, I should like to state that Professor Wilson’s 
plan is the best that I have yet come across. Since 1939, when 
F. A. Keeling did a great deal of missionary work on this 
program, there has been much discussion both pro and con 
as to grandfather rights for established traffic managers. It 
certainly would seem that the traffic managers of this country, 
together with the Associated Traffic Clubs of America, and 
the National Industrial Traffic League, as well as all local 
traffic organizations, should get behind this program in order 
to further the professionalization of traffic management. 

However, the requirements for the title “Fellows Grade” 
in Professor Wilson’s article should be seriously considered. 

Let us hope that this title will be fairly and intelligently 
conferred on all men possessing like qualifications and not 
onyl to those men who have the ‘necessary connections,” be- 
cause if this is not done, the value of the plan will be nil. 

In other words, definite requirements should. be made so 
that there will be a clear meeting of minds as to what denotes 
“high executive position in the profession,’ so that all men 
possessing the same requirements will be eligible for the 
F. I. T. M. degree. 

If “grandfather rights” are to be in effect, let them be in 
effect for all persons on the same democratic basis, regardless 
of any conditions, exceptions, or exclusions. Surely this matter 
can be handled to meet with the approval of all. 

Now that a good plan has been brought before the traffic 
managers, follow it through to a satisfactory conclusion. 

As a member of the N. I. T. League, I am directing a 
copy of this letter to its committee on traffic and transporta- 
tion education for its perusal. 

Douglas Miller, 
General Traffic Manager, 
The Englander Company, Inc. 

Brooklyn, N. Y., September 10, 1945. 


Transport Subsidy for More Jobs 


Editor the Traffic World: 

All economists agree, business attests and the consumer 
confirms that the high cost of transportation is the stumbling 
block in the path of full capacity economic distribution. It is 
true that the cost of transportation under the present system 
makes it impossible to distribute products at points distant 
from the point of production at rates the consuming masses 
can afford, and that thereby the market is reduced and the 
supply curtailed. 

If the price of the product could be made uniform at all 
points alike, and within the reach of the average consumer, 
consumption would be greater and the demand for production 
would be increased. Increased production would naturally flow 
from the greater demand created by more widespread distribu- 
tion. That increased demand would afford opportunity for full 
capacity production operations. That maximum labor require- 
ments would result is apparent. 

To what extent consumption would be increased would be 
determined by the more widespread distribution and by the 
increased purchasing power of the many. This purchasing 
power is measured by the gainful employment of the masses 
of individuals. Increased demand for production would enhance 
the opportunity for both labor employment and capital invest- 
ment to the maximum. 

Lack of means of sufficient economic distribution—and this 
means transportation—is the cause of rotting, decaying, mildew- 
ing, deteriorating products on the farm, in the mines, in the 
forests and in the shops and mills—while millions go without 
many of the necessities and much of the comfort which other- 
wise could be made available to them at prices that could be 
afforded by regularly and continuously employed labor. 

The high cost of transportation, from point of production 
to point of consumption, is the cause of curtailed production— 
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the cause of able and willing workers standing idle and in want 
in distant parts of the country remote from the point of pro- 
duction while others at points of production wring their hands 
in despair while the fruits of their labor rot, decay and spoil 
under their feet in the environment where produced. 

The results of more abundant supply and greater demand 
could be accomplished by subsidy to take care of the difference 
in the cost of transportation from point of origin to po-nt of 
consumption so as to make the cost of the products to the 
consumer at the remotest point the same as the cost of the 
products to the consumer at point of production. The cost of 
such subsidiy would be borne by all consumers alike without 
difference or distinction of point of geographical location. 

Without elaboration, some of the benefits to accrue from 
such a plan would be (1) maximum, permanent, full time em- 
ployment for all able and willing workers; (2) opportunity for 
all to purchase like products at the same prices on equal terms 
and conditions; (3) fair prices to consumers and producers 
alike; (4) encouragement for increased capital investment; 
(5) guarantee of full time, full capacity employment for. every 
farm, mill, factory, mine and business enterprise, not only to 
exist under its present status, but to thrive and expand; (6) 
assurance to the transport industry of a fair return on equitable 
investment and economical administration, not only on present 
facilities but on ever increasing investment and expanding fa- 
cilities; (7) greater incentive for increased enterprise and 
initiative. 

Carrel F. Rhodes, Attorney at Law. 

Gainsville, Va., August 29, 1945. 


JOSEPH B. EASTMAN FOUNDATION 
Four men appointed to serve in New England Shippers 
Advisory Board territory to raise some $50,000 as part of the 
proposed Joseph B. Eastman Foundation fund of $300,000, have 
all agreed to serve. They were appointed by a joint committee 


representing the National Industrial Traffic League, Associated | 


Traffic Clubs, the Association of Interstate Commerce Commis- 
sion Practitioners, and the National Association of Shippers Ad- 
visory Boards (see Traffic World, July 28, p. 243). 

Serving in district 12, the New England territory, will be 
the following: Chairman, William H. Day, manager, transpor- 
tation department, Boston Chamber of Commerce; G. H. Fer- 
nald, Jr., counsel, New York Central Railroad; N. W. Ford, 
executive vice-president, Manufacturers Association of Connec- 
ticut, Inc.; and E. A. Ferguson, New England freight agent, 
Baltimore & Ohio Railroad. 


Pacific Coast Advisory Board 


Arthur H. Gass, vice-chairman, car service division, Asso- 
ciation of American Railroads, will speak: on “The Railroads 
Face the Future” at the sixty-eighth regular meeting of the 
Pacific Coast Transportation Advisory Board, to be held Sep- 
tember 20, in the auditorium of the Pacific Gas & Electric Co., 
San Francisco. 

Harold D. Weber, general chairman, who is general man- 
ager, Oakland, Cal., Chamber of Commerce, will deliver open- 
ing remarks. The report of the executive committee will be pre- 
sented by general secretary Irving F. Lyons, traffic director, 
California Packing Corporation, San Francisco. H. A. Huckaba, 
district manager, car service division, A. A. R., will report on 
transportation conditions in the board territory. William M. 
Hoad, research specialist, Federal Reserve Bank, San Francisco, 
will analyze the commodity committee reports. W. C. Griffin, 
assistant manager, port traffic section of the car service division 
will discuss the export freight situation. The following further 
reports will be presented: 


Railroad contact committee, W. H. Guild, chairman, executive assist- 
ant, Union Pacific Railroad, Los Angeles; legislative committee, chair- 
man Walter A. Rhode, manager transportation department, San Fran- 
cisco Chamber of Commerce; port traffic committee report, chairman 
Charles A. Bland, port traffic manager, Board of Harbor Commissioners, 
Long Beach, Cal.; freight claim prevention committee, chairman T. F. 
McCue, traffic manager, Crane Co., Los Angeles; and car efficiency 
committees, chairman George D. Cron, traffic manager, Chevrolet-Oak- 
land Division, Oakland, Cal. 


A joint meeting of the last two committees named above 
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Today, the activity over the Corn Belt Route, like that 
of all America’s railroads—united for victory—is war 
activity. 
In this activity, the greatest railroad record in history is 
being written, despite curtailed facilities and much in- 
SERVING FIVE IMPORTANT 


GATEWAYS—Chicago, Kan- creased tonnage. Certainly, the railroads have proven 
sas City, Council Bluffs 


Ranke te ae their capability of really doing an outstanding job, on 


7 their own. 

The Corn Belt Route is a vital factor in the above circle 
of activity, as a key factor in America’s mass rail network. 
Keep that area in mind and when the post-war time comes 
to ship, ship via Chicago Great Western. 


Chicago Cheat Western Kauluay 








THE CORN BELT ROUTE 
ONE OF AMERICA'S RAILROADS — ALL UNITED FOR VICTORY 


Thomas G. Kees, Assistant to Vice-President 309 West Jackson Blvd., Chicago, IIl. 
Traffic Offices in the Larger Cities 
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will be held the morning of September 19, in the board of 
directors’ room, California State Chamber of Commerce. The 
board’s executive committee will hold a luncheon meeting Sep- 
tember 19, in the Palace Hotel. The legislative committee will 
meet at 2:30 p. m. in the Chamber of Commerce. The railroad 


contact committee will meet at the same hour in the Southern 
Pacific Building. 


N. I. T. L. Postwar Committee Meets 


The special committee on transportation policy of the Na- 
tional Industrial Traffic League, which concerns itself with 
matters of postwar transportation, held a two-day meeting at 
the Palmer House, Chicago, September 11 and 12. Charles Bra- 
den, general traffic manager, National Distillers’ Products Cor- 
poration, New York, chairman of the committee presided. Most 
of the time was spent in preparing a report and recommenda- 
tions to be submitted to the annual membership meeting of the 
league to be held at the Palmer House, Chicago, November 
29 and 30. 

A subcommittee was created, with Mr. Braden as chair- 
man, to collate the answers to the postwar questionnaire on 
transportation policy recently issued by Representative Lea and 
distributed to members of the league. This subcommittee will 
meet in New York September 17 and 18, and will prepare for 
the full committee recommendations as to the position the 
league should take on the matters covered by the questionnaire. 

The membership meeting of the league will be preceded by 
a two-day meeting of its executive committee, also to be held 
at the Palmer House, Chicago, November 27 and 28. 





PROMOTION OF GENERAL GRAY 


President Truman has sent to the Senate the nomination 
of Brigadier General Carl R. Gray, Jr., director general of the 
Military Railway Service in the European Theater of Opera- 
tions, to be a major general. General Gray, before the war, 
was executive vice president of the Chicago, St. Paul, Minneap- 
olis & Omaha Railway Co. 


MEDAL OF HONOR BESTOWAL 


President Truman has bestowed a medal] of honor on James 
N. Royal, Atlantic ‘Coast Line conductor, of Lakeland, Fla., 
Secretary Bartel, of the Commission, has announced, based on 
Mr. Royal’s rescue of an unconscious man, J. I. Heffman. from 
an A. C. L. track on which a switching movement was heing 
made at Copeland, Fla., on October 6, 1944. 


GREAT LAKES ADVISORY BOARD 

The Great Lakes Regional Advisory Board will meet Sep- 
tember 26 at the Hotel Statler, Buffalo, New York. This will be 
a two-day session with the usual executive, freight loss and 
damage prevention, car efficiency, and joint executive-railroad 
contact committees meeting on September 25. Several speakers 
will address the board meeting that day on the national. trans- 
portation situation as it will be effected by reconversion. 





INDUSTRIAL POWER TRUCK WAR RECORD 


The loading of ships of convoys could only have been ac- 
complished in ‘‘such record time” by the use of industrial power 
trucks at the depots, warehouses and docks, and the movement 
of great numbers would have been greatly handicapped had the 
quantities of material they required been handled by manually- 
operated equipment, said the War Production Board in a review 
of the accomplishments of industries operating under its gen- 
eral industrial equipment division. 

Observing that the manufacture of equipment used in the 
handling of material around factories, warehouses and railroad 
and steamship terminals was a small industry before the war, 
and that in the years 1936 through 1939 shiments of this equip- 
ment had totaled an average of $7,000,000 a year, the board 
said the number of manufacturers of such equipment actually 
more than doubled in the war period, but added that produc- 
tion by new manufacturers had not accounted for more than 
25 per cent of the total increase in the war period. Because of 
the manpower situation, and in part to the encouragement 
given to industry by the army and navy to install such equip- 
ment, the board said the use of industrial power trucks by 
industry had increased to the point that requirements a month 
in 1945 were three times those of 1942. Production, it said, had 
reached a peak of $13,000,000 a month. 


N. & W. EMPLOYE RELIEF FUND 


Employes of the Norfolk & Western Railway will go to the 
polls November 30 to elect five men to represent them on the 
advisory committee of the Employe Relief Fund. One employe 
from each of the five electoral districts into which the railroad 
is divided will be elected for a one-year term beginning Jan- 
uary 1. 
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No. 29377, Shell Oil Co., Inc., New York, N. Y., vs. Alton Railroad et al. 
Rates on shipments of liquefied petroleum gas since August 8 
from points in Oklahoma, Texas, and Louisiana to points in Illi- 
nois, Iowa, Wisconsin, and Minnesota, based on estimated weight 

of 6.6 pounds a gallon in violation of section 1, complainant saying 
charges should not be assessed on a basis in excess of estimated weight 

of 4.7 pounds a gallon. Asks cease and desist order, rates, and 


reparation of $100,000. (A. C. Hultgren, Shell Oil Co., Inc., 50 W. 
50th St., New York 20, N. Y.) 

No. 29378, American Steel Abrasives Co., Galion, O., et al. vs. Ann 
Arbor Railroad Co. et al. 

Rates on scrap iron and steel, from points in Illinois, Iowa, Kan- 
sas, Michigan, Minnesota, Nebraska, and Wisconsin, to Galion and 
Mansfield, O., in the statutory period, in violations of sections 1 
and 6. Complaint an outgrowth of informal complaint No. 173085. 
Asks cease and desist order, rates, and reparation of $25,000. (John 
R. Meeks, 206 Rauch Bldg., Pittsburgh 5, Pa.) 

No. 29380, United States Gypsum Co., Chicago, Ill., vs. Baltimore & 
Ohio Railroad Co. et al. 

Alleges defendants’ tariffs, in which are published the existing 
rates, exceptions, carload minimum weights and carload mixture 
provisions applicable to transportation of gypsum products, and 
mixed carloads thereof, within and between stations in eastern 
trunk lines and New England freight-rate territories, for interstate 
commerce, and within the states of Mass., N. Y., Pa., and Va., 
respectively, for intrastate commerce, unlawful in that they are 
“too numerous, complex and confusing, and in that defendants do 
not publish such rates and charges on gypsum products with the 
plainness, definiteness and clarity’’ required by section 6 and by 
the respective state laws; many of such rates are unjustly and 
unreasonably low and insufficient, and less than reasonable mini- 
mum rates; many of said rates are unjustly and unreasonably 
high and in excess of maximum reasonable rates; some of said 
rates are unjustly discriminatory; many of said rates subject local- 
ities and manufacturers, including complainant, to undue prejudice 
and disadvantage and give undue preference and advantage to other 
localities and manufacturers who compete with complainant, and 
each other; and many of said rates are greater for shorter than 
for longer distances over the same lines or routes in the same 
directions, in violation of sections 1(5), 2, 3(1), and 4(1), and the 
laws of the respective states. Asks Commission conference with 
respective state authorities and joint hearings at Atlantic City, 
N. J., and in other convenient places; rates, and cease and desist 
orders. (F. C. Hillyer, 227 West Forsyth St., Jacksonville 2, Fla., 
and Scott, MacLeish & Falk, Cranston Spray, 134 South LaSalle 
St., Chicago, Ill.) (See Traffic World, Aug. 25; p. 490.) 

No, 29381, National Lock Co., Rockford, Ill., vs. Illinois Central Rail- 
road Co. et al. 

Alleges transportation charges on carload shipments of iron or 
steel screws, bolts and nuts, from Rockford, Ill., to Mechanicsburg, 
Pa., prior to May 16, 1943, in violation of sections 3 and 4. Asks 
cease and desist order, rates, and reparation. (C. S. Bather, Faust 
Hotel, Rockford, Ill.) 

No. 29382, Globe-Wernicke Co., Norwood (Cincinnati), O., vs. Alton 
Railroad Co. (Henry A. Gardner, trustee) et al. 

Alleges transportation charges on steel office equipment and re- 
lated articles for outfitting United States naval vessels, from Nor- 
wood, O., to Portland, Ore., and California points, in violation of 
sections 1 and 6. Asks cease and desist order, rates, reparation, 
and waiver of collection of alleged undercharges not paid on certain 
past shipments. (R. A. Ellison, 306 Neave Bldg., Cincinnati 2, O.) 

No. 29383, Searle Petroleum Co., Omaha, Neb., vs. Atchison, Topeka & 
Santa Fe Railway Co. et al. 

Alleges rates on 47 tank-car loads of petroleum fuel oil distillate, 
December 1, 1943, to July 31, 1944, from specified origins in Tex., 
Okla., Kan., and Ark., to Omaha, Neb., in violation of section 1. 
Asks reparation. (E. L. Walters, 1023 North 17th St., Omaha, Neb.) 

No. 29383, Sub. 1, Milder Oil Co., Omaha, Neb., vs. Atchison, Topeka & 

Santa Fe Railway Co. et al. 

Alleges rates on 400 tank-car loads of petroleum fuel oil distillate, 
September 1, 1943, to July 31, 1944, from specified origins in 
Tex., Okla., and Kan., to Omaha, Neb., in violation of section 1. 
Asks reparation. (E. L. Walters, 1023 North 17th St., Omaha, Neb.) 

No. 29385, Texas Pre-fabricated House & Tent Co., Dallas, Tex., vs. 

Atchison, Topeka & Santa Fe et al. 

Rates on portable wooden houses, carloads, shipped from Dallas, 
Tex., to Blair, Tenn., Craig, Colo., and Prairie du Sac, Wis., 
alleged to have been and to be in violation of sections 1 and 3, 
the undue preference alleged being for competitors at Baton Rouge, 
La., Cairo, Ill., Cincinnati, O., Memphis, Tenn., and New Albany, 
Ind. Cease and desist order, reasonable rates. and reparation of 
$50,000 asked. (Leffingwell, Currie & Davis, 1013 Praetorian Bldg., 
Dallas 1, Tex.) 

No. 29385, Sub. No. 1, Southern Mill & Manufacturing Co., Tulsa, Oklia., 
vs. Atchison, Topeka & Santa Fe Railway Co. et al. 

Alleges rates on portable wooden houses, carloads, from Tulsa, 
Okla., to Hobbs, N. M., Craig, Colo., Lovell, Wyo., Odessa, Tex., 
Powell, Wyo., and Thermopolis, Wyo., 1944-1945, in violation of 
sections 1 and 3. Asks cease and desist order, rates, and repara- 
tion of $25,000. (Frank A. Leffingwell, 1013-16 Praetorian Bldg., 
Dallas 1, Tex.) 
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Reduce 
“Hidden Transportation Costs” 


with 


AMERICAN AIRLINES’ 


INTERNATIONAL AIRFREIGHT 


@ You can increase profits and eliminate unnec- 
essary operational losses by reducing “hidden 
transportation costs” through planned use of 
American Airlines’ International Airfreight. 

Don’t be misled by simple comparisons of 
point-to-point charges among the various means 
of shipping. Low charges for hauling do not 
always mean most economical and most profitable 
method of transportation. 

By utilizing air speed with Airfreight, shippers 
and recipients, in many diversified businesses 
and industries, are paring down “hidden trans- 
portation costs” and at the same time building 
new profits on new marketing and merchandising. 
Airfreight delivery reduces cancellations, elimi- 


nates markdowns on seasonal and style merchan- 
dise and cuts losses in transit. It can also whittle 
down storage costs, reduce inventories, help 
maintain production schedules and afford savings 
in packaging. 

What’s more, this swift, economical air service 
can help you extend markets and build customer 
good will. 

Our Airfreight sales engineers and Airfreight 
research staff are on hand to help you determine 
specifically how Airfreight can work for your 
benefit. 

For complete information, write now to Air- 
freight Division, American Airlines, 100 East 


42nd Street, New York 17, N. Y. 


AMERICAN AIRLINES Syste 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE FLAGSHIPS 





































































































Major Elmer B. Hull, transportation 
corps, officer of chief of transportation, 
has been elected to the office of member 
of the Southern Classification Commit- 
tee, Atlanta, Ga. He will replace Robert 
E. Boyle, Jr., who has been promoted to 
the post of chairman of the committee. 

ok * * 


M. F. Dougherty, traffic manager, 
Sharon Steel Corporation, spoke on the 
history of transportation and traffic, at 
the September 6 meeting of the Youngs- 
town, O., chapter of Delta Nu Alpha 
transportation fraternity held in the 
Youngstown Hotel. Richard Weller, 
chapter president, opened the meeting, 
and G. J. Minahan was _ toastmaster. 
F. J. Ryan, national vice-president of 
the fraternity, explained the aims of his 
organization. 

* * * 

H. Noyes, assistant to director of 
traffic and transportation, Lockheed Air- 
craft, Burbank, Cal., and R. D. Sangster 
of the Los Angeles Chamber of Com- 
merce gave a comprehensive report on 
the proposed War Shipping Administra- 
tion car servicing tariff, to the Los 
Angeles Traffic Managers Conference at 
its recent meeting. 

* * * 

W. F. V. Cassidy, coal traffic agent, 
Chicago, Burlington & Quincy Railroad, 
will discuss his experience in the han- 
dling of embarkation and debarkation 
at ports in France during the war, at 
the September 25 meeting of the Traf- 
ficmen’s Association of America in the 
Sherman Hotel. Mr. Cassidy was re- 
cently released from the Army, with the 
rank of Major. Ralph J. Kelly, J. & S. 
Cartage Co., is program chairman. J. A. 
Burkley, Freight Traffic Institute, presi- 
dent of the club, will conduct the busi- 


ness meeting. 
* * 


Allen Dean has left the Detroit Board © 


of Commerce as manager of the trans- 
portation bureau, to establish a Wash- 
ington service organization to provide 
Detroit firms with Washington repre- 
sentation. Mr. Dean will be retained as 
transportation consultant for the board 
to handle aviation and waterway mat- 
ters. Grant Arnold, assistant manager 
for the last two and one-half years, will 
succeed Mr. Dean. 
* * * 

John W. Chapman, vice-president of 
Grace Line Inc., died suddenly Septem- 
ber 8 at his family residence in New 
York City A native of Oregon, Mr. 
Chapman was born in 1884. He entered 
the steamship field in 1910, joining the 
Grace Line as vice-president in charge 
of traffic in 1931. 

* 


* * 

F. G. Lindee has been appointed 
traveling freight and passenger agent 
with headquarters at Modesto, Cal., for 
the Western Pacific Railroad Co. 

* * * 

W. E. Bilger has been appointed gen- 
eral agent, Boston, for the Norfolk & 
Western Railway Co. R. E. Cashen has 
been appointed commercial agent at 
Boston. The positions of New England 
agent, formerly held by the late J. S. 
Cashen, and traveling freight agent, 





formerly held by Mr. Bilger, are 
abolished. L. N. Helm has resumed the 
position of foreign freight agent, Cin- 
cinnati. During the war Mr Helm 
served with the transportation corps in 
the control of army and lend-lease cargo 
through Virginia ports, later serving as 
commercial agent at Roanoke, Va., for 
the Norfolk & Western. W. F. Crueger, 
former chief clerk to the comptroller, 
has been appointed tax and insurance 
agent of the company at Roanoke, Va., 
succeeding B. F. Pence who has retired 
after more than 45 years of service. 
* * * 


William H. Wartmann has been ap- 
pointed coal traffic agent, Cincinnati, 
for the Chesapeake & Ohio Railway Co. 
He succeeds the late R. L. Abbihl. Gray- 
don Shaw has been appointed assistant 
coal traffic agent at Cincinnati. 

* * * 


William J. Rangod has been appointed 
general agent of the Chicago South 
Shore & South Bend Railroad, in charge 
of the San Francisco office. W. P. Tee- 
gardin has been appointed general west- 
ern freight agent, with headquarters in 
Seattle. 

ok * * 

Lloyd W. Baker has been appointed 
general freight agent, Baltimore, for the 
Baltimore & Ohio Railroad Co 


* * * 


John C. Mais has been appointed com- 
mercial agent, with headquarters at 
Philadelphia, for the Southern Railway 
System. William R. Belfield has been 
appointed assistant general freight 
agent, and Robert B. Arthur, district 
freight agent, at Augusta, Ga. 


* * * 


Charles R. Schwartz, an American 
Airlines Chicago traffic representative, 
spoke on “The Future Place for Women 
in Airlines” at the September 14 meet- 
ing of the Women’s National Aeronauti- 
cal Association, in Rockford, II]. 


* * * 


Joseph A. Lennon has been appointed 
president of Inland Waterways Corpora- 
tion. Mr. Lennon will maintain head- 
quarters in St. Louis, Mo. 

* * * 


Raymond J. Emerick has been ap- 
pointed Chicago sales manager of De- 
catur Cartage Co., Chicago. For the 
past four years Mr. Emerick has been 
eastern district supervisor. 

* * * 


Gerald S. Kitchen has been appointed 
to the newly-created post of cargo traffic 
representative for Continental Air Lines, 
Denver, Col. 

* * * 


W. Sanger Green, formerly passenger 
and cargo manager, has been appointed 
general traffic manager of American Ex- 
port Airlines, transatlantic division of 
the American Airline System, New 
York City. William Muller has been ap- 
pointed passenger traffic manager, and 
Arthur Cofod, cargo traffic manager. 

* * * 


Barney Cushman, president, Cushman 
Motor Delivery Co., and president of 
the Central Motor Freight Association, 
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will speak at the September 21 meeting 
of the Motor Rate Club of Chicago in 
the Midland Hotel. Matt ‘Moskal, Dohrn 
Transfer, will preside. | 

* 


Captain William C. Timothy, of Green 
River, Wy., a former employe of the 
Union Pacific Railroad, has _ been 
awarded the bronze star medal in Paris 
for ‘distinguished service ... as a com- 
pany commander in the 505th military 
police battalion, which was acting as 
train security guards for the military 
railway service.” 

* * Bo 

Major Everett W. Hargrave, super- 
intendent of car service for the second 
military railway service and former as- 
sistant general superintendent of trans- 
portation for the Missouri Pacific Rail- 
road at Houston, Tex, has received the 
bronze star medal. The presentation, 
made in Belgium, was due to “outstand- 
ing services” performed by Major Har- 
grave as rail liasion officer and in the 
distribution of railway cars for the 
transportation of vital military supplies. 

* * * 


Col. Herbert Qualls, formerly assist- 
ant director of the Commission’s Bureau 
of Motor Carriers, has returned from 
Europe to his hame in Arlington, Va. 
While in Europe, Col. Qualls was execu- 
tive officer of the second military rail- 
way service. He will return to his for- 
mer duties with the Commission on 
September 17. 

* * * 

Les Allman, vice-president of the 
Fruehauf Trailer Co., spoke on “Let the 
Seller Beware” at the September 6 
meeting of the Minneapolis Sales Man- 
agers Club at the Curtis Hotel. 


* * * 


The Chicago Packaging Club will 
meet September 18 at the Builders Club. 


* * * 


William J. Burns has been appointed 
to a joint executive sales post serving 
both the Lehigh Warehouse & Trans- 
portation Co. of Newark and the Lack- 
awanna Warehouse Co. of Jersey City. 
J. Leo Cooke, vice-president and acting 
head of the two companies, has assumed 
the production and leadership of the 
warehouse firms during the absence of 
Col. Albert B. Drake, who is serving 
as director of the divisions of storage 
and warehousing of services of supply 
in the Army. 

* * * 

The Railroad Freight Rate Clerks of 
Chicago will hold a business meeting 
and dinner party on September 25 at 
Stella’s Club Room, At the May meeting 
the following officers were elected for 
the coming year: President, E. T. Keen, 
Chicago & Northwestern; vice-president, 
R. J. Eddelman, Chicago, Indianapolis & 
Louisville; secretary, W. B. Milligan, 
Pennsylvania Railroad; and treasurer, 
F. W. Smart, New York Central. 


* * * 


George Steele Seymour, assistant gen- 
eral auditor of the Pullman Co., died 
September 7 at his Chicago home. An 
author and member of the Illinois bar, 
Mr. Seymour was 68 years of age. He 
came to the Pullman Co. in 1910. 

* * * 


Several promotions and transfers af- 
fecting personnel of Ford Motor Co. 
have been announced. M. D. Brown, 
manager of the Louisville branch, has 
been transferred to managership of the 
Oklahoma City branch, succeeding A. E. 
Klemmedson, resigned. H,; Y Ingram, 
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manager of the Indianapolis branch, has 
been transferred to the Memphis branch 
as manager. Thomas J. O’Neil, manager 
of the Memphis branch, has been trans- 
ferred to the Indianapolis branch as 
manager. C. A. Mills, assistant manager 
of the Omaha branch, has been trans- 
ferred to the Chicago branch as assist- 
ant manager. W. G. Austin has been 
promoted to assistant manager of the 
Cleveland branch. L. J. Van Horn, sales 
manager at Chicago, has been promoted 
to assistant manager of the Denver 
branch. 
* oa * 

Edward S. Evans, 66, president of 
Evans Products Co., Detroit, died at his 
Grosse Pointe residence September 6 
after a brief illness. Mr Evans was born 
in Thaxton, Va., in 1879. He came to 
Detroit in 1915 and started the Evans 
auto loading business. 

* * 


Arthur F. Manning, Jr., former assist- 
ant to plant traffic manager, Douglas 
Aircraft Co., Inc., Chicago plant, has 
joined the staff of the American Traffic 
Institute, Inc., as traffic sales engineer, 
effective September 17. 

* 


Reorganization of the sales depart- 
ment of the General Tire & Rubber Co. 


has been announced by L. A. McQueen, 
vice-president. Six departments have 
been set up, with the following man- 
agers: K. A. Dalsky, truck tire sales; 
J. E. Powers, automobile tire sales; J. C. 
Ink, sales operations; E. C. Leach, Kraft 
recapping and tire accessory sales; R. H. 
Harrington, advertising and sales pro- 
motion department; and S. S. Berry, 
battery and special item sales depart- 
ment. J. A. Beckett has been appointed 
to operate field service and engineering, 
a new department. Dan Collins has been 
brought from the Denver branch to 
manage dealer relations. 

* * * 


J. A. Chiabotta has been appointed 
manager of the export department of 
the Witte engine works division of Oil 
Well Supply Co., at Kansas City, Mo., 
a subsidiary of U. S. Steel. 


* * * 


The Maritime Association of the Port 
of New York tendered a_ testimonial 
luncheon to Commodore Frederick, U. S. 
Navy director of the port, on August 
26 at the Waldorf-Astoria. Eugene A. 
Moran, chairman of the rivers, harbors 
and piers committee, and a director of 
the association, was chariman of the 
luncheon committee. 








A Y.M.C.A. acrobatic and gymnastic 
troupe entertained the Transportation 
Club of Dallas, Tex., at’ the club’s first 
fall luncheon held September 10 in the 
Adolphus Hotel. G. W. Sandberg was 
chairman of the program committee. The 
club’s bowling league got under way 
September 7 at the Sal Gliatto Bowling 
Palace. 

The Motor City Traffic Club of Detroit 
will hold a roast beef dinner September 
25 at the Tam-o-Shanter Country Club. 
C. E. Shrader, U. S. Truck Co., is chair- 
man of the affair. 

Bryant Essick of the Essick Manufac- 
turing Co., Los Angeles, spoke before the 
Los Angeles Transportation Club Sep- 
tember 10 at the Hotel Biltmore, on 
“Post-war Industrial Possibilities in 
Southern California.” Glee C. Smith, 
general agent, Missouri Pacific Lines, 
was chairman of the day. 





The Traffic Club of the Lehigh Valley 
will meet September 17 at the Hotel 
Americus, Allentown, Pa., and will view 
a — picture entitled ‘Penna Turn- 
pike.” 





The Traffic Club of Syracuse, N. Y., 
will hold its annual clambake Septem- 
ber 27 at Heinerwadel’s Grove. 





The Traffic Club of New Orleans opened 
the bowling season September 14 at 
O’Shaughnessy’s Alleys, according to 
Harold Scherer,, bowling chairman. The 
club held a special election meeting Sep- 
tember 10 in the Hotel Roosevelt, to 
elect a nominating committee. 

The Cincinnati Traffic Club will again 
sponsor evening courses in traffic man- 


agement, to be offered by the University 
of Cincinnati. Instructors, who are all 
members of the club, are as follows: 
B. L. Allen, Procter & Gamble Co., on 
principles of traffic management; Joseph 
M. Woeste, Procter & Gamble Co. on 
rates and tariffs; Mr. Woeste, on rate 
and tariff laboratory. Registration will 
be held during the week of September 
17, and classes begin the following week. 





The Transportation Club of the Roch- 
ester, N. Y., Chamber of Commerce will 
hold its annual clambake September 25 
at the Point Pleasant Hotel. Edmund D. 
Katafiaz is general chairman of the clam- 
bake committee. 





Loring M. Black, former member of 
Congress, spoke on “The Significance of 
Current Events” before the September 11 
meeting of the Women’s Traffic Club of 
Greater New York, held in the Park Cen- 
tral Hotel. The club has elected the fol- 
lowing officers and directors for the com- 
ing year: President, Margaret M. Horn, 
assistant to district manager, Acme Fast 
Freight, Inc.; chairman of the executive 
board, Ellen S. Reed, eastern traffic 
manager, Wells Fargo Carloading~ Co.; 
first vice-president and chairman of the 
entertainment committee, Edna F. Mead, 
Duffy-Mott Co., Inc.; second vice-presi- 
dent and chairman of the membership 
committee, E. Lee Hahn, Waterman 
Steamship Corporation; recording secre- 
tary, Dorothy V. Finan, Baltimore & 
Ohio Railroad Co.; assistant recording 
secretary, Ruth Tag, Hills Brothers Co.; 
treasurer, Mable A. Griffin, Chesapeake 
& Ohio Railway Co.; directors, E. Beck- 
ham Taylor, Detroit & Cleveland Navi- 
gation Co., who will serve as editor of 
“The Trafficade;” and Ruth Haviland, 
United Air Lines, who will head the ways 
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and means committee. Other directors 
are Helen G. Ippolito, Western Union 
Telegraph Co., who will serve as chair- 
man of the recreation committee, anc 
Ellen A. Watterston, Kopper’s Company- 
Seaboard Division, who will head the 
reception committee. Minna _ Fishkin, 
Post & Tabuck, will head the welfare 
committee, and will act as librarian. 
Audrey Tietjen Hull, Lackawanna Ware- 
house Co., Inc., will head the educational 
committee; and Frances J. Gomez, Oliver 
Corporation, will be chairman of the pub- 
licity committee. 





The Charlotte, N. C., Traffic and Trans- 
portation Club will hold a victory ball 
September 25 at the Hotel Charlotte. 





The Metropolitan Traffic Association 
of York held its annual outing Septem- 
ber 15 at Croke Park. Bob Henderson is 
chairman of the club’s entertainment 
committee. At the September 13 meeting 
in the Hotel Pennsylvania the nomi- 
nating committee presented its proposals 
on candidates for office during the com- 
ing year. 

The Pacific Traffic Association of San 
Francisco will hold a tournament Sep- 
tember 28 at the California Golf Club. 
Ralph Branham is chairman of the golf 
committee, and Sam Casad is chairman 
of the prize committee. 

Mayor Bohn of Milwaukee spoke on 
“The Milwaukee Centennial, 1946” at 
the September 10 meeting of the Women’s 
Traffic Club of Milwaukee in the Schroe- 
der Hotel. 





The Milwaukee Junior Traffic Club 
will hold its fall festival September 22 
at the Knickerbocker Hotel. 





The Women’s Traffic and Transporta- 
tion Club of Baltimore will sponsor a 
course in conversational Spanish, with 
classes starting September 20. Rae A. 
Simons is in charge. A two-day bus trip 
to Watkins Glen, N. Y., has been planned 
for September 22-23. Emma H. Reese is 
chairman of the trips and tours com- 
mittee. The club’s bowling league opened 
the season September 11 at the Charles 
Bowling Center. 


The Bridgeport, Conn., Traffic Asso- 
ciation will meet September 17 at the 
Stratfield Hotel, to hear the following 
speakers: Elmer C. Wood, New York, 
New Haven & Hartford Railroad, on 
“Demurrage Charges;’”’ W. Homer Pease, 
Bridgeport Brass Co., on “Connecticut 
Port Survey Commission;”’ and Morris 
Lisnik, National Carloading Co., on 
“Preparation of Forwarder’s Tariff.” 
The association’s bowling league will 
open its season September 19 at the 
Pequonnock Alleys. Officers of the asso- 
ciation for the coming year are: Presi- 
dent, Robert P. Schultz, American Tube 
& Stamping Plant; vice-president, Tim- 
othy P. Singleton, N. Y., N. H. & H. 
Railroad Co.; secretary, Alpheus Winter, 
Manufacturers Association; treasurer, 
Harry T. Jacobsen, Bridgeport Brass Co.; 
executive committee:. Edward Goletz, 
Bay Division; Charles F. Haggerty, C. 
Rickard & Sons>Inc.; Robert J. Jessell, 
Connecticut Motor Line, Inc.; Edward L. 
Warner, Adley Express Co.; and Fred 
R. Youd; Acme Shear Co. Committee 
chairmen are: membership, J. E. Grad- 
well, Bassick Co.; education, A. O. Con- 
way, McKesson & Robbins; program and 
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The rails of Union Pacific... the 
Strategic Middle Route, uniting Mon- 
tana with the East and the West Coast 
... carry an abundance of the state’s products to feed 





and clothe the nation, to supply industry with essen- 
tial raw materials. 


Out of the picturesque mountain country come cattle, 
sheep, wool, ores, minerals, lumber and petroleum. 
Grain, vegetables and fruits also are produced to 
heip meet the needs of America and our Allies. Mon- 
tana is truly the Treasure State. 


Like all the western territory served by Union Pacific, 
Montana looks ahead to a postwar development that 
might well be called Opportunity, Unlimited. It 
invites the interest of industrial concerns seeking 
a site where raw materials are readily available. It 
extends a welcome to enterprising individuals who 
seek a contented, healthful life amid the scenic beauty 
and friendly western atmosphere of your America. 


NOTE: Write Union Pacific, Omaha, 
Neb., for information regarding in- 
dustrial or business sites in Montana 
or other western States. 
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Listen to “YOUR AMERICA’: 
— Mutual network — 4 to 4:30 


E.W.T. every Sunday afternoon. 






UNION PACIFIC RAILROAD 





“Ts it 
NORTH or SOUTH 


Carolina?” 


Railway Expressmen are watchful, for 


they know that sureness in delivery of 
shipments depends on accuracy of ad- 
dress. One slip in the latter can hold up 
a vital production program or disap- 
point a waiting friend. The safest way 
is to be super-sure, especially regarding 
street numbers and the abbreviations of 
states. A minute or two spent in check- 
ing them may save days in delivery. 
When in doubt on any shipping prob- 


lem, consult your local Railway Ex- 


press agent. He is a good man to know. 
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entertainment, W. V. Goldmen, Midwest 

Freight Forwarding Co.; reception, E. 

Goletz, Bay Division; and traffic infor- 

— W. H. Pease, Bridgeport Brass 
O. 


Fred Gurley, president, Atchison, To- 
peka & Santa Fe Railway, will speak 
on the “Railroads at War’s End,” at 
the September 19 meeting of the Traffic 
Club of St. Louis in the Hotel Jefferson. 
The club will hold a joint luncheon that 
day with the Trans-Missouri-Kansas 
Shippers Board. J. V. Maxwell is chair- 
man of the club’s entertainment com- 
mittee. 


C. Lyndon Bruno, traffic manager, 


Spencer Kellogg & Sons, Buffalo, will 
speak before the Buffalo, N. Y., Traffic 


Club at its first monthly meeting of the 
season September 18 in the Hotel Worth. 


The Traffic Club of Memphis will open 
the season with a luncheon September 24 
at the Hotel Gayoso. Night classes in 
freight transportation sponsored by the 
club at the Memphis Vocational School 
will be resumed September 17. An ele- 
mentary and an advanced course in 
traffic work will be presented. 

For the eighth year the Pacific Traffic 
Association is sponsoring free freight 
traffic and transportation courses, given 
at the Commerce Adult High School, 
San Francisco. Instructors are R. E. 
Campbell, Western Pacific Railroad Co., 
og George E. Miller, Southern Pacific 

oO. 





Tariff interpretation — Cancellation of 


Rates on Furniture, LCL 


Wisconsin. — Question: Recently we 
received a carload of furniture, net 
weight 19,300 pounds, on which the car- 
riers assessed a Column 50 rate as pro- 
vided in Western Trunk Line Tariff No. 
385, Agent Kipp’s I. C. C. No. A-3020, 
and Western Trunk Line Traffic No. 
386-D, Agent Kipp’s I. C. C. No. 3441, 
Item 6240. We do not agree with their 
contention as to supplements on hand in 
furniture tariff No. 254, Agent Hoke’s 
I. C. C. No. 1649 (C. R. Young’s Series). 
To the best of our knowledge, only the 
less-than-carload rates were cancelled, 
leaving the carload rates in effect. The 
latest supplement we have is the one 
issued in April, 1945. 

Can you enlighten us in this matter, 
letting us know whether the cancellation 
of the carload rates in the above tariff 
were effected, leaving the class rates in 
effect? Any information you can give 
us on the above will be greatly appre- 
ciated. 

Answer: With respect to the supple- 
ments that have been issued to Agent 
Hoke’s I. C. C. No. 1649 (C. R. Young’s 
Series), Tariff No. 254 (Western Furni- 
ture), we note that the last supplement 
filed is No. 94, which bears an issued 
date of March 16, 1945, and an effective 
date of April 30, 1945. 

An examination of the tariff shows 
that supplement No. 89, effective June 
15, 1944, provides that all rates in tar- 
iffs, as amended, on furniture and fur- 
niture parts, L. C. L., are cancelled, and 
that rates published in L. E. Kipp’s 
Tariff 385 (Class Rates), I. C. C. A-3020, 
and Tariff 386-D (Exceptions), I. C. C. 
A-3441, apply. The caption of the notice 
reads as follows: “Cancellation of Rates 
on Furniture and Related Articles, 
Qt. 


Supplement No. 93 cancelled supple- 
ment No. 89 and others, but brought the 
above cancellation notice of L. C. L. 
rates forward on page three thereof. 
Supplement No. 94, containing 37 pages, 
provides that supplement No. 93 and 
others contain all changes. 


It therefore appears to us that all less 
carload rates in the above referred to 
tariff have been cancelled, but that the 
carload rates are still in effect. 


Reconsignment — Application of Recon- 
signment Charge on Shipment Billed 
to Stop in Transit for Partial Unload- 
ing Where Fully Unloaded at First 
Destination 


Missouri.—Question: A carload ship- 
ment from Hillsboro, Illinois, to Detroit, 
Michigan, was consigned to the A Sales 
Company to be stopped off for partial 
unloading at the B Company, Detroit, 
Michigan. 


The car moved into Detroit via New 
York Central for that line’s. delivery. 
The B Company completely unloaded 
the car, requiring no further movement. 

The destination carrier assessed a 
charge for reconsignment in accordance 
with its tariff, contending that this was 
a diversion under its tariff 5402 which 
is defined as “any instructions given by 
consignee, consignor or owner necessary 
to effect delivery and requiring an ad- 
dition to or a change in billing or an 
additional movement of the car or both.” 

It is the shipper’s contention that 
since no further movement of the car 
or change in billing, as the billed con- 
signee paid all freight charges, was re- 
quired, that this was not a diversion in 
accordance with the carrier’s tariff. 

Had this car been billed to a point 
beyond Detroit to be partially unloaded 
at Detroit but instead had been com- 
pletely unloaded in Detroit, we agree a 
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change in destination would have taken 
place and a diversion occurred. 

Answer: We have been unable to lo- 
cate a report of the Commission in 
which this question has been at issue. 
Furthermore, there does not seem to be 
any rule in the reconsigning tariff which 
specifically applies to such a shipment. 
See, in this connection, the report of the 
Commission in M’Swain Lumber Com- 
pany vs. Ala. T. & N. R. R. Corpora- 
tion, 142 I. C. C. 605, in which case the 
Commission comments on the ambiguity 
of certain rules in the Reconsigning 
Tariff. 

See, also, Lake Coal Demurrage, 232 
I. C. C. 735 (765), citing the above re- 
ferred to case. 


Evidence—Notation on Freight Bill 


Illinois. — Question: What in your 
opinion constitutes a properly noted 
freight bill for shortage? 


A claim was filed for loss of a ship- 
ping package from a shipment contain- 
ing ten pieces. It was supported with 
the consignee’s copy of the freight bill 
on which the transportation company’s 
driver had made'the notation, “one piece 
short,” followed by his initials. 

The transportation company denied 
liability on the following points: 


Its own copy of the freight bill was not 
similarly noted with the result that its claim 
department disclaimed any knowledge of the 
shortage prior to receipt of the claim. 

Because its own copy was not noted the 
transportation company contended that the 
driver must have noted the consignee’s copy 
at a later date, hence the notation was im- 
proper because it was not made at the time 
of delivery. 

The consignee’s receiving stamp, with its 
receiving clerk’s initials, appeared on both 
copies of the bill. The transportation com- 
pany contended that the consignee’s signa- 
ture on the transportation company’s copy 
constituted an acknowledgment of receiving 
ten pieces. 


The transportation company did not 
deny the authenticity of the shortage 
notation on the consignee’s copy. As a 
point of fact the driver’s signature has 
been verified. The consignee maintained 
the transportation company’s liability 
on the grounds that: 


It was customary for the consignee to re- 
ceipt both copies of the freight bill when ship- 
ments were offered for delivery whether or 
not loss or damage was known to exist. 

Its signature on the transportation com- 
pany’s copy was not an acknowledgment that 
ten pieces had been delivered, but a receipt 
for the shipment less one piece in view of the 
notation that the driver had made on the con- 
signee’s copy. 

It could scarcely refrain from signing the 
transportation company’s copy because, if it 
did not, the transportation company would be 
without a receipt for the nine pieces delivered. 

It had protected its interests by having the 
driver’s note on its own copy, and while it 
appreciated the advantage of getting notations 
on both copies, it was not obligated to see 
that the driver correctly reported the facts 
to his superiors. 

It is irrelevant whether the notation was 
made at or subsequent to the time of delivery, 
and determination of the latter would not 
have the effect of lessening the transportation 
company’s liability in any event. 


We have reason to believe that the 
notation was made at the time of de- 
livery. Nevertheless, we would prefer 
to have the opinion on the premise that 
this point has not been established in 
order to test the consignee’s contention 
in the last paragraph of the consignee’s 
contention. * 


The point is whether the consignee 
has an obligation to get notations on 
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DENTAL SUPPLIES 
AND 
PHARMACEUTICALS 


Get them there quicker by 
Clipper Express 





A long list of items, from dental supplies and 
phonograph records to radio parts and magazines, 
are now being exported by air... Your product 
may be adaptable to shipment by Clipper Express. 

For all International Air Express shipments, call 
Railway Express Agency, Inc. At 6,000 points 
within the U.S.A. they pick up shipments FREE. 


PAN AMERICAN 


Wortp AIRWAYS 
The System of thePlying Ciippers 





























Designed for 
TRANSPORTATION MEN 


by 
> TRANSPORTATION MEN 


ESSENTIAL EQUIPMENT 
for TRAFFIC MANAGERS and TRAVEL AGENTS 


AMERICAN AVIATION TRAFFIC GUIDE—standard 
schedule reference of the airlines in their ticket and 
reservation offices. 











The largest, most complete and most accurate airline 
schedules publication available anywhere in the world 
today. U. S. and Foreign schedules, rates, regulations, 
route maps, charts, airmail and air-express rates, interna- 
tional travel requirements—ALL completely cross-indexed 
by lines, cities, maps, etc. 


Write today for FREE inspection copy. 


AMERICAN AVIATION PUBLICATIONS 


Wayne W. Parrish, Editor & Publisher 
AMERICAN BUILDING WASHINGTON 4, D, C. 
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tomers do not have to be turned 
away or told that their household 
equipment cannot be repaired 
for weeks. It brings the spare 
parts stocks of the nation within 
but a few hours of retail stores. 
Very often, Air Express means 
next day delivery. 

And not only does the speed 
of Air Express meet emergency 
needs in the retail trade, it puts 
suppliers’ stocks so near at hand 
that it often means greatly re- 
duced inventory and, therefore, 
much faster rate of turnover. 


Specity Air Express-a Good Business Buy 


Shipments travel at a speed of three miles a minute between prin- 
cipal U. S. towns and cities, with cost including special pick-up and 
delivery. Same-day delivery between many airport towns and cities. 
Rapid air-rail service to 23,000 off-airline points in the United States. 
Service direct by air to and from scores of foreign countries. 


No Idle Home Equipment 
When Repair Parts 
Come By Air Express 


Empty spaces on retailers’ 
shelves or shortages of repair 
parts do not always mean that 
merchandise is not to be had. 
Often it’s merely a matter of or- 
dering a little at a time. 

This is where Air Express 
steps in. It speeds merchandise 
to those shelves — even if in 
small amounts — so that cus- 












GETS THERE FIRST- 
Write Today for interesting “Map of 

Postwar Town” picturing advantages 
p of Air Express to community, busi- 
ness and industry. Air Express Divi- 
sion, Railway Express Agency, 230 
Park Avenue, New York 17. Or ask 
for it at any Airline or Express office. 


Phone AIR EXPRESS DIVISION, RAILWAY EXPRESS AGENCY 
Representing the AIRLINES of the United States 
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both copies of the freight bill or whether 
the agent’s notation on the consignee’s 
copy is sufficient to establish carrier lia- 
bility. To the writer it seems that it 
would be an injustice to the consignee 
to make it obligatory for him to see that 
the transportation company’s copy is 
noted also. If he did so, and the driver 
failed to turn in the noted copy, the 
consignee would be without protection 
against negligence or fraud. 

We would also like to have an opinion 
respecting a transportation company’s 
liability for either loss or damage when 
the driver simply. refuses to note the 
freight bill. If the consignee makes the 
notation on his own and the transporta- 
tion company’s copy at the time he re- 
ceipts for the shipment does it not have 
the effect as if the driver had made it? 

Answer: The notation of its copy of 
the freight bill is a matter of concern 
only to the carrier and not the con- 
signee. If the carrier wants such a nota- 
tion placed on its copy, it should so in- 
struct its driver. It is not a matter of 
concern to the consignee. 

Such a notation falls in the category 
of evidence upon which the consignee 
is entitled to rely, regardless of whether 
the carrier’s copy of the freight bill 
contains a similar notation. 


Limitation of Action—Governments 


New York.—Question: It has come to 
our attention that some of the carriers 
are deleting Section 7 of the terms and 
conditions on government bills of lad- 
ing. You will recall that this section 
exempts the government from the nine- 
months period in which claims may be 
filed and the two-year period for in- 
stituting suits for loss or damage. 











I, YOU ONCE 
use the weekly TRAFFIC BULLETIN 
you will never again want to be with- 
out it. You will find it is the easiest, 
quickest, and surest way to keep your 
tariff file up-to-date and to keep in- 
formed on rate changes in advance of 
their effective dates. 
























The TRAFFIC BULLETIN lists every 
new tariff and supplement filed with 
the ICC; it keeps you advised of short- 
notice changes, on both railroad and 
truck rates: on Fourth Section matters: 
investigation and suspension orders: 
and on embargoes. 





It will also furnish you with the 
Consolidated Classification Docket, the 
dockets of the various rail and motor 
territorial rate committees, and many 
of their hearing bulletins and disposi- 
tion notices. 





This weekly service is prompt, com- 
plete, and accurate—send for sample 
copy. 


THE TRAFFIC SERVICE CORP. 


418 South Market St., CHICAGO 7, ILL. 





We would appreciate receiving your 
opinion as to whether the striking out 
of this paragraph from government bills 
of lading has the effect of placing such 
shipments on the same status as those 
made on commercial bills of lading, as 
far as the time limits for filing claims 
and instituting suits are. concerned. 

In addition, would you kindly advise 
us what the supplier’s responsibilities 
and rights would be under the above 
conditions, if the government came back 
to the industry for reimbursement for 
lost or damaged goods after the nine- 
months period had expired. 

Answer: It is settled beyond doubt 
or controversy, on the principle of public 
policy, applicable to all governments 
alike, which forbids that the public in- 
terests shall be prejudiced by the negli- 
gence of the officers or agents to whose 
care they are confided (U. S. vs. Whited, 
246 U. S. 552, 38 S. Ct. 367; U. S. vs. 
American Bell Teleph. Co., 159 U. S. 548, 
16 S. Ct. 69; Corona Coal Co. vs. U. S., 
264 U. S. 578, 44 S. Ct. 405; Grand 
Trunk Western R. Co., vs. U. S. 353 
U. S. 112, 40 S. Ct. 309; Chesapeake, etc. 
Canal Co. vs. U. S., 250 U. S. 123, 39 S. 
Ct. 407; Stanley vs. Schwalby, 147 U. S. 
508, 13 S. Ct. 418; U. S. vs. Insley, 130 
U. S. 263, 9 S. Ct. 485; U. S. vs. Nash- 
ville, ete. R. Co., 118 U. S. 120, 6 S. 
Ct. 1006), that the United States assert- 
ing right vested in it as a sovereign 
government is not bound by statutes of 
limitation unless Congress clearly mani- 
fests its intention that it should be so 
bound. Phillips vs. Commissioner of 
Internal Revenue, 283 U. S. 589, 51 S. 
Ct. 356; Lucas vs. Pilliod Lumber Co., 
281 U. S. 245, 50 S. Ct. 289; E. I. du 
Pont de Nemours & Co. vs. Davis, 264 
U. S. 456, 44 S. Ct. 364. 

Stated in another way, the United 
States will not be barred by a general 
statute of limitations unless, on a strict 
construction in its favor, it and the 
claim sought to be enforced fairly may 
be held to be within the terms and 
purposes of the act. Bowers vs. New 
York & A. Lighterage Co., 272 U. S. 
346, 47 S. Ct. 389. 

The reasons given above are no doubt 
the basis for the provisions of Section 
7 of the government bill of lading. 

In the absence of statutory provisions 
under which the government would be 
bound by- the limitation provisions gov- 
erning the filing of claims and the bring- 
ing of suits, the deletion of Section 7 
would be ineffective, so far as actions by 
the government are concerned. 

If title to the goods has passed to the 
government at point of origin, claims 
should be filed by the government. 


Routing and Misrouting—Switching 
Delivery Versus Road Haul for 
Terminal Carrier 


New Jersey.—Question: A bill of lad- 
ing covering a carload of freight is 
turned over to the initial line with only 
routing shown on route line, for ex- 
ample, A. & Z. R. R. Delivery. 

The initial carrier has no direct con- 
nection with the delivering carrier, but 
does have several intermediate carriers 
who connect with the delivering carrier 
but do not reach the destination. Should 
the initial carrier elect to use an inter- 
mediate carrier that does reach the 
destination, what are the obligations of 
the initial carrier, if any, to protect 
the delivering carrier’s road haul? Omit 
the word “delivery” when waybilling the 
car or inserting a junction point between 
the intermediate carrier and the deliver- 
ing carrier? 
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Answer: Where the term “delivery” 
is used in connection with the terminal 
carrier specified in a bill of lading, it is 
the duty of the initial carrier to forward 
the shipment via the route affording the 
shipper the cheapest rate. If the cheap- 
est rate applies via a route which gives 
the terminal carrier a line haul the 
shipment must be forwarded via that 
route. If, however, the cheapest rate 
applies via a route which gives the . 
terminal carrier a switch movement, the 
shipment must be forwarded via that 
route. Kanotex Refining Co. vs. Atchi- 
con, tT: & SS: 3... Co, 1 fC. Ce 
559. If a switching delivery is desired 
the term “switch delivery” or a term § 
of similar import should, in our opinion, 
be used, for the reason that, if only the 
term “delivery” is used, the initial car- 
rier would be warranted in giving the 
terminal carrier a road haul, in the 
event that a cheaper rate applied via 
such route than via a route giving the 
terminal carrier a switch movement f 
only. 


If the name of the terminal carrier 
only is used in the routing instructions, 
that line is entitled to a line-haul move- 
ment under the Commission’s report in 
Fechheimer Iron & Steel Co. vs P. 
R. BR. Co, Sb i. C.-C. 308. 


Conversion—Liability of Carrier 


Nebraska.— Question: Recently we 
made an L.C.L. shipment on a straight 
bill of lading, consigned to a concern, 
our customer, but specified on the face 
of the bill the following notation in 
quotation marks: “For John Smith & 
Company.” Delivery was made by the 
carrier to John Smith & Company, in- 
stead of the party to whom the shipment 
was consigned. The party that received 
the goods used the material without 
paying the consignee. 

Do we have any recourse against the 
carrier for delivering the merchandise 
to other than the party to whom it was 
consigned ? 

Answer: The duty of a carrier is not 
merely to convey safely the goods en- 
trusted to it, but also to deliver them 
to the party designated by the terms of 
the shipment or to his order at the place 
of destination. This duty to deliver to 
the proper party is absolute. If a carrier 
delivers goods to a person not entitled to 
receive them it is liable to the person 
who is entitled to them for conversion, 
rendering it immediately liable, irre- 
spective of its good faith in making the 
delivery. No question of care arises, 
for in such case the carrier acts at its 
peril and is liable regardless of negli- 
gence See, St. Louis, etc. R. Co. vs. 
Larned, 103 Ill. 293; St. Louis, etc., R. 
Co. vs. Rose, 20 Ill. App. 670; Illinois 
Central R. Co. vs. Parks, 54 Ill. 294. 


As the shipment to which you refer 
was consigned to your customer, it is 
our opinion that the carrier is liable in 
conversion for delivering it to John 
Smith & Co., notwithstanding that the 
notation “For John Smith & Company’ 
appeared on the face of the bill of lad- 
ing. This notation presumably was for 
the information of the consignee, but at 
any rate it did not, in our opinion, cor- 
stitute an instruction to the carrier t0 
deliver the shipment to that party, in 
view of the fact that the bill of lading, 
as we understand, contained in _ the 
designated space, the name of the con- 
signee of the shipment. In this connec: 
tion, see the provisions of Section 9 and 
10 of the Bill of Lading Act. 
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Railroaders in Armed Services 


Out of a total of 304,043 of Class I line-haul railroad em- 
ployes who served in the armed forces of the United States in 
July of this year, 91,806 came from occupations classified under 
the heading of “maintenance of equipment and stores,” 67,969 
came from the “maintenance of way and structures” group, and 
52,390 were from the train and engine services, including con- 
ductors, brakemen, engineers and firemen, according to data 
made available by the Office of Defense Transportation. 

The O. D. T. said that reports of the railroads to the Asso- 
ciation of American Railroads constituted the source of its com- 
pilation. 

Rail employes in the “professional, clerical and general’ 
occupational class who were in the armed services totaled 54,225, 
the O. D. T. reported. It said that the number of executives, 
officials and staff assistants in military service in July was 439. 

From the employe classification designated as “transporta- 
tion (yardmasters, switch tenders and hostlers)” a total of 
1,698 had entered the armed services in July, and the corres- 
ponding total for employes in the category of “transportation 
(other than train, engine and yard)” was 34,339. 

As of July 15, according to the O. D. T. tabulation, the total 
number of railroad employes discharged from the armed serv- 
ices 4 returned to their former employers was 24,405, divided 
as follows: 


Executives, officials and staff assistants, 46; professional, clerical 
and general, 3,899; maintenance of way and structures, 4,794; main- 
tenance of equipment and stores, 7,282; transportation (other than 
train, engine and yard), 3,407; transportation (yardmasters, switch 
tenders and hostlers), 186; transportation (train and engine), 4,699, 
and miscellaneous and unclassified, 92. 


NORTHERN PACIFIC RADIO EQUIPMENT 


The Northern Pacific Railway has placed a limited order 
for train radio equipment for continuing field tests of this 
method of supplementing its existing communication system, 
F. L. Steinbright, superintendent of telegraph, recently an- 
nounced. Delivery is expected about January 1, on equipment 
for testing of switch engine control on the N. P. yards in 
St. Paul and.in train operation out of the Twin Cities. The 
company recently completed a month’s testing of radio equip- 
ment in handling switch engines in various train yards in 


All Freight Rate Changes 


and 
All Classification Changes 


are promptly and accurately reported in 


TRAFFIC BULLETIN 


You can be sure that not a single change in rates, 
classification, transit privileges, or regulations can 
be made without your knowing about it in advance 
if you are using the weekly TRAFFIC BULLETIN. 


Each week the BULLETIN lists every new tariff 
and supplement filed; it furnishes you with the 
Consolidated Classification docket, the dockets of 
the various territorial rate committees, and many 
of their hearing bulletins and disposition notices; 
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Seattle, and also tests of front-to-rear. communication on mov- 
ing trains on the main line between Seattle and Portland and 
between St. Paul and Seattle, in cooperation with the Bendix 
Radio Corporation whose equipment was used. 


Furniture Packing Clinic 


Ways and means to accomplish reduction of damage in tran- 
sit to furniture were discussed at a “furniture better packing 
meeting and clinic” held September 11 at the American Furni- 
ture Mart Building, Chicago, under the joint sponsorship of the 
Chicago Furniture Manufacturers Association, the National 
Furniture Traffic Conference, Inc., and the Association of Amer- 
ican Railroads. 

Described by J: C. McCarthy, secretary of the National 
Association of Furniture Manufacturers, as ‘“‘the largest meet- 
ing ever held in the United States on the theme of better pack- 
ing,” the clinic drew 178 furniture manufacturers, railroad offi- 
cials, traffic managers, furniture dealers and packing room fore- 
men. Following welcoming remarks by Gerald Koch, president, 
Chicago Furniture Manufacturers Association, the following 
speakers were featured on the program: 


F. L. Bateman, chairman, Chicago Furniture Manufacturers Asso- 
ciation, ‘‘The Furniture Manufacturer’s Stake in Better, Packing’; 
Albert L. Green, special representative, Association of American Rail- 
roads, ‘‘Furniture Damage From the Claim Man’s Point of View’; 
Ray F. Bohman, president and managing director, National Furniture 
Traffic Conference, ‘‘The Better Packing Program’’; R. C. Fyfe, chair- 
man, Western Classification Committee, ‘‘Furniture Packing and the 
Claim Picture as Viewed by the Classifications Committees’’; J. C. 
McCarthy, ‘‘The National Association of Furniture Manufacturers’ In- 
terest in Better Packing’’; and Don L. Quinn, president, Quinn Package 
Testing Laboratory, ‘‘Practical Ideas for Performance Tests on Ship- 
ping Containers.”’ 


A feature of the morning session was a packing clinic, 
wherein various articles of furniture prepared for shipping were 
submitted to tests, and subjected to running commentary by a 
panel of experts composed of the following: 


George Keyes, special furniture inspector, Official Freight Classifi- 
cation Committee; Mr. Fyfe; Mr. Roumillat, packing engineer, Freight 
Container Bureau; A. O. Naylor, supervisor of furniture packing, 
Montgomery Ward & Co.; and J. L. Ware, furniture packing standards, 
Sears Roebuck & Co. 


In the course of the afternoon session, motion pictures on 
the proper wrapping of furniture were presented by A. J. Koeh- 
noke, American Excelsior Corporation, and J. R. Jones, Jiffy 
Manufacturing Co. 


MACK TRUCK POST-WAR PLANS 


Increased production of Mack trucks is now underway fol- 
lowing complete lifting of war-time controls on civilian truck 
output, according to A. N. Morton, vice-president in charge of 
production, Mack Manufacturing Corporation. During 1946, 
Mack expects to manufacture more trucks, buses, fire apparatus 
and marine engines than in any pre-war year, said Mr. Morton. 


TIRE CONTROL PLAN OUT 


The tire allotment plan by which the Office of the Rubber 
Director and later the Rubber Bureau of the War Production 
Board controlled the production and distribution of truck, bus, 
tractor, implement and industrial tires has been revoked, 
effective September 7. In explanation the W. P. B. said: 


This revocation eliminates the requirement that manufacturers of 
original (new) equipment obtain a tire allocation from W. P. B. There 
is no change in the procedure for purchase of replacement tires. Part B 
of the tire rationing certificate must still be turned over to a tire manv- 
facturer in order to obtain shipment of replacement tires, 

There is no change in the procedure to be followed by drivers in 
acquiring passenger, truck and bus tires still rationed under O. P. A. 
regulations. 


FORD AND MERCURY ACCESSORIES 


Radios and hot water heaters will be available early in 
October for Ford passenger cars, somewhat sooner than ex: 
pected, according to J. R. Davis, director of Ford sales and 
advertising. Many other accessories will also be available al 
the option of the purchaser of a new Ford or Mercury car. 


NEW PAN-AM TRAVEL FOLDERS 

“Where to go and what to see” in eleven Latin American 
nations are fully illustrated and described in a new series of 
full-color folders just issued by Pan American World Airways: 
The series of folders now available covers: Mexico, Brazil, C0 
lombia, Central America, Venezuela, and Argentina. For those 
interested in Alaska and Newfoundland, there are newly-issued 
folders describing these countries as well. 
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| going back to manufacture of pre-war products and/or entering manu- 
| facture of new post-war products. 


The National Freight Rate Service Book is tailor-made to help you and 
keep you up-to-the-minute in connection with the solution of your prob- 
lems in this connection. 






For only 58 cents a week, the NFRS, in rate finding and checking 
offers you: accuracy, speed and ease of use, time saving, authoritative 
rate information and money saving advantages. However, to fully ap- 
preciate these and many other advantages, you owe it to yourself to 
give this service a trial, without any obligation to you. 











Write us today for ten day free trial. If you need parcel post and 
express rates, this service is less than 10 cents extra per week. 
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Dowagiac, Michigan 
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NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the change in this docket will be noted else- 


where. 


September 17—Des Moines, la.—U. S. Ct.— 
Examiner Angle: 

MC — Jackson, Afton, Ia., certifi- 
cate. 

September 17—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 36: 

MC 105763—K and J Trucking Co., Leaven- 
worth, Kan., certificate. 

MC 105879—Robert S. Phillips, Jr., General 
Trucking. Leavenworth. Kan., certificate. 

September 17—Panama City, Fla.—City Hall 
—Jt. Bd. 99: 

MC 106015—Van Horn Transfer and Storage 

Co., Panams City, Fla., certificate. 
September 18—Albany, N. Y.—Ten Eyck Hotel 
—Examiner Cave: 

MC 1520, Sub. 14—Central Greyhound Lines, 
Inc., Cleveland, O., certificate to extend 
operations. 

MC 66562, Sub. 664—Railway Express 
Agency, inc., New York, N. Y., certificate 
to extend operations. 

MC 66562, Sub. | Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

September 18—Boston, Mass.—New P. O. 
Bldg.—Examiner Cosby: 

MC C-20933 — D. Slomiansky, purchase, 
Gold Line Express, Inc. 

September ‘8—Columbia, S. C.—Wade Hamp- 
ton Hotel—Jt. Bd. 130: 

MC 86238, Sub. 7—Hagler Truck Co., 
Charleston, S. C. 

“ '. a 10—Beard-Laney, Inc., Cam- 

en. S. C. 

MC 86238, Sub. 9—Hagler Truck Co., Au- 

gusta, Ga., permit to extend operations. 
September 18—Des Moines, la.—U. S. Ct.— 
Jt. Bd. 54 


MC 70451, Sub. 42—Watson Bros. Transpor- 
tation Co., Inc., Omaha, Neb., certificate 
to extend operations. 

September 18—Elkins, W. Va.—Fed. Bldg.— 
Jt. Bd. 245: 

MC 59155, Sub. 13—Reynolds en oe 
tion Co., Clarksburg, W. Va., certificate 
to extend operations. 

September 18—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 52: : 

MC 30605, Sub. 50—Santa Fe Trail Trans- 
portation Co., Wichita, Kan., certificate 
to extend operations. 

September 18—Lansing, Mich.—Olds Hotel— 
Jt. Bd. 23: 
MC 101619, Sub. 3—Hover Trucking Co., 
+ gy Mich., certificate to extend opera- 
ons, 
September 18—Lewiston, Ida.—Fed. Bldg.— 
Jt. Bd. 169: 

MC 89153, Sub. 2—Eagle Transfer & Storage 
Co., Lewiston, Ida., certificate to extend 
operations. 

September 18—Santa Fe, N. M.—State Comm. 
—Jt. Bd. 125: 

MC 103148, Sub. 2—Abiquiu-Antonito Bus 
Line, Abiquiu. N. M., certificate to ex- 
tend operations. 

—- 18—Washington, D. C.—Examiner 


ard: 

MC 60298, Sub. 1—Harrisonburg Motor Ex- 
press, Harrisonburg, Va., certificate to 
extend operations. 

September 19—Boston, Mass.—N. P. O. Bldg. 
—Examiner Cosby: 

MC 48017, Sub. 6—R. M. Boland, Lowell, 
Mass., certificate to extend operations. 
September 19—Charleston, S. C.—U. S. Ct.— 

Examiner Riegner: 

MC 5835, Sub. ay oy Motor Express, 
Inc., Charleston, S. C., certificate to ex- 
tend operations. 

September 19—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 36: 

MC 83484, Sub. 2— Kansas City - Holton 

Truck Lines. Kansas City. Mo.. certificate. 
September oor. Mich.—Olds Hotel— 
MC 10341, Sub. 3—C. B. Christian, South 
+ ae Mich., certificate to extend opera- 
ons. 
September 19—Syracuse, N. Y.—U. S. Ct.— 
Examiner Cave: 

MC 47946, Sub. 1—Hill Transportation Co., 
Hamilton, N. Y., certificate to extend op- 
erations. 

September 19—Washington, D. C.—Argument: 

W-692—Buffalo Barge Towing Corp., revoca- 
tion of certificate. 


September 20—Boise, Ida.—State Comm.— 
Examiner Linn: 

* MC 102745, Sub. 2 TA—Union Pacific Rail- 
road Company, temporary authority. 
September 20—Boston, Mass.—N. P. O. Bldg. 

—Examiner Cosby: 

MC 45432, Sub. 16—R. G. Watkins & Sons, 
Inc., Amesbury, Mass., certificate to ex- 
tend operations. 

September 20—Chicago, ti!_.—Sherman Hotel 
—Examiner Parker: 
MC 31466, Sub. 5—L. C. L. Transit Co., 
a Bay, Wis., permit to extend opera- 
ons. 
September 20—Des Moines, la.—U. S. Ct.—Jt. 
Bd. 192: 


MC 95715, Sub. 1—F. Abbott, Creston, Ia.. 

certificate to extend operations. 
September 20—Des Moines, la.—U. S. Ct.— 
Examiner Angle: 

MC 44055, Sub. 21—Bos' Truck Lines, Inc., 
Marshalltown, Ia., certificate to extend 
operations. 

September 20—Fort Wayne, Ind.—U. S. Ct. 

—Jt. Bd. 72: 

MC 105982—P. Dixon, Muncie, Ind., cer- 
tificate. 

September 20—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 36: 

MC 103741, Sub. 4—G. W. Frogge Transport 

Co., Kansas City, Mo., permit. 
September 20—Raleigh, N. C.—Sir Walter Ho- 
tel—Jt. Bd. 103: 

MC 59238, Sub. 24—Virginia Trailways, 
Charlottesville, Va., certificate to extend 
operations. 

September 20—Syracuse, N. Y.—U. S. Ct.— 
Examiner Cave: 

MC 53676, Sub. 5—S. Van Ditto, Seneca 
Anson N. Y., certificate to extend opera- 

ons. 

MC 57529, Sub. 7—L. H. Perin, Camden, 
N. Y., certificate to extend operations. 
September 20—Washington, D. C.—Argument: 
W-63, Sub. 1—Beardslee Launch Barge 

Service, contract carrier application. 
September 20—Washington, D. C.—Examiner 
Schutrumpf: i] 

Finance 15015—Appl. of Atlantic Coast Line 
for authority to acquire and operate prop- 
erties, rights and franchises of Atlanta, 
Birmingham and Coast R. R. 

September 21—Boston, Mass.—N. P. O. Bidg. 
—Examiner Cosby: 

MC 20546, Sub. 3—Charles Malone, Truck- 
ing, Waltham, Mass., certificate to extend 
operations. 

September 21—Boston, Mass.—N. P. O. Bldg. 
—Jt. Bd. 231: 

MC 71293, Sub. 1—Finan’s Express, Barre, 
Mass., certificate to extend operations 
September 21—Buffalo, N. Y.—Hotel Buffalo— 

Examiner Cave: 

MC 105634, Sub. 1—Central Carting Co., 

Inc., Buffalo, N. Y.. certificate. 
September 21—Des Moines, ta.—U. S. Ct.— 

_ Examiner Angle: 

MC 44055, Sub. 21—Bos Truck Lines, Inc., 
Inc., Marshalltown, Ia., certificate to ex- 
tend operations. 

aes red 21—Washington, D. C.—Jt. Bd. 


MC 37078, Sub. 7—Oriole Motor Coach 
Lines, Sandy Springs, Md., certificate to 
extend operations. 

September 22—Des Moines, la.—U. S. Ct.— 
Examiner Angle: 

MC 95084, Sub. 6—Hove Truck Line, Stan- 

hope, Ia., certificate to extend operations. 


September 24—Birmingham, Ala. — Thomas 
Jefferson Hotel—Examiner Bradford: 
MC 73464, Sub. 22—Jack Cole Co., Inc., 
Birmingham, Ala. 
September 24—Chicago, Iil.— Sherman Hotel 
—Examiner Burge: 
MC 47249, Sub. 2—R & R Trucking Serv- 
ice, Chesterton, Ind. 
September 24—Concord, N. H.—State Comm, 
—Jt. Bd. 186: 


MC 66562, Sub. — og me Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

September 2 oncord, N. H.—State Comm. 
—Examiner Cosby: 

MC 60903, Sub. 2—F. L. George, Newport, 
N. H., certificate to extend operations. 
September 24—Frankfort, Ky.—Dept. of Mo- 

tor Trans.—Jt. Bd. 105: 
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MC 32783, Sub. 36—Southeastern Greyhound 
Lines, Lexington, Ky., certificate to ex- 
tend operations. 

September 24—Jamestown, N. Y.—Samuels 

Hotel—Examiner Cave: 

MC 41988, Sub. 3—C. V. Bloomberg, James- 
} ase N. Y., certificate to extend opera- 

ons, 

September 24—Kansas City, Mo.—Hotel Pick- 

wick—Examiner Angle: 

MC 30837, Sub. 25—Kenosha Auto Trans- 
port Corp., Kenosha, Wis., certificate to 
extend operations. 

September 24—Kansas City, Mo.—Hotel Pick- 

wick—Jt. Bd. 135: 

MC 5888, Subs. 4 and 5— Mid-American 
Truck Lines, Inc., St. Joseph, Mo., cer- 
tificate to extend operations. 

September 24—Philadelphia, Pa.—U. S. Ct.— 

Examiner Cantrell: 

MC 105932—Jackson & Gray Bus Service, 
Philadelphia, Pa., certificate. 

September 24—South Bend, ind.—Fed. Bldg. 

—Examiner Burge: 

MC 105320, Sub. 2—United States Trailer 
Transport Co., Takoma Park, Md., cer- 
tificate. 

September 24—Washington, D. C.—Examiner 

Wilkinson: 

29374—Accounting by Western Pacific R. R. 
in respect of opening journal entries in 

connection with its reorganization under 

Section 77 of Bankruptcy Act, as amended. 

September 25— Baltimore, Md.— Assoc. of 

Comm.—Examiner Cantrell: 
* MC 103040, Sub. 1—Inter-County Bus Lines, 
Havre de Grace, Md., certificate. 
September 25—Binghamton, N. Y.—U. S. Ct. 
—Examiner Cave: 

MC 105609—Robert E. Foley Construction 
Corp., Binghamton, N. Y., certificate. 
September 25—Chicago, I!1.—Sherman Hotel— 

Examiner Burge: 

MC C-487—Flavoring Syrup to Evansville, 
Ind., and Louisville, Ky. 

September 25—Kansas City, Mo.—Hotel Pick- 

wick—Examiner Borroughs: 

MC 105645—D. H. Martin, Lamoni, Ia:, cer- 
tificate. 

September 25—Kansas City, Mo.—Hotel Pick- 

wick—Jt. Bd. 36: 

MC 105753—F. B. Smith, St. Joseph, Mo., 
certificate. 

September 25—Lebanon, N. H.— Municipal 

Bidg.—Examiner Cosby: 

MC 2892, Sub. 4—R. C. Ames, North Haver- 
— N. H., certificate to extend opera- 
tiens. 

September 25—Lexington, Ky.—City Hall— 

Examiner Kephart: 

MC 105883—Stewart Transfer, Corbin, Ky., 
certificate. 

September 25—Washington, D. C.—Argument: 
Finance 14804—Appl. of N., C. & St. L. for 
authority to abandon its line between Lew- 

isburg, Tenn., and Columbia, Tenn. 

Finance 14891—Appl. of B. & O. for author- 
ity to acquire trackage rights over owned 
and leased lines of railroad of N. Y. C. 
between Toledo, O., and Detroit, Mich. 

a 25—Washington, D. C.—Examiner 

anks: 

Fourth Section Application 21178 — Grain 
and grain products from Chicago to To- 
ledo, Ohio. 

September 26— Baltimore, Md.— Assoc. of 

Comm.—Jt. Bd. 120: 
: . L. Priet, Baltimore, Md., per- 
m 


MC 105804—Parsons Transfer, Baltimore, 
Md., permit. 

September 26—Binghamton, N. Y.—U. S. Ct. 
—Examiner Cave: A 

MC 40640, Sub. 1—Ray Nealon Trucking, 
Binghamton, N. Y., certificate to extend 
operations. 

MC 59923, Sub. 4—Boyce Motor Lines, Inc. 
Canadaigua, N. Y., certificate to extend 
operations. 

September 26—Chicago, II1.—Sherman Hotel 
—Examiner Parker: 

1. & S. M-2565—Batting, wadding, mattress 
felt, Central territory. 

September 26—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Angle: 

MC 11185, Sub. 37—J-T Transport Co., Kan- 
— City, Mo., permit to extend opera- 

ons. 
September 26—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Borroughs: 

1. & S. M-2481—Exceptions ratings, cancela- 
tion of, in mid-west. 


September 26—Lexington, Ky.—City Hall—Jt. 
Bd. 105: 


MC 59471, Subs. 4 and 5—Johns Truck Line, 


Dry Ridge, Ky., certificate to extend op- 
erations. 


September 26—Rutland, Vt.—U. S. Ct.—Ex- 
aminer Cosby: 
MC 7359, Sub. 1—Rutland Bus Co., Inc., 
——" Vt., certificate to extend opera-- 
ons, 
— 26 — Washington, D. C.— Argu- 


ment: : 
Finance 14671—Appl. of Pere Marquette for 
certificate permitting abandonment of its 
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line of railroad extending from Williams- 
burg to Elk Rapids, Mich. 

Finance 14677—Appl. of C., B. & Q. for 
certificate (1) — abandonment of 
its line of railroad between Burch and 
Osceloa, Ia. (2) construction of track 
connection at Talmage, Ia. and (3) oper- 
ation “by Burlington, over line of C. G. 
W. between Burch and Talmage, Ia. 


September 27— Baltimore, Md.— Assoc. of 
Comm.—Jt. Bd. 112: 
McC 12305—Harding Transportation Bureau, 
Baltimore, Md. 
MC 12309—Transmotor, Inc., 
Md., license. 


September 27 — Birmingham, Ala. — Thomas 
Jefferson Hotel—Jt. Bd. 100: 
* MC 1501, Sub. 8—Greyhound Corp., Chicago, 
Tll., certificate to extend operations. 
September 27—Chicago, II!|.—Sherman Hotel— 
Examiner Parker: 
1. & S. M-2530—Minimum class rates in 
Central States and East. 
September 27—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Angle: 
1. & S. M-2578—Bags, bagging, groceries, 
between Mo. and Kan. 
September 27—Lexington, Ky.—City Hall— 
Examiner Kephart: 
MC 23348, Sub. 2—Delaware Powder Co., 
Ine., Pineville, Ky., permit to extend 
operations. 


September 27 — Milwaukee, . Wis. — Hotel 
Schroeder—Jt. Bd. 13: 
MC 105825—Fish Transport, Sawyer, Wis., 
certificate. 


September 27—New York, N. Y.—641 Wash- 
ington St.—Examiner Cosby: 

MC-C 495—The New York Butchers’ Dressed 
Meat Co. vs. United Transportation Co. of 
Rhode Island. 

1. & S. M-2553—Restrictions, New Jersey 
Forwarding Co. 

September 27—Washington, D. C.—Argument: 

Ex Parte 160—Pacific Coast Wholesalers’ 
Association, investigation of status. 

September 28—Atlanta, Ga.—State Comm.— 
Examiner Yardley: 

1. & S. M-2577—Cotton knit goods, Southern 
to Eastern points. 

September 28—Baltimore, Md.— Association 
of Comm.—Jt. Bd. 112: 

MC 66562, Sub. 649— Railway Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations. 


Baltimore, 


September 28— Baltimore, Md.— Assn. of 
Comm.—Examiner Cantrell: 

MC 26970, Sub. 13—R. A. Etzler, Frederick, 
Md., certificate to extend operations. 
September 28—Chicago, I1l.—Sherman Hotel— 

Examiner Parker: 
1. & S. M-2573—Typewriters over Trans- 
American Van Service, Inc. 
Sonneries . Peepmeeneens 0O.—Gibson Hotel— 


MC 41002, Sub. 1—Victor .Transit Corp., 

— O., permit to extend opera- 
ons. 

September 28—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 43: 

MC 70451, Sub. 41—Watson Bros. Transpor- 
tation Co., Inc., Omaha, Neb., certificate 
to extend operations. 

September 28—Milwaukee, Wis.—Hotel Schroe- 
der—Jt. Bd. 96: 

MC 12312—Manhardt Storage Co., Milwau- 
kee, Wis., license. 

September 28—Topeka, Kan.—State Comm.— 
Jt. Bd. 140: 

MC —= Luman, Downs, Kan., certifi- 

cate. 


anes cag * So amaneet, Pa.—U. S. Ct.— 
MC 100535—R. Maurer & Son, Philipsburg, 
Pa., permit. 


September 29—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 52: 

MC 30608, Sub. 3—Southern Kansas Grey- 
hound Lines, Inc., Kansas City, Mo., cer- 
tificate to extend operations. 

October 1—Columbia, S. C.—Jefferson Hotel— 
Examiner Lyle: 

Finance 14957—Appl. of Hampton & Branch- 
ville R. R. for authority to construct an 
extension of line ef railroad from a — 
near Hampton to a connection with S. A. 
L. at_Luray, and a connection with South- 
ern Ry. at a point near Lena, S. C. 


October 1—Evansville, Ind.—U. S. Ct.—QJt. 
Bd. 105: 


MC 32783, Sub. 35—Southeastern Greyhound 
Lines, Lexington, Ky., certificate to ex- 
tend operations. 

October 1—Evansville, Ind.—U. S. Ct.—QJt. 


Bd. 72: 

MC 25567, Sub. 13—Hancock Truck Lines, 
Inc., Evansville, Ind., certificate to extend 
operations. 

October 1—Harrisburg, Pa.—State Comm.— 
Examiner Cave: 
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MC 104773, Sub. 2—H. B. Moyer, Schuylkill 
Haven, Pa., certificate. 
om? - ee, Wis.—State Comm,.—Jt. 


MC 26519, Sub. 21—Wheeler Transportation 
Co., Menasha, Wis., certificate to extend 
operations. 

October 1—Memphis, Tenn.—Peabody Hotel— 
Examiner Riegner: 

MC 67866, Sub. 4—Film Transit, Inc., Mem- 
pais, enn., certificate to extend opera- 

ons, 


October 1—Philadelphia, Pa.—U. S. Ct.—Jt. 
Bd. 255: 


MC 105748—Zeller Trucking Co., Miffling- 
burg, Pa., permit. 


October 1—Philadelphia, Pa.—U. S. Ct.—Jt. 
Bd. 42: 


MC 26013, Sub. 6—Hockman’s Motor Ex- 
press, Terre Hill, Pa., permit to extend 
operations, 


October 1—Topeka, Kan.—State Comm.—Jt. 
Bd. 43: 


MC 55696, Sub. 4—E. E. Corder, Cawker 
rf an., certificate to extend opera- 
ons. 
October 1—Topeka, Kan.—State Comm.—Jt. 
Bd. 52: 


MC 89148, Sub. 1—Chicago, Rock Island and 
Pacific R. R., Chicago, Ill., certificate to 
extend operations. 

—- _ Kan.—State Comm,.—Z3Jt. 


MC jlosss6— ‘W. Prawl, Troy, Kan., certifi- 
cate. 
October 1—Wichita, Kan.—Broadview Hotel— 
Jt. Bd. 36: 


MC 54589, Sub. 4—Kansas Coach Lines, Jop- 
lin, Mo., certificate. 
ae od 2—Boise, Ida.—State Comm.—Jt. Bd. 


MC 105475—Coates and Son, Payette, Ida. 
— 2—Boise, ida.—State Comm.—Jt. Bd 


MC 42487, Sub. 129—Consolidated Freight- 
ways, Inc., Portland, Ore., certificate to 
extend operations. 

-—_—, | atm 0.—Gibson Hotel—Jt. 


MC 39211, Sub. 3—Ohio Bus Line Co., Cin- 
— O., certificate to extend opera- 
ons. 
October 2—El Paso, Tex.—Hotel—Paso Del 
Norte—Jt. Bd. 77: 
MC 34348, Subs. 5 and 6—Baygent Coaches, 
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Marfa, Tex., certificate to extend opera- 
tions. 


— 2—Fargo, N. D.—U. S. Ct.—Jt. Bd. 


MC 74758, Sub. 1—A. Swanson, McIntosh, 
Minn., certificate. 

October 2—Harrisburg, Pa.—State Comm.— 
Examiner Cave: 

MC 102124, Sub. 2—Florence Trucking Co., 
Gettysburg, Pa., certificate to extend op- 
erations. 

MC 55870, Sub. 30—F. B. Noerr & Son, 
Lewistown, Pa., certificate to extend op- 
erations. 

October 2—Indianapolis, Ind.—State Comm.— 
Jt. Bd. 72: 

MC 20824, Sub. 7—Commercial Motor Freight 
Inc., of Indiana, Indianapolis, Ind., cer- 
tificate to extend operations. 

oe a Sanene, Mich.—Olds Hotel—Jt. 

MC 35628, Sub. 75—Interstate Motor Freight 
System, Grand Rapids, Mich., certificate 
to extend operations. 

October 2—Memphis, Tenn.—Peabody Hotel— 
Jt. Bd. 107: 

MC 1506, Sub. 7—Dixie Greyhound Lines, 
Inc., Memphis, Tenn., certificate to ex- 
tend operations. 

October 2—Memphis, Tenn.—Peabody Hotel— 
Jt. Bd. 97: 

MC 1506, Sub. 6—Dixie Greyhound Lines, 
Inc., Memphis, Tenn., certificate to ex- 
tend operations. 


ony 2—Paducah, Ky.—U. S. Ct.—Jt. Bd. 


MC 676, Sub. 1—649 Bus Line, Union City, 
Tenn., certificate to extend operations. 
er 2—Paducah, Ky.—U. S. Ct.+Jt. Bd. 

6: 


Mc 39713, Sub. 3—C. B. Gray & Son, La 
— Ky., certificate to extend opera- 
tions. 

October 2—Philadelphia, Pa.—U. S. Ct.—Ex- 
aminer Cantrell: 

MC 101686, Sub. 5—Berwick Transporters, 
Inc., Linden, N. J., contract carrier appli- 
cation. 

October 2—Spokane, Wash.—Davenport Hotel 
—Jt. Bd. 169: 

MC 105842—C. Snodderly, Pomeroy, Wash., 
certificate. 

October 2—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Kephart: 

MC 10872, Sub. 13—Be-Mac Transport Co., 

Inc., St. Louis, Mo. 


October 2—Wichita, Kan.—Broadview Hotel— 
Examiner Borroughs: 
MC 57962, Sub. 1—John White Truck Serv- 
ice, Ellinwood, Kan. 
October 3—Harrisburg, Pa.—State Comm.— 
Examiner Cave: 
MC 94785, Sub. 3—P. L. Lawton, Muncy, 
Pa., certificate to extend operations. 
— 3—Joplin, Mo.—Fed. Bldg.—Jt. Bd. 


MC 30600, Sub. 51—Santa Fe Trail Trans- 
portation Co., Wichita, Kan., certificate to 
extend operations. 

October 3—Joplin, Mo.—Fed. Bldg.—Exam- 
iner Angle: 

MC 74623, Sub. 1—G. W. Farthing and C. 
F. Bottorff, Joplin, Mo., certificate to ex- 
tend operations. 

October 3—Memphis, Tenn.—Peabody Hotel— 
Jt. Bd. 218: 
aa — Sub. 3—E. B. Lewy, Greenville, 
ss. 
er ee, Tenn.—Peabody Hotel— 


it. ey 
MC 84340, Sub. 2—E. B. Lewy, Greenville, 
Miss. 


October 3—New York, N. Y.—641 Washington 
St.—Examiner Konigsberg: 
29361—Steel Trading Corp. vs. N. Y. N. H. 
H. et al. 
FF-159—Bernstein Service, freight forward- 
er application. 


October 3—Philadelphia, Pa.—U. S. Ct.—Ex- 
aminer Cantrell: 
MC 104928—D. D. Derstine, Telford, Pa. 
October 3—San Francisco, Calif.—U. S. P. O. 
Bldg.—Examiner Linn: 
MC 105320, Sub. 2—United States Trailer 


Transport Co., Takoma Park, Md., cer- 
tificate. 


October 3—St. Paul, Minn.—State Comm.—Jt. 
Bd. 219: 


MC 43475, Sub. 17—Glendenning Motorways, 
Inc., St. Paul, Minn., certificate to extend 
operations. _ 

October 3—Washington, D. C.—Argument: 
28714—-Swift & Co. vs. B. & O. et al. 

1. & S. 5329—Silica gel, Cincinnati and Bal- 
timore to Baton Rouge. 

October 4—Harrisburg, Pa.—State Comm,— 
Examiner Cave: 

MC 87453, Sub. 2—S. E. Gochenaur, Man- 
heim, Pa., permit to extend operations. 
October 4—Joplin, Mo.—Fed. Bldg.—Exam- 

iner Angle: 


TRAFFIC WORLp| Septem 


MC 105973—L. L. McCurry, Joplin, Mo, J October 
certificate. ’ —Jt. 
mae 4—Joplin, Mo.—Fed. Bldg.—Jt. Bg, ~ 10 
: a., 
MC 86928, Sub. 9—C. E. Reynolds, Jcplin § October 
Mo., permit to extend opérations. —Jt. 
October 4—New York, N. Y.—641 Washington 
St.—Examiner Konigsberg: : 
W-594—Union Sulphur Co., Inc., contragtf October 
carrier application. amin 
October 4—Philadelphia, Pa.—U. S. Ct.—jt,J MC 10: 
Bd. 67: ; wood 
MC 105834—Limousine Service Co., Woog.j October - 
bine, N. J. Bd. : 
October 4—Pittsburgh, Pa.—Roosevelt Hote} “C 62! 
—Examiner Dunn: Co., 
MC 52470—J. V. Bowman, Jr., contraci car- to € 
rier application. October 
MC 52470, Sub. 1—J. V. Bowman, Jr., ex Exar 
tension, Camden. MC 21: 
October 4—St. Louis, Mo.—Mark Twain Hote Clev 
—Jt. Bd. 135: 
MC 58482, Sub. 1—Louisiana Motor Coaches, 
St. Louis, Mo., certificate. 
October 4—Washington, D. C.—Argument: 
29014—Roanoke City Mills, Inc. vs. Aber. 
deen and Rockfish et al. 
29048—Atlantic Steel Co. vs. Sou. Pac. et al. 
— — Tex.—Capitol Hotel—Jt. 
MC 9259, Sub. 24—Bowen Motor Coaches, 
Fort Worth, Tex., certificate to extendjOctober 
operations. 
October 5—Montgomery, Ala.—State Comm.— 
Examiner Lyle: 
Finance 14714—Appl. of A. C. L. for a cer- 
tificate permitting abandonment of line/October 
of railroad extending from Sprague to Lv- Bd. 
verne, Ala, 
October 5—New York, N. Y.—641 Washington 
St.—Examiner Konigsberg: 
FF-23—Wells Fargo Carloading Co., exten- 
sion, Oregon, Southwestern Washington. 
FF-86, Sub. 1—Wells Fargo Carloading Co., 
New York, N. Y., amended application 
for a permit. 
October 5—Pittsburgh, Pa.—Roosevelt Hote! 
—Jt. Bd. 65: 
MC 66562, Sub. 671—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate toj October 
extend operations. Bd. 
October 5—Pittsburgh, Pa.—Roosevelt Hotel as 
—Examiner Dunn: oper 
MC 24136, Sub. 1—Harrison-Shields, Pitts deteter 
burgh, Pa., certificate to extend opera: Jt. | 
tions. McC 1 











otive 


a large Western railroad 
recently wrote us as follows: 
“Mileage figures for the 
first six months of this year 
show that our Timken roller- 
bearing steam passenger 
locomotives, which is 32.9% 
of ownership, made 51.9% of our total 
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passenger locomotive miles; our Timken roller-bearing Age 
steam freight locomotives, which is 6.5% of owner- | in € 
ship, made 15.8% of total freight locomotive ‘miles.” 204. 
The greater availability for service of Timken Bearing 

Equipped locomotives has been, and is, 


one of the most important factors in 
enabling the railroads to provide ade- 
quate service even under the stringent 
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ORLD| September 15, 1945 


tober 5—Pittsburgh, Pa.—Roosevelt Hotel 
in, Mo, Octo st. Bd. 59: 










-Jt. Ba, MC 105345, Sub. 1—F. Radella, Midland, 
Pa., certificate to as operations. 
Joplin, October 5—St. Louis, Mo.—Mark Twain Hotel 
| —Jt. Bd. 179: 


MC 95093, Sub. 2—Jack Truck Line, Troy, 
Mo., certificate to extend operations. 
October 5—Trenton, N. J.—State Comm.—Ex- 

aminer Cantrell: 
MC 105790—Patterson Transportation, Lake- 
wood, N. J., certificate. 
October 5—Trenton, N. J.—State Comm.—Jt. 
Bd. 119: 


mc 62904, Sub. 1—Highwa 
Co., Inc., Hammonton, 
to extend operations. 
October 8—Cleveland, O.—Hotel Cleveland— 
Examiner Dunn: 
MC 21302, Sub. 4—Wilson Motor Lines, Inc., 


shin gton 
contract! 
Ct.—Jt, 
Wood- 
It Hotel 


ract car- 








x Transportation 
J., certificate 

















Jr., ex 


1in Hote Cleveland, O., certificate to extend opera- 
tions. 
October 8—Cleveland, O.—Hotel Cleveland— 
Coaches, rest. Bd. 117: 


MC 106036—Wm. Reynolds Trucking Co., 
Youngstown, O., permit. 
October 8—Nashville, Tenn.—Andrew Jack- 


ument: 
ys. Aber- 


ac. et al. son Hotel—Examiner Riegner: 

Jotel—Jt| MC 30845, Sub. 1—Ellis Moving Co., Nash- 
ville, Tenn., certificate to extend opera- 

Coaches,|_ _, tions. 


o extenqjOctober 8—Nashville, Tenn.—Andrew Jack- 
son Hotel—Jt. Bd. 25: 

MC 76436, Sub. 4—James A. Skaggs Trans- 
fer, Greensburg, Ky., certificate to ex- 


f tend operations. 
or a cer- J.—State Comm.—Jt. 


t of lineJOctober —, N. 
pue to Lu- d, 119: 
MC 668, Sub. 34—Inter-City Transportation 
ashington Co., Inc., Paterson, N. J. 
October 8—New York, 'N. Y.—641 Washington 
omy oe Konigsberg: 


Comm.— 













O., exten- 


ashington. . & S. 5361—Handling charges at Jay St. 

ading Co, a oy Brooklyn. 

pplication October 8—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 247: 


MC 105120, Sub. 1—Pemiscot Motor Freight 

Co. ., Caruthersville, Mo., certificate to ex- 
ess Age tend operations 
tificate to on — Paul. 


elt Hotel 


Minn.—State Comm.—Jt. 


MC 76266, Sub. 36—Merchants Motor Freight 
Inc., St. Paul, Minn., certificate to extend 
operations. 

October 9—Charleston, W. Va.—State Comm. 
Jt. Ba. Gi: 

MC 106007—C. F. Frazier, Vienna, W. Va., 

permit. 
~ October 9—Des Moines, la.—Hotel Kirkwood 
—Jt. Bd. 138: 

MC 105933—C. W. Derry, Rippey, Ia., 
tificate. 

October 9—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 

MC 5281, Sub. 2—Velvin Transfer and Stor- 
age Co., Henderson, Tex., certificate to 
extend operations. 

MC 105960—H. T. Swink Bonded Transfer, 
Jacksonville, Tex., certificate. 

October 9—Hartford, Conn.—Bond Hotel—Jt. 


Bd. 227: 

MC 66562, Sub. eee te eS e Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations.. 

puaer 9—Minot, N. D.—U. S. Ct.—Jt. Bd. 
MC 59681, Sub. 15—Dakota Transfer & Stor- 

age Co., Minot, N. D., certificate to ex- 
tend operations. 

October 9—New York, N. Y.—641 Washington 
St.—Examiner Cantrell: 

MC 38313, 1. 3—Lynch Brothers, New 


elt Hotel 


lds, Pitts. 
nd opera; 


TS 


Lt 


cer- 


























Hampton, N . Y., permit to extend opera- 

ons 

MC a a's ary Gurstein Trucking Co., 
Brooklyn, N permit. 


October 9—San Francisco, Calif.—P. O. Bldg. 
—Examiner Linn: 
|. & S. M-2529—Accessorial services, charges 


for. 
October 9—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 135: 


MC 105702—W. Moritz, Jacob, Ill. 

October 9—St. Paul, Minn.—State Comm.— 
Jt. Bd. 147: 

MC 80742, Sub. 3—D. N. Michael, Pipe- 
stone, Minn., certificate to extend opera- 
tions. 


oo 9—Toledo, O.—U. S. P. O.—Jt. Bd. 


MC 106020—Brown Avenue Transportation 
Co., Toledo, O., certificate. 


October 10—Kansas City, Mo.—Hotel Pick 
wick—Jt. Bd. 180: 
MC 47583, Sub. 5—E. Holestine, Indepen- 


dence, Kan., 
tions. 

ober 10—Nashville, Tenn.—Jackson Hotel 
—Jt. Bd. 107: 

MC 33570, Sub. 29—Super Service Motor 
Freight Co., Nashville, Tenn., certificate 
to extend operations. 

October 10—Nashville, Tenn.—Andrew Jack- 
son Hotel—Jt. Bd. 1: 

MC 78632, Sub. 52—Hoover Motor Express 


certificate to extend opera- 


Co., Inc., Nashville, Tenn., 
extend operations. 

October 10—New York, N. Y.—641 Washing- 
ton St.—Examiner Cantrell: 

MC 26001, Sub. 5—American Freightways 
Co., New York, N. Y., certificate to ex- 
tend operations. 

MC 65486, Sub. 1—J. F. Burke, Vernon, 
N. Y., certificate to extend operations. 
October SS ae ae Va. — Patrick Henry 

Hotel—Jt. Bd. : 

MC 105821—Red _ Coal Co., 
burg, Va., certificate. 

October 10— Roanoke, Va.— Hotel Patrick 
Henry—Examiner Riegner: 

MC 105976—Ex—J. W. Burress, 

Va., certificate of exemption. 
October 10—St. Paul, Minn.—State Comm.— 
Examiner Burge: 
MC 105512—Terminal 


certificate to 


Pearis- 


Roanoke. 


Transport Co., St. 


Paul, Minn. 
October 10—Toledo, 0.—U. S. P. O.—Exam- 

iner Dunn: 
MC 74001, Sub. 57—Premier Motor Trans- 


portation Co., Grand Rapids, Mich., 
tificate to extend Rog 
— 10—Toledo, 0.—U. S. P. O.—Jt. Bd. 


me. 105987—-Paul M. Gillmor Co., Old Fort, 
O., permit. 
October 10—Washington, D. C.—Argument: 
29066—Rocky Mountain Association of Dis- 
tributors vs. Union Pac. et al. 
29215—J. A. Folger & Co. vs. A., B. and 
Rouge, 


C. et a 
October 11—Baton La.—Heidelberg 
Hotel—Examiner Lyle: 

Finance 14923—Appl. of No., T. & M. for 
authority to construct certain connecting 
tracks, and to abandon a car ferry, in 
East Baton Rouge and West Baton Rouge 
Parishes, La. 

October 11—Davenport, la.—U. S. Ct.—2Jt. 


Ba. 32: 

MC 69224, Sub. 10—H & W Motor Express 
Co., Dubuque, Ia., certificate to extend 
operations. 

October 11—Detroit, Mich.—Hotel Fort Shel- 
by—Examiner Dunn: 

MC 37629, Sub. 5—Tarbet Trucking, Mun- 
cie, Ind. 

October 11—Fort Worth, Tex.—Hotel Texas 
—Examiner Borroughs: 

MC 74321, Sub. 10—B. F. Walker, Inc., Fort 

Worth, Tex., certificate to extend oper- 


ations. 
October 11—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 55: 
MC 60078, Sub. 7—Home Oil & Gas Corp., 
St. Joseph, Mo. 
October 11—New York, N. Y.—641 Washing- 
ton St.—Examiner Cantrell: 


MC 71530, Sub. 5—W. E. Applegate, Cran- 
bury, N. J., certificate to extend opera- 


tions. 
October 11—Providence, R. !.—Main P. O. 
Bldg.—Jt. Bd. 232: 

MC 66562, Sub. 652—Railway Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations. 

October 11—Washington, D. C.—Argument: 
29195—-Dining-car Employees’ Union, Local 
351 vs. A., & S. 


= 
29263—F ranklin Limestone Co., 
G. S. et al. 


October 12—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Kephart: 


cer- 


Inc. vs. A: 


MC 108967, Sub. 6—New Way Transfer, 
Kansas City, Mo., certificate to extend 
operations. 


MC 103967, Sub. 5—New Way 
Kansas City, Mo., 
operations. 


October a oe Tex.—Baker Hotel—Ex- 
aminer Lyle: 

Finance 13449—Appl. of Cisco & Northeast- 
ern for authority to abandon line of rail- 
road extending from Cisco to Throckmor- 
ton, Tex. 

October 15—Detroit, Mich.—Hotel Fort Shel- 
by—Examiner Dunn: 

MC 10761, Sub. 14—Transamerican Freight 
Lines, Inc., Detroit, Mich., certificate to 
extend operations. 

October 15—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 
MC 105668, Sub. 1—L. T. Campbell, Long- 


Transfer, 
certificate to extend 


view, Tex., certificate to extend opera- 
tions. 

October 15—Jamestown, N. Y.—Samuels Ho- 
tel—Jt. Bd. 42: 


MC 52983, Sub. 2—Soderstrom Trucking & 
Forwarding Co., Jamestown, N. Y., cer- 
tificate to extend operations. 

October 15—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Kephart: 

2 S. M-2549—Commodities in Middlewest 

tates. 
October 15—New York, N. Y.—641 Washing- 
ton St.—Examiner Cantrell: 

“ —— Van Service, Weehawken, 


October 15—St. Paul, 
Examiner Burge: 
MC 82507, Sub. 3—Landwehr Transfer-Stor- 


Minn.—State Comm.— 
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age, St. Cloud, Minn., 
operations. 

MC 66788, Sub. 5—Raymond Bros. Motor 
Transportation, Inc., St. Cloud, Minn., 
certificate to extend operations. 

October 15—Washington, D. C.—Argument: 

29185—-H. L. Stimson, as the Secretary of 
War vs. Aberdeen and Rockfish et al. . 

29241—G. C. Murphy Co. vs. A. C. L. et al. 

October 16—Detroit, Mich.—Hotel Fort Shel- 
by—Jt. Bd. 76: 

MC 35628, Sub. 77—Interstate Motor Freight 
System, Grand Rapids, Mich., certificate 
to extend operations. 

MC 36659, Sub. 3—Caldwell Motor Freight, 

Inc., Detroit, Mich., certificate to extend op- 
erations. 


certificate to extend 
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a 
The maps in this section are different from maps on Od q a { - 
published in any other medium. They are special “Same “a nan wi INTRA state) eo 
maps designed by TRAFFIC WORLD'S map depart- semester Daily coordinated rail-motor service. “~ 
ment and keyed in accordance with the specifications Irregular or special service routes *% 
of shippers. Hence, these maps and the allied data eccenae: Connecting lines. | MIsSOUN 

are unique in that the material is presented in a way as : “sel a 

shippers all over the country told TRAFFIC WORLD — 
it would be most helpful to them in selecting highway ee oodles er a 
carriers and routing freight. ators when their routes extend into other states. 





CENTRAL & WESTERN STATES 


San Diego Forwarding Company Post-War Planning? 


Established 1932 Incorporated 1940 

General Office: 305 W “‘A’”’ Street, San Diego 12, California @ While your number one job is to continue to 
Telephone—Main 1068 aid the war effort, your number two job can well 

be planning for post-war. 
nnn ae eee mee Start planting the seeds now for your post-war 
Daily Overnight Express Service Los Angeles to San sales harvest by constantly keeping before the 5 ea 
Diego and Pool Car Distribution in San Diego leading shippers of the nation a map and details veces 
NUMBER OF UNITS: 19; 17 open stake, 2 closed. of your operation. _— 
INSURANCE: Cargo 15,000 (Fireman’s Insurance Company; Public Liabilitv The quickest, most effective, economical way 


25,000 and 50,000 (Nat. Automobile and Casualty; Property Damage 10,000 
and 15,000; Wonkingmen’s Compensation (California Compensation). to do this is through this motor transport section N 


Virgil B. Windle, President 
Branch Office: 301 S. Santa Fe Ave., Los Angeles 13, California 








ASSOCIATION MEMBERSHIPS: Truck & Warehouse Assn., Local Cartage 2 . ’ : 
oy es a, Los Angeles Transportation Club, Foreign Trade Association in the shippers everyday working tool. 
of Southern California. » 
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DECATUR CARTAGE CO., INC., 
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Decatur Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Ill. Telephone—Victory 6000 
WALTER MULLADY, President ® R. A. BAENSCH, V. P.-Traffic 
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. S ~ vi Se AK: = opie tS INDIANAPOLIS No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab- 
“eas om” (b= b> =" —_ ” ied lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,000; 

_— 32 em fi patna Nos = Property Damage, $50,000. 
pam Ve Le ¢ _— ~ Nadgeens Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 
Y b fat = NCINNATL St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 





Watch Displ d h map ... served day and night by our great fleet of modern transports . . . affording a trans- 
ay UF Nieorne atc splay advertisements on the i i hose dependability amply proves that “FOR SHIPMENTS MIDWEST 
OEE st Louis : 4 portation service whose dependa y amply p A 
¥ ST. LOUIS aR a index page of TRAFFIC WORLD ECATUR IS BEST.” 














Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 


. 

Lemenn’ feper ttimmncrinazie| | A Dependable Service 
“We do not know of anyone or any organization that 
has a better set-up for assembling the data and informa- 
tion required to compile and publish a motor truck guide 
or directory than the organization you have, nor do we 
know of any organization in whose publication we would 
place the reliance that we would in a publication of this 
1 kind compiled and published by the Trafhc Service 
Tariff Agency a weal Corporation.” 

Central States Motor hYU% tm™ Re 9 (petroleum company) 


. ; Insurance: Cargo $50,000-$ 100," 
Fright Tarif Bureau 000. PAL $25,000 and $50,000; Equipment: 47 tractor-trailer units Tulsa, Oklahoma 
-D. $5,000. 


LLC.C.-M.C.44290-56126 





(company owned); 16 refr. units. 








“= | Merchants Motor Freight, Inc. 


Established 1928 - - I.C. C. Permit No. MC 76266 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 





























a Merchants criss-crosses the Middlewest with 5,802 miles of daily service 
OFFICES a ae 
, Minneapolis }ff#rece * 2" 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 Nerth (2th; ((\) Sy 
e Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. Pusatieten bi = 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorade, 1320 11th: Ge) \a sa 
oO. Phone 3-4185; Teltp. D. M. 90. amumnt peng Sai Fatboult() 
Chicago, Ilinols, 2424 West Cermak Road; wees age mryees \ MINNESOT. 
Phone Haymarket 3930; Teltp. Chieago 1794. Phone 5753; Teltp. W'lee 42. Owatonna }AM }j Winona Yi 
St. Louis, Missouri, 4th and Spruee; Ph oo ae eg —_ SB /\ ustin, Ne Lacrone 
Phone Garfeld 5234; Teltp. St. L. 440. wee, i os % ree es... » 
Kansas Clty, Missourl, 2560 Warwick Traffieway Cedar Rapids, lowa, 215 Ninth Ave., 8.E.; (63} 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. @ S } 3) 
Mason City I 7 ein City \ Sy, Madison 
= (65) 
Hampton () WISCONSIN 
» Sioux City walla Sae9L WO Pats Oe 
| ‘ ae 4) Independence “ a, ¢ Michigan } 


\ PENNA IOWA Waterloo \ ; 
\ Nevada \\4) Cedar Rapids 


((( 








' Scottsbluff Norfolk’) Ames XO] eay Ns Fa}Ctnton bering Dixon eas Kalb € igage 
\ | i Bridgeport NEBRASKA Des Moines lV AS =o Fs) \ 
\ A Q ® = Newton Te eee ae, Joliet 
L. = | Kiet Sy mie Hoch Plate cosa|| Rock Island™oline (6) Pen tera 6) 
ae ie 3 
(us) 









EST Ft. Collins ' . fe 
Oo a 
GINIA \Greeley ne, Ce ILLINOIS 
a (34} 6} ' t) Keokuk 
gyeland> e ' 
/ Longmont Fort Morgan | 
(i [gs . - -- 


Ws ' mS (36} 
x | KANSAS St. Joseph XQ { )\Cameron Macon () 
Jeover COLORADO | TRAFFIC WORLD — CHICAGO Vs MISSOURI 


a 

TARIFFS: Western Lrunk Line Motor Common Carriers tureau, luc.; North OC oe \ 

£8. West Tariff Bureau, Inc.: Central States Motor Freight Bureau, Inc., Midwestern Senses OOr Te nces City “ 
| Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- cies R. Levi 

aie ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; A WP Est St. Louis 
} Central and Middlewest Motor Freight Bureau. a ae 


- INSURANCE: Ca i 
aa : rgo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 
bility—$25,000 per person—$100,000 per accident. Property "Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 


. We rkmen’s Compensation. 54 city trucks. 


Ss 





























Clemans Truck Line, Inc. 


Established 1929 Incorporated 1 


C. L. Jones, Secy.-Treas. Tel. 39381 


state-Michigan. 


Kokomo, LaPorte, 


tween Grand Rapids, Michigan, and Louisville, Ky. 
1 flat); 26 Trucks (17 vans, 9 open). All Company owned. 


America); Public Liability, 25,000 and 100,000; Property 








Liability Co.) 
SAFE—COURTEOUS—SERVICE 





Vn. more 


is the time to keep the details of your operation 


th an ever oe e oa e +. e 


before the leading shippers of the country. 
Listings in this motor transport section are set- 
up in accordance to specifications of shippers. 


Advertising rates are extremely low. Write for 
full details. 
















Eliaverse City 


MICHIGAN 


\\Y Wy, Rapid 
Grand Haven ies 
ee {1 a 




















ervonvile 
KENTUCKY 
Louisville 


Unexoelled Transportation over fast, direct, soheduled 
routesthrough 19 industrial states. Terminals and 
Warehouses in prinoipal olties. Cheok these advantages: 


Registering stations (electric time Wire reports on trucks in transit. 


ka) every 100 miles or less. C.O.D. deliveries accepted. 
Free pick-up. Free delivery. Experienced personnel. 
Teletype service. Courteous operators. 


Insurance inspectors at terminals. Fully insured cargoes. 
Highway Patrol System. Modern equipment. 








815 E. Pennsylvania Ave., South Bend, Ind. 
A. C. Clemans, Pres., A. C. Scheetz, T. M. 


COMMON CARRIER: I. C. C. Certificate No. M-2136 —P. S. 
C. I. Nos. 692-A-2-3-4-5-6-7 Intrastate-Indiana—P. S. C. I. Nos. 
693-A-2-3-4 Interstate Indiana—M. P. U. C. No. C-548 Inter- 


SERVICE: Overnight service between Elkhart, Indianapolis, 

Camasenth, Peru. Plymouth and Rochester, 
Indiana; Battle Creek, Grand Rapids, Kalamazoo, Three Rivers, 
Michigan and Louisville, Ky. All intermediate points served be- 
NUMBER UNITS: Tractors 54; Trailers 60, (39 vans, 20 open, 
INSURANCE: Cargo 50,000 and 100,000 (Marine Office of 


age, 10,000; Workingmen’s Compensation, (Michigan Mutual 
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Random Quotations from 
Shippers About this Motor 
Transport Section 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
irresponsible motor carriers from our service. 


Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
by us as responsible lines. 


Battery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable. 
Stove Mfr. (St. Louis) —With the great number of trucks o) ting at the present 
i : porats ft iterable 


time, any information from a reliable source as to responsibility is 
value. eep this up. 


Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% 


Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
any we ope to make. 


Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying fort in 
using motor lines suggested by Traffic World. Good work—keep them coming. 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
all the territory we serve. 


Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
truck transportation, one has to choose those which are the most stable and depend- 
able and this guide gives you just that. 


Distiller Owensboro, Ky.)—Knowing that you have thoroughly investigated 
carriers before accepting their ads your information is more dependable than that 
obtained in a general guide. If you would arrange to give more general coverage 
you would eliminate complaints of non-coverage in certain sections. 


Flour Miller (Great Falls, Mont.)—The maps are very helpful. 


Salt Company (Chicago)—Your service is very helpful, but of course is not 
complete. Since we are national distributors we need this information in all parts 
of the United States. Get more representation. 


Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 








CENTRAL MICHIGAN TRUCKING INC. 

EASTERN MICHIGAN FREIGHT LINES 

INTER-STATE MOTOR FREIGHT SYSTEM 

INTER-STATE MOTOR FREIGHT SYSTEM, INC., OF INDIANA 


=. GA pl \ INTER-STATE SYSTEM 
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Elmer A. Schier, General Traffic Manager 
134 Grandville Avenue, S. W. Grand Rapids, Michigan 
Common Carrier Tariff neies 


" oe Central States Motor ight Bureau 
Established 1924, a Michigan corporation. ie —, pss 
1.C.C. Docket Nos. MC35628 and MC48645, E2stern-Central Motor Carriere Association. 


—— = — & — —. Inc. 
uthern otor rriera te rence. 
Suntpennnt Mid-Western Motor Freight Tariff Burest. 


Owned and leased—825 tractors, 1100 trailers, Schedules and Extent of Service 
200 pick-up trucks; Total 2125. All equip- Following day deliveries are ordinarily made 
ment modern and efficient. on all shipments within a 360-mile radius of 


All forms of insurance carried in companies 
authorized to do business in each state as 
required. 


principal terminal points. 
Insurance All schedules based on 22% m.p.h. All 
schedules operated daily. Pick-up and de 
livery everywhere. Z 
Our own lines and established connectirs 
lines serve more than 25,000 pointe in the 


Cargo: $120,000 (Primary), $155,000 (Ex- United States. 
cess); Public Liability, $100,000/200,000; Association Memberships 
Property Damage, $25,000; Workmen’s A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 


Compensation. of Commerce in princ 


served. 
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Tidewater Express Lines, Inc. 
Warner & West Streets, BALTIMORE, MD. “‘Maps and Information in this Section 


Jj. T. Bennett, Traffic Manager Call—SOuth 1551 iM 
Superior to Any Other Type Published! 





ate the Not so long ago, an industrial traffic manager of a 
seepted leading industrial manufacturing company in Milwau- 
} and to Aberdeen, Md. 

PB ogy “In the issue of the Traffic World which is 
sotto, 300 ~— 4 (cal 557) published in the third week of each month, 
you we Charles & Howard Sts. you have a Motor Transport section. We find 

a ° . 
parable. Washington, D. C. that the maps and information which is pub- 
pane (Gall Republic 2224) lished in this section to be superior to any 
Fred call 1190 - other publication of this type, which we have 
1 Richmond, Va. 
, a S. 18th St. (Dial 7-436) ooee. 
ag! Westminster, Md. a > P 
Seid 77 John St. (Call 288) ‘We would like to be advised if the maps and 
mn ° . ° 
ing. etCaul44ey" 4 other information which you show in the 
perate in TARIFF AGENCIES Motor Transport section are available under 
idual Southern Motor Carrier Rate Conference 
poe Middle Atlantic States Motor Carriers Conference _ Eastern-Central Mator Carrier Association separate cover. If not, what suggestions do 
Rocky Mountain Tariff Bureau you have relative to filing these pages to make 
vy EQUIPMENT them readily available for reference works?” 


coverage 15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company owned. Be ts Sade wonntier dink tite take tale siitenen Gate 


‘ INSURANCE : this motor transport section so helpful—information and 
ve is on *% Cargo, $10,000 (Northern Assur. Co. of London) . . . Public : : . : : 
| Liability, $10,000 & $50,000; Property Damage, $50,000-$50 maps are set up according to shippers’ specifications. 


: deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
comes Sormeanaiien (Lumberman’s Mutual Casualty). 











. OHIO TERMINALS—Akron. 550 E. South St. (Franklin 5195): Bellevue 

(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Clyde, 402 

orwa r uc In © Spring St. (Phone 2561): Defiance (Phone 556): Elvria. 124 Maple St. 

(Phone 3484) : Fremont, 109 E. State St. (Main 2825): Lorain. 202 11th 

“ Cc h St. (Phone 4135); Mansfield, sey . Main St. (Phone pd Medina, 

; 1 254 Smith Rd. (Phone 22181); Napoleon (Phone 28741): Norwalk, 

Satisfy your ustomers wit 36 Woodlawn Ave. (Phone 266); Sandusky, 80 W. Perkins St. (Phone 
Norwalk Service 


2276); Toledo. 145 S. St. Clair St. (Adams 4291); Vermilion (Phone 
3363): Warren (United Terminals) (Phone 4886). 

















J.F. Ernsthausen 


MICHIGAN TERMINALS—Adrian, 405 8S. Center St. (Phone 105): Battle 

resident COMMON CARRIER Creek. 220 S. Calmy St. (Phone 2-5107): Bay City. foot of First St. 

-C.C Certificate No 7109 (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint. 

Cc. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 

Vice-President \ 8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) : Kalamazoo. 115 West 

\ =p Grand Rapids Bush St. ‘Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); 

Established 1921 Monroe, 715 S. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ave. 
Incorporated (Ohio) (Phone 29201) - Saginaw. 142 lavenport St. (Phone 6228). 

INDIANA TERMINSLS—Aubum, 334 W. 9th St. (Phone 618-J); Elk- 

36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 

Telephone—266 } St. (Anthony 426") - Goshen. 1201 8. 10th St. (Phone 111); Hammond, 

} 1055 Indianapolis Blvd. (Whiting 783): Kendallville, 900 8. Main St. 

NORWALK. OHIO (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 

9 


City (Phone 687): South Bend. 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago. 18th and Canal (Monroe 8888). 


PENNSYLVANIA TERMINALS—New Castle, 32 8. Beaver St. (Phone 
745): Pittsburah, 202 Penn Ave. (Phone At-5887). 





Conference. 
iff Bureau. 
ervice 

narily made 
le radius of 


n.p.h. All 


up and de eens to. > eigen, tanployees ee 

: *& Cargo, $25/75,000 (The Connecticut (Fidelity & Casualty Co.). iso bon: 
fame Fire Ime. Ce). Public Liability, by new A. T. A. bond. EQUIPMENT i 
in’ * Property Damage, *xWorkmen’s TARIFF AGENCIES 317 tractors (309 company owned); Aliqipee! a 
Compensation, and Li«bility Insur- ss 432 trailers (all company owned); ; Sewickley 2A betieres 
_ ance on All Terminals (The Travelers Central Motor Freight Assn., Inc. 208 deliv: ; 


truck ed Corsopolis (Pittsburgh 
ed Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau ~ e Ws? company owned) ats Recs ™ 


a 
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This Advertisers’ Index is published as a reader convenience and 
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index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No allowances will be made for any errors or omissions. 
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Operating Rights 


TRUCK OPERATING RIGHTS to and from Northeastern States 
bought-sold-consolidated-leased-coordinated. Northeastern Truck Bu- 
reau, 45 Milk Street, Boston, Mass. Liberty 4444, 





Educational Courses 





NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 





Situations Wanted 








TRAFFIC MANAGER, A-1, with sales and purchasing experience, 
Age 41, Minimum Salary, $3,500. Anywhere U. S. A. Box 408, Chicago 
office Traffic World. 





POSITION WANTED—Assistant traffic manager for manufacturer, 
5-day week. New York City area. Single woman with 10 years’ experi- 
ence. References. Box 409, New York office Traffic World. 





TRAFFIC MAN, age 32, desires position with industrial company. 
2 years’ rates experience including 8 months on transit. Also completed 
three semesters in a traffic course. Box 410, Chicago office Traffic World. 


POSITION WANTED—Traffic executive desires to connect with 
industry, railroad or large truck line. 25 years’ transportation experi- 
ence in large industries. Legal background, splendid record. A-1 
references. Will accept position as assistant, if compensation is at- 
tractive. Will go anywhere. Box 411, Chicago office, Traffic World. 








Help Wanted 


WANTED—Grain Traffic Man, middle west grain milling in transit 
experience preferred. Permanent job with old established company. 
Write giving full particulars of former experience and family status. 
Box 406, Chicago office Traffic World. 








For Sale 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


5—Hopper, Twin 50-Ton 

80—Hopper, Side-Discharge, 50-Ton 

20—Refrigerator, 40-Ft., 40-Ton 

10—Box, 40-Ft., 40-Ton 

7—Box, Automobile, Steel, 50-Ft., 50-Ton 

3—Oump, Magor. 30-Yd. 50-Ton: lit: doors 
1—Dump, Clark Automatic, 30-Yd., 50-Ton; drop doors 
4—Dump, K & J Automatic Lift-Door, 37-Yd., 50-Ton 
10—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 
25—Tank, 8000-Gallon, 40-Ton Trucks 

50—Tank, 10,000-Gallon, 50-Ton Trucks 

15—Gondolas, 38 ft., 50-Ton, all-steel, 4’ 4’ high in size 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 


el 
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Is your company ready to meet stiffer competition? More executives every 
day are cutting distribution costs and enlarging their markets by using modern, efficient, 
economical river transportation. 


Union Barge Line gives you a powerful business advantage. EXAMPLE: A barge load of steel 
products can be moved from Pittsburgh to New Orleans in an average of 14 days at a saving of 
$2,500 or more. ANOTHER EXAMPLE: You can dock your commodity at a key distributing 
center 1,200 miles up or down stream cheaper than a competitor, who uses other forms of 
transportation, can move his merchandise 200 miles. 


If you would like to know exactly what savings Union Barge Line offers in taking your par- 
ticular products to your particular markets, write: 


UNION BARGE LINE CORPORATION 


7 
4 ST PITTSBURGH 22, PA. 


SS 
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DRAVO BUILDING 
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U. S. ROYAL CON-TRAK-TOR 
(lug type) . (rib type) 
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Serving Through Science 


UNITED STATES 


1230 SIXTH AVENUE ¢ ROCKEFELLER CENTER ¢ NEW YORK 20, N. Y. 





